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Abstract 
The role of the transport system in the development of tourism resorts has not been 
explored except in the most cursory of ways in the tourism literature. The purpose of 
this research is to examine the role of the transport system in the development of 
coastal resorts in Queensland. Given the role of transport as the link between the 
tourist's home and the destination they wish to travel to, the research undertaken in 
this thesis adds to the existing body of knowledge on resort development. In 
particular, there is a need to understand the role that various transport modes play as 
resorts grow and commence attracting visitors from increasingly more distant places 
commencing with the local area and culminating in intemational markets. Thus the 
problem researched in this thesis is: 
How does the transport system contribute to the development of coastal tourism 
resorts in South Queensland? 
The literature review in Chapter 2 identified five research questions that were used to 
focus the research undertaken in this thesis. 
1. What role has the transport system played in resort development in South 
Queensland? 
2. What role does the economic market place, expressed in terms of demand and 
supply forces, play in determining the stmcture of the transport system in resort 
areas? 
3. Is it possible to identify specific phases of coastal resort development that are 
linked to specific forms of transport infrastructure using South Queensland as a 
working example? 
4. Is it possible to develop an operational model that identifies the role of transport in 
the growth of coastal resorts in South Queensland? 
5. What policy implications are there if a strong transport - resort growth relationship 
is identified? 
Despite transport being the physical link between tourism origins and destinations a 
review of existing tourism models and typologies failed to identify a model that could 
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be used as the basis for the investigation undertaken in this research. To identify and 
study the link between transport and resort growth a new model, the Resort 
Development Spectrum, was developed. This model, constmcted on the premise that 
resort growth is a function of the economic market place where tourists (the demand 
element) purchase resort goods and services from resort businesses (the supply 
element), was used to identify the mechanisms of resort growth focusing on the 
transport system. 
The Resort Development Spectmm was a particularly useful tool for identifying the 
growth paths of the resorts selected as case studies. Growth was found to be 
dependent on the expansion of the resort's market sectors commencing in the local 
area and progressively expanding into the intrastate market followed by the interstate 
market and finally into the intemational market. Growth was also found to have a 
strong supply side element. At each phase of growth the transport industry was 
responsible for providing the means whereby tourists could travel from their origin to 
the destination. As the distance between the tourist's origin and the destination 
increased the model composition of the resort's transport sector changed. In the past 
resorts were heavily reliant on rail and sea however in the Australian experience the 
emphasis has shifted to road transport by car or coach. As resorts grow and look to 
more distant markets, the mix of transport servicing the resort changes. This was the 
case in the Gold Coast where the introduction of domestic air services laid the 
foundation for the expansion of the interstate market. A similar situation occurted at 
the Sunshine Coast while the lack of direct air services to major interstate markets 
appears to have hampered the development of Hervey Bay as an interstate destination. 
In recent decades the model mix has shifted from road to air with rail and sea 
contributing very little to the provision of public transport services. In the past, and 
before the widespread use of air and the private car, rail and sea fulfilled a much 
larger role in the provision of transport services linking origin points and resorts. 
The results of this research have significant implications for govemment policies 
related to the general development of Queensland's tourism industry, as well as the 
provision of infrastmcture in the state's numerous resort locations. The model 
illustrates the significance of transport and highlights the need to plan adequate 
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transport corridors and reserves if resorts are to continue on a growth path that will 
see them embark on expansion into new markets. 
The major contributions of this research are identified in Charter 6. The close link 
between transport and tourism development was identified via an examination of the 
history of resort growth of three South Queensland resorts (Gold Coast, Sunshine 
Coast and Hervey Bay) using a transport perspective. The Resort Development 
Spectmm is also a major contribution to the literature on resort development and 
provides researchers with a model that can be used as an a priori planning tool. The 
Resort Development Spectmm overcomes a major and long standing deficiency in 
tourism research by providing a model that can be used to assist in the forecasting of 
the future growth paths of resorts by illustrating the contribution of the supply side to 
the growth process. 
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CHAPTER 1 
INTRODUCTION TO RESEARCH 
1.1 Background to Research 
1.1.1 Introduction-Area of Research 
This thesis examines the role of the transport system in the establishment and growth 
of coastal tourist resorts in South Queensland. Interest in this area of research arose 
from the apparent relationship between large scale resort development and 
constmction of transport infrastmcture observed during the 1980s when a number of 
Queensland resorts increased in size and commenced attracting large numbers of 
overseas visitors. Previous research (Prideaux 1995, Prideaux 1996, Prideaux 1998) 
indicated the existence of a strong transport-resort growth relationship that had not 
been explored to any depth in the tourism literature. 
An understanding of the mechanisms underpinning resort growth will reveal the 
central role ofthe transport system in creating the conditions that facilitate growth. In 
particular, the study investigates the links between the development of transport 
infrastmcture and the rate at which resorts grow through identifiable phases. Each 
growth phase may be defined in terms of visitor types and specific groupings of supply 
side infrastmcmre. Analysis of the role of transport is approached from an economic 
perspective in contrast to previous studies that have generally taken a spatial or 
geographic perspective (Butler 1980; Gilbert 1939; Miossec 1976; Nelson and Wall 
1986; Robinson 1976; Thurot 1973) or in some cases, focused on psychological 
factors (Plog 1973; Smith 1977). For example, models proposed by Gilbert (1938), 
Bartett (1956) and Smith (1992) view the growth process in terms of changing land 
use pattems while Butler (1980) views growth as an evolutionary cycle. To illustrate 
the role of transport in resort development, a new resort model, the Resort 
Development Spectmm was developed. The model was developed during the course 
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of the research and was based on observations made about common elements of 
growth found in a number of resorts in Queensland. An earlier version of the model 
(Prideaux 1996) was developed during research into the relationship between tourism 
and crime observed at the resorts examined in this thesis. This thesis adopts the 
market, based on the interaction of the forces of supply and demand, as the starting 
point for analysis ofthe role of transport in resort growth. 
The role of transport as a significant factor in resort development has not been 
investigated in detail, although the importance of transport has been acknowledged 
(Chew 1987; Gilbert 1939; Gortnsen 1981; Gunn 1994; Hall 1991:80; Inskeep 1991; 
Lim 1997; Mill and Morrison 1985; Picard 1993; Robinson 1976; Rose 1991:8; Page 
1994; Thurot 1973 cited in Pearce 1995; Towner 1996). Deficiencies in existing 
attempts to explain resort development are identified and a new model, the Resort 
Development Spectmm is used to illustrate the role of transport as a key factor in the 
overall growth process of coastal resorts in south Queensland. Although only applied 
to resorts in South Queensland (defined in section 1.5) the model exhibits a potential 
for much wider application and possible use as a general model to explain coastal 
resort development. 
1.1.2 Economic Value of Tourism 
The need to understand the link between transport and tourism growth at resort level, 
as well as the more general industry level, is essential if the tourism industry, at both 
national and intemational levels, is to continue to grow at rates recorded in the last 
decade (Rose 1991:8). In global terms, tourism is a substantial economic sector, 
generating considerable employment and economic development. 
Australia's tourism industry has also experienced rapid growth in the last decade and 
in 1998 was the nation's largest single export industry, generating SAUDI6.3 billion 
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in export income and contributing 62.0 per cent of service exports (Office of National 
Tourism 1999). Expenditure by Australian residents in 1998 was estimated to be 
$AUD43 billion. In 1995/96 tourism directly accounted for 7.4 per cent of Australia's 
GDP at factor cost and indirectly accounted for a further 4.3 per cent of GDP at factor 
cost (Office of National Tourism 1999). In Queensland, the tourism industry 
accounted for 6.6 per cent ofthe state's GDP in 1997-98 (Lekakis 1999). 
Inbound tourism, the principle source of recent tourism growth, is almost entirely 
dependent on the aviation sector to connect Australia to its overseas markets. 
Conversely, within Australia travel by private car is the major form of tourism 
transport and accounted for 78 per cent of all tourism joumeys in 1996-97 (BTR 
1998). Deficiencies in the nation's transport system as a whole or in specific modes 
can have a significant and immediate impact on the tourism industry. For example, 
during the 1991 Desert Storm Gulf War European inbound tourism declined as a result 
of large increases in air fares brought about by increases in the price of aviation fuel 
and concems over travellers safety. Globally, 36,800 intemational air services were 
cancelled during the war in January and Febmary 1991 (WTO 1991). To sustain 
growth in the nation's tourism industry, a better understanding of the fundamental 
relationship between tourism growth and transport is required. 
At the national level, the need for adequate access to resort areas, their attractions and 
resources is essential for the development and expansion of tourism destinations (Page 
1994:2). The role ofthe transport system in stimulating resort development will be 
examined in some detail in this thesis. 
1.2 Hypothesis and Research Problem 
The problem addressed by this research is: 
How does the transport system contribute to the development of coastal tourism 
resorts in South Queensland? 
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The thesis concludes that the transport system is a key factor in the development of 
coastal tourism resorts in South Queensland. The Resort Development Spectmm, 
based on the operation of resort economy, is used to identify the role ofthe transport 
system in supporting resort growth over time and is outlined in Chapter 4. 
The hypothesis addressed in this thesis is, transport is a key factor in coastal resort 
development in South Queensland. 
This thesis investigates the role of transport as a factor in coastal resort development 
and asks the following questions derived from the literature review in Chapter 2. 
1. What role has the transport system played in resort development in South 
Queensland? 
2. What role does the economic market place, expressed in terms of demand and 
supply forces, play in determining the stmcture of the transport system in resort 
areas? 
3. Is it possible to identify specific phases of coastal resort development that are 
linked to specific forms of transport infrastmcture using South Queensland as a 
working example? 
4. Is it possible to develop an operational model that identifies the role of transport in 
the growth of coastal resorts in South Queensland? 
5. What policy implications are there if a strong transport - resort growth relationship 
is identified? 
The results of this research have significant implications for govemment policies 
related to the general development of Queensland's tourism industry, as well as the 
provision of infrastmcture required to underpin continued expansion of the state's 
numerous resort locations. An understanding of the role of transport in the process of 
resort development will highlight deficiencies in existing planning practices and assist 
planning authorities to develop new policy measures. Moreover, an understanding of 
the role of transport will identify opportunities for the acceleration of development by 
the provision of new infrastmcture prior to the timeframe that would normally be 
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expected as a consequence of evolutionary growth. On a national scale, a clearer 
understanding ofthe relationship between transport and resort growth will encourage 
greater efficiency in tourism and local govemment planning. The implications of 
these questions are examined in Chapter 6. 
1.3 Need for Research 
Research in the area of the transport-resort growth interface can be justified on four 
grounds. 
1. Tourism is an industry of intemational and national significance and in Queensland 
(West 1993) coastal resorts are the focal points of the state's domestic and 
intemational tourism industry. 
2. The economic aspects ofthe link between transport and coastal resort growth have 
not been adequately investigated. 
3. Previous attempts to develop explanatory models of resort development have 
failed to produce models that demonstrate a satisfactory predictive capability in the 
area of transport requirements. 
4. Application of the findings of the research conducted in the course of this thesis 
should assist resort communities identify, a priori, the likely scale and impact of 
resort growth and give them the ability to assess community concems about 
changes generated by tourism development. 
The following discussion examines in detail, the justifications given for this research. 
1.3 1. Resort Tourism 
The growth of tourism is one of the consequences of the rapid industrialisation of 
global society that commenced during the industrial revolution in the United Kingdom 
(Inskeep 1991:7). Increasing affluence provided people with the opportunity to travel 
and gave rise to modem forms of tourism. One of the most popular forms of tourism 
in the last two centuries has been beach tourism (Smith 1992). The popularity of 
coastal resorts emerged in Nineteenth Century Europe and North America and 
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continues to the present day. In newly developing tourism destinations such as South 
East Asia and the Caribbean, beach tourism continues to be a major focus of 
intemational tourism development. While the magnitude of coastal resort 
development in global terms is beyond the scope of this study, general trends in 
development can be studied on a smaller scale. 
South Queensland is the site of two of Australia's largest coastal resort destinations-
the Sunshine Coast and the Gold Coast. In 1996/97 these resorts, combined, 
accounted for 64 per cent of all visitors, 44 per cent of all visitor nights and 66 per 
cent of total tourism expenditure in Queensland (QTTC 1998). These destinations are 
heavily reliant on air transport and the private automobile for most of their tourist 
trade. Based on the size of these resorts, South Queensland was selected as the field 
laboratory in which to study the relationship between coastal resort development and 
the role of transport. A more detailed discussion of the definition of resorts adopted 
for this thesis is outiined in section 1.6 
1.3.2 The Link Between Resort Tourism and Transport 
Transport is a necessary precondition for the development of the tourism industry 
(Abeyratne 1993:457; Chew 1987; Page 1994) and plays a critical role in the 
development of domestic and intemational tourism (Teye 1992). Intermptions to the 
smooth operation of both domestic and intemational transport of the type that occurred 
during the 1989 Australian airline pilots strike and the 1991 Gulf War can have a 
significant impact on national tourism destinations (WTO 1991) while climatic 
conditions such as floods may effect domestic tourism. The link between transport 
and tourism is analysed in detail in Chapter 2 and is based on an analysis of data 
collected by the Queensland Tourist and Travel Corporation (QTTC) (renamed 
Tourism Queensland (TQ) from February 1999) and the Bureau of Tourism Research 
(BTR). 
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1.3.3 Literature Deficiencies 
From the perspective of this thesis, deficiencies in the literature relating to transport 
are apparent in two areas- in tourism research in general, and in the specific area of 
research into the development of tourism resorts. Chapter 2 will review the existing 
resort literature and identify deficiencies from the viewpoint of the significance 
ascribed to transport as a variable in resort growth. 
Although a number of authors (Gilbert 1939; Gonnsen 1981; Gunn 1994; Hall 
1991:80; Hall 1995:40; Inskeep 1991; Leiper 1990; Lim 1997, 1999; Mill and 
Mortison 1985; Pearce 1987; Robinson 1976; Page 1994, 1999; Towner 1996) 
acknowledge that there are links between tourism and transport, the tourism literature 
in general has failed to identify specific causal relationships. One area that has 
received comparatively little attention is the link between transport and resort 
development. In many tourism markets, the role of transport is cmcial as 
demonstrated by Australia's almost total dependence on air transport for inbound 
tourism. Although the relationship between long haul transport, such as aviation, and 
tourism is well understood, the relationship at local levels is less clear. As a 
consequence, the relationships involved have not been investigated in any detail. 
Moissec (1976) for example, developed a resort model which noted that transport 
systems are an essential part of the development process but did not further develop 
the model to the point where it exhibited a predictive capability. In a passing 
reference to early tourism development along the Gulf of Mexico, Meyer-Arendt 
(1993) noted that improvements in transportation, principally rail and steamship 
services, facilitated the development of beach recreation between the 1860s and the 
1880s. Unfortunately, the relationship between resort development and transport was 
not further explored. Towner (1996:10) observed that railways were an important 
factor in the growth of Nineteenth Century British coastal resorts. Commenting on the 
role of transport as an agent of growth Towner observed that the fiinction of transport 
has been debated in the development literature with opinions ranging from transport 
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being a vital element to it having a submissive role in a more complex environment. 
Other writers (Barbaza 1970; Barrett 1958; Butier 1980; Christeller 1963; Peck and 
Lepier 1979; Smith 1992; Soane 1993; Young 1983) have examined the development 
of tourism resorts but have not identified transport as a major factor in the growth 
process. In previous studies, transport was often analysed from the perspective of 
tourist flows occurring between Metropolitan destinations and peripheral urban and 
mral destinations (Lundgren 1982). Leiper (1979) identified a transit region between 
tourism generating regions and tourism receiving regions but did not develop the role 
ofthe transport industry in the operation ofthe transit region. Similarly, transport's 
economic role as the bridge between buyer (tourist) and seller (the suppliers of tourism 
services) has not been assessed in a meaningful way. 
Current models developed to explain resort growth exhibit a weakness in their 
predictive capability thus limiting their usefiilness as planning tools. This shortcoming 
is indicative of the inadequacies that have been noted in existing tourism research 
(Getz 1986). Although an extensive literamre (King 1994; Agarwal 1994; Gordon and 
Goodall 1992) has emerged about the merits of various models used to explain the 
growth pattems of coastal resorts, fundamental issues such as the role of the market 
from the economic perspective of demand and supply forces, the importance of 
infrastmcture development and the concept of capacity have been largely ignored by 
both model designers and reviewers. Similar shortcomings exist in the study of 
tourism from an economic perspective. For example, Tisdell (1998:16) stated that 
tourism economics has been neglected by mainstream economists while Hall 
(1995:15) noted that attention should be given to supply issues if tourism development 
is to be sustainable in the long mn. It should be noted however that many of the 
earlier models of resort development were not designed to incorporate an action or 
planning element and were rather more concemed with interpretation and explanation 
ofthe tourism phenomenon. 
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1.3.4 Applications of the Findings of This Research 
Queensland's tourism industry is heavily dependent on the ability of a few key coastal 
resort destinations, including the Gold Coast and the Sunshine Coast, to continue to 
attract increasing flows of tourists. Many small coastal communities, including 
Hervey Bay, Town of 1770/Agnus Waters, and Rainbow Beach, have identified 
tourism development as a major industry capable of underpinning community desires 
to achieve regional economic growth and the economic opportunities such growth 
generates. Other coastal cities including Mackay and Townsville also view tourism as 
a significant sector and have for some time endeavoured to expand their tourism 
sectors. Existing resort models point to the trends that might occur and identify a 
range of issues individual communities will have to grapple with in the wake of large-
scale tourism development. As most existing models do not incorporate a strong 
predictive or action element their usefulness to planners attempting to quantify likely 
pattems of future resort development is limited. 
If a community desires to achieve long term tourism growth, questions about planning 
will be raised, however existing resort models (for example, Barrett 1958; Butler 
1980; Gilbert 1939; Miossec 1976; Smith 1992; Thurot 1973 cited in Pearce 1995) are 
unable to provide suitable answers, except in the most general of ways. One solution 
to this problem is to develop a new resort model that brings together elements of 
historical analysis of past growth pattems, analysis of the economic forces at work, 
and considerations of capacity and sustainability. The principle characteristics of a 
new model of this type should include a capacity to identify the mechanisms of 
growth, a recognition of the role of the economic market, an ability to identify the 
consequences that will flow from growth and an ability to predict the possibilities for 
further development. Only in this way will communities be able to identify and rate 
the advantages and disadvantages of growth and implement strategies required to 
achieve the type of tourism industry best suited for the physical and social resources of 
their community. 
9 
Introduction to Research 
1.4 Methodology 
To address the problems identified in the preceding discussion, the relationship 
between transport and growth in three Queensland coastal resorts is examined using 
Case Study analysis (Yin 1993). Previous research into the causes of growth in coastal 
resorts has frequently employed case study analysis as outlined in Chapter 2. The use 
of case studies as a qualitative research method is widely recognised (Dyer and 
Wilkins 1991; Parkhe 1993; Perry and Coote 1994; Yin 1993, 1994). Given that the 
link between transport and resort development has not received a great deal of 
attention previously a case study approach, utilising both qualitative and quantitative 
data, has a number of advantages over other possible approaches. The methodology 
employed in this thesis will be discussed in detail in Chapter 3. 
The literature has suggested that a number of variables may influence the rate of resort 
development including time (Moissec 1974), locality (Lavery 1974), stage in the life 
cycle (Butler 1980) and visitor types (Cohen 1972; Plog 1973). The difficulty in 
attempting to identify the impact of a specific variable such as transport will increase 
if there are significant differences in factors such as administrative and judicial 
systems, tourism products and services, location, markets and attractions. To reduce 
the impact of such factors the case studies used in this research were selected on the 
basis of commonality in a number of areas including: 
• Similarity in local and state govemment institutional arrangements including the 
provision of transport services. 
• Resorts offer similar coastal experiences. 
• Similar domestic and intemational markets are available although not always 
exploited by each resort. 
After the impact of specific variables have been identified it is much easier to 
undertake comparative studies where the subjects for investigation exhibit significant 
degrees of differentiation. On this basis h should be possible to identify the role that 
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transport has played in the development of Queensland resorts not examined in this 
thesis. 
Case Study Selection Criteria 
To simplify data analysis, the resorts selected for study in this thesis exhibit a number 
of common attributes: 
• all resort communities are located in Queensland and share the same system of 
govemment at local, state and federal levels, 
• all resorts share similar geographic features including access to the sea and similar 
climatic pattems, 
• local communities in each area exhibit a commitment to tourism, which in most 
cases is the most significant local industry, 
• South East Queensland is the largest generating region for visitors to each resort, 
• each resort shares a common road and rail network, and 
• Brisbane Intemational Airport provides gateway services for intemational visitors 
to each resort. 
Resorts Selected as Case Studies 
Hervey Bay is a relatively small resort heavily dependent on the Queensland market 
(54 per cent of visitors in 1996-97 [QTTC 1998]). The Gold Coast is a major resort 
with an increasing intemational market (30 per cent of all visitors in 1996-97 (QTTC 
1998). Spatially, the Gold Coast consists of a number of communities which, over 
time, have coalesced into one continuous urban area. 
The Sunshine Coast consists of three distinct communities (Noosa, Caloundra and 
Maroochydore) each administered by a separate local govemment authority but for 
tourism purposes are usually marketed as a single destination. In many ways the 
existing situation on the Sunshine Coast resembles the Gold Coast prior to the 
amalgamation of several local authorities to form the curtent Gold Coast City Council. 
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In terms of tourism infrastmcture each Sunshine Coast community shares the same 
road and rail network and all rely on the Maroochydore Airport for domestic flights 
and the Brisbane Intemational Airport for intemational tounsts. Although it can be 
argued that each community is a distinct resort this thesis views the Sunshine Coast as 
a single resort, comprised of three distinct resort communities. This view can be 
justified on the basis of shared tourism infrastmcture, the view ofthe tourism industry 
that the destination is one resort and the image that the combined communities project 
in most of their tourism promotion activities. 
Many other coastal resorts can be found in Queensland, but the resorts selected for 
study demonstrate the role of transport in resort development and range in scale from a 
relatively small-scale domestic resort (Hervey Bay) to a large intemational resort 
(Gold Coast). 
Field Work 
Field work was undertaken between 1995 and 1998. Data collection included both 
historical and contemporary sources. Some difficulties were encountered when 
attempting to quantify changes that have occurted at the Gold Coast and Sunshine 
Coast over the past 130 years because of limited historical records. 
1.5 Definitions 
To add some measure of precision to the ensuing discussion, the key terms used in this 
thesis are defined in detail. 
South Queensland 
Both the Gold Coast and Sunshine Coast are located in an area of Queensland 
generally referted to as South East Queensland. Hervey Bay lies to the north of the 
area commonly known as South East Queensland but is still considered to be located 
in the southem part ofthe state. For the purposes of this thesis, the study area bounded 
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in the north by Hervey Bay and in the south by the Gold Coast is defined as South 
Queensland and is illustrated in Diagram 5.1. Such a definition can be justified by the 
common use of terms such as Central Queensland (centred on Rockhampton), North 
Queensland (centred on Townsville) and Far North Queensland (centred on Caims). 
The Systems Approach 
A systems approach is a method of viewing the interaction of a number of related 
variables and can either be closed or open. The advantage of an open systems 
approach is that it takes the broad view and enables a sector or industry to be analysed 
and described from an overall perspective. Moreover, different viewpoints can be 
synthesised (Kaspar and Laesser 1994). A system can be defined as having a set of 
two or more interrelated and interdependent elements that have the following 
characteristics: 
• the behaviour of each element in the system affects the behaviour of the whole, 
• the behaviour of each element of the system depends upon the behaviour of at least 
one other element, and 
• every possible sub-group of elements in the set exhibit the above two properties of 
interdependence. 
As a consequence change in one part ofthe system will have repercussions to a greater 
or lesser extent throughout all the elements ofthe system. 
Tourism is such a complex phenomenon that its systematic smdy requires the adoption 
of a research methodology which is both capable of identifying the complex web of 
relationships between the many elements involved and concurtently, is able to 
rationalise and simplify these links into a number of relationships and components that 
can be studied individually or as a group. A systems approach is capable of 
accommodating these requirements because it does not presume to have a 
predetermined view of tourism (Gilbert 1990). Kenmath and Thomas (1992) for 
example, have successfully applied the systems approach to resort development in a 
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study of tourism in Sosua in the Dominican Republic. A further advantage of the 
systems approach to studying tourism is that it enables the broader issues and factors 
which affect tourism to be identified, together with the inter-relationships between 
different components in the system (Mill and Mortison 1985; Page 1994:4). Leiper 
(1981:87) describes tourism as a system that is composed of tourists, generating 
regions, transit routes, destination regions and the industry. This thesis incorporates 
the systems approach in the smdy of the transport-tourism interface to demonstrate the 
central role of transport in facilitating coastal resort growth. 
The Tourism System 
The inter-relatedness of the many components of the tourism industry requires that a 
point of connection and a framework of understanding must be developed as a means 
of adequately describing the tourism industry and quantifying its operations (Leiper 
1979:403-404; Smith 1988:181-182). Unfortunately, tourism is not recognised as a 
discrete industry sector in Australia's national economic accounts giving rise to a 
range of problems of definition. In a typical tourism resort, numerous industry sectors 
are represented and collectively can be called the tourism industry. It is often difficult 
to disaggregate industry sectors between tourism activity and their parent industry. 
For example, in a resort should a taxi driver be classed as a member of the tourism 
industry or a member of the transport industry? In the face of this lack of a specific 
statistical test to identify the tourism industry, the notion of a tourism system offers 
some advantages. Adopting a systems approach offers the opportunity to evaluate the 
manner in which a range of industries that contribute to tourism activity interact with 
various customers to form an identifiable industry. Describing the process from a 
systems perspective is one solution to the problem because the systems approach, by 
its nature, is able to accommodate a multiplicity of relationships and connections 
between participants in the industry. 
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A further advantage of viewing tourism as a system, rather than as a specific industry, 
stems from the advantage of being able to study changes in the morphology of tourism 
from a multi-sector perspective. Change is dynamic and once instigated has the 
tendency to impact on every part ofthe system. 
On these grounds, the interdependent nature of the resort is best studied from a 
systems perspective which acknowledges that the whole is greater than the sum of the 
parts. Accordingly, changes in one part ofthe system will affect all other parts ofthe 
system through a chain reaction (Shaw and Williams 1994). Within the tourism 
system, it is possible to identify a number of sub-systems such as the transport sector, 
the hospitality sector, the retail sector, promotional activity and the leisure sector 
(Prideaux, 1993:246). 
Transport 
Transport can be described as the movement of persons and freight from one place to 
another, in terms of travel modes, location, volume of flows and the linkages between 
these variables (Benson and Whitehead 1985:2). For the tourism industry, transport is 
the key factor in enabling tourists to travel from their place of residence to the place 
where they wish to holiday. Efficient transport assists tourism growth. History 
illustrates the role of transport in tourism even in antiquity. Casson (1974) linked 
developments in transport technology with the development of travel in the ancient 
world. During the Roman Empire, Pompeii and Herculaneum were popular retreats 
for the citizens of Rome escaping the capital's summer heat (Theobald 1994). 
Throughout the Roman Empire movement of large numbers of people was made 
possible by a well-engineered road systems, organised road transport based on horse 
and cart teams, and organised sea travel in the Meditertanean. 
The study of transport networks usually entails the following considerations (Page 
(1994:24): 
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Linkages and flows. 
Location and places connected by linkages, and 
A system of catchments and relationships between places within a transport 
network. 
These elements will be incorporated in the analysis of resort development discussed in 
Chapter 5. 
Transport System 
As was the case with the tourism industry, the transport industry can be studied from a 
systems perspective rather than the altemative method of treating transport as a 
discrete industry sector. The advantage of a systems approach is that change is not 
treated as an isolated event relevant to one specific mode but rather viewed in terms of 
its system wide impact. Thus the commencement of new air services to the Sunshine 
Coast is not viewed only as a change in passenger artivals by air but is viewed in the 
context ofthe impact on other modes such as road and rail. 
It is possible to identify three basic elements of a transport system (Benson and 
Whitehead 1985). 
1. Modes. Modes are the vehicles that undertake freight and passenger tasks. Modes 
used by the tourism industry are road, air, sea and rail. In the case of road 
transport there are a range of model components including private cars, rental or 
hire cars, buses and coaches, taxis, bicycle and foot. While these individual 
components are sometimes referred to as separate modes in the tourism literature, 
they are in fact all components of a single transport mode, road. 
2. The way. The way is the track along which vehicles travel. Ways includes 
seaways, roadways, airways and railways. 
3. Terminals. In essence, terminals are points of interchange from one mode to 
another. For example, air terminals are interchange points between air and road 
and in some cases, rail and occasionally sea. 
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The transport system is responsible for connecting tourism generating regions to 
tourism destination regions (Leiper 1990). The transport system also has several other 
tasks that should not be ignored. These include: 
• Providing transport from the tourist's home to the terminal where the joumey to the 
tourism destination commences, 
• Providing transport within the tourism destination, and 
• Providing freight services into the tourism destination. 
For the purpose of this thesis, the tourism transport system is defined as the operation 
of, and interaction between, transport modes, ways and terminals that support tourism 
resorts in terms of passenger and freight flows into and out of resorts, the provision of 
transport services within the resort, and the provision of connecting transport modes in 
the tourism generating region. 
Resorts 
Resorts can be defmed in a number of ways and from a number of perspectives, 
depending upon the purpose for which the definition is intended. In the Australian 
context, the term 'resort' is often used interchangeably with the term 'destination'. 
The term is also used to describe individual properties, resulting in some confusion as 
to the precise meaning ofthe term. King (1994) notes that apart from using the word 
resort as a noun or verb it has also been used as an adverb. For example, Craik (1991) 
used the word resort as a term of abuse or rebuke. Tourism, according to Craik, is 
'resorted to' because of the absence of viable altematives to the mass tourism 
experiences available at many coastal resorts. 
The study of resorts, as a category of research, is a loosely defined field (King 
1994:165) and can be used to describe localities that range from the highly specific to 
the highly nebulous. Terminology used to describe resorts include the following. 
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• Integrated resort. An integrated resort is a development that is capital intensive, 
largely self-contained and operates as a corporate identity within a large tourism 
destination. This term is often used in Australia to refer to specific properities 
within a larger tourist destination. The use ofthe term resort in this context can be 
confusing. The Gold Coast is an example of a discrete Local Govemment 
Authority and is often referred to as a resort in terms of its entirety. However, 
specific properties located at the Gold Coast advertise themselves as resorts. Sea 
World Nara Resort, Robina Lake Resort and Surfers Plaza Resort are examples of 
the use ofthe term resort in this way. 
• Destination regions. Used in this broad way, cities might be classed as resorts and 
this usage of the term allows virtually any area to be classed as a resort (King 
1994). 
• According to size. In the macro sense, many large cities such as Melboume and 
Sydney offer a wide range of tourist orientated facilities and may attract high 
numbers of tourists. Medick (1981:45) stated that 'the term resort has come to 
acquire its literal meaning to denote any visitor centre to which people resort in 
large numbers'. In its broadest sense, this definition could include many of the 
world's largest cities as well as specific holiday centres. However, large cities 
generally support a wide range of non-tourist industries and as such cannot be 
classed as resorts. 
• According to location. Location often dictates the scope of resort activities hence 
resorts classified by activity includes ski resorts and spa resorts. 
• Generalists perspective. Complexes that provide a variety of recreational and 
social settings at one location can be called resorts (Gunn 1988). A definition 
developed along these lines could include a vast range of localities, many of which 
would not see tourism as other than one component of a rich mosaic of industries 
located in the urban area. 
• Specific purpose resorts. The location of tourist attractions and facilities are 
physical and in the case of beach resorts, the major physical resource is sunshine 
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and quality ofthe beach (Mill 1990). Resorts of this nature have, in the past, been 
criticised because they tend to isolate the tourist from the host population. In reality 
it may be that the majority of the tourists may wish to experience a degree of 
isolation and are more interested in 'pampering themselves' by lying on the beach 
and swimming. 
• Self-contained tourism areas. Tourist resorts can be described as destination areas 
that are relatively self-contained and generally provide a wide range of tourist 
facilities and services including those designed for recreation and relaxation. More 
specifically, resort towns of this type combine the usual land uses and activities of a 
town community but are economically focused on resort activities and contain hotel 
and other types of accommodation as well as tourist facilities and services (Inskeep 
1991:161). 
• Economic activity. A resort is a specialised market place where tourist goods and 
services are purchased by tourists from a range of public and private sector 
suppliers. The range of goods and services is determined by the price mechanism. 
It is not possible, given the existing state of debate, to identify a global definition of 
resort, nor is it necessarily desirable to do so. For the purposes of this thesis, it is 
desirable that the term resort be defined in sufficient detail to allow clarity of 
understanding and insight. Accordingly, and in an approach suggested by Inskeep 
(1991), resorts are defined as destinations which may contain one or a number of local 
authority areas, that are economically focused on tourist activities, contain a range of 
accommodation, leisure, recreation, shopping, food service and transport facilities 
specially directed towards satisfying the demands of tourists, and are recognised for 
statistical and destination marketing purposes as a resort. Size is not an overriding 
criterion. According to this definition the Sunshine Coast, although administered by 
three separate local govemment authorities, can be defined as a resort on the basis of 
its marketing image and statistical recognition by the QTTC and the Bureau of 
Tourism Research (BTR). 
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In terms of this definition, the centrality of tourism to the economic well-being ofthe 
resort community is a key distinguishing factor between towns and cities which 
incorporate tourism as one of a wider group of industries, and towns and cities which 
exhibit significant economic dependence on tourism. 
In this study, the term coastal is used in preference to beach when describing tourism 
resorts that are located on or near to the ocean. Traditionally, resorts located adjacent 
to the ocean were called beach resorts because ofthe central role that the beach played 
in the range of activities associated with tourism in the area. In recent decades, the 
focus has tended to shift from the beach to include non-beach activities such as 
shopping and entertainment, as well as activities in adjacent hinterland areas away 
from the coast. This study has adopted the term coastal because it more adequately 
describes the areas smdied. These areas are located adjacent to a beach but many of 
their tourist attractions are not beach related (shopping and theme parks) or are located 
in hinterland areas (rainforest villages and national parks). 
Supply side 
The supply side is defined as the range of infrastmcmre services that are collectively 
required to produce a tourism product that can be consumed by tourists. In the tourism 
industry, the supply side covers a wide range of inputs including communications, 
water supply, roads, accommodation, railways, retailing and numerous professional 
services. Intangible supply side factors include image, climate, scenic beauty and 
reputation. Together, this extensive bundle of inputs constitutes the tourism product. 
A growing body of literature from disciplines that include economics, geography and 
planning are adopting supply side research techniques to provide insights into the 
operation ofthe tourism industry (Smith 1994:585). Research into supply side forces 
can follow a number of perspectives, including: a nartow, product-specific 
perspective; a broad, comprehensive planning approach; or the development of supply 
side statistical measures (Smith 1994:585). Examples ofthe application of a broad 
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planning approach used in resort studies include Butler (1980) and Smith (1992). The 
narrow approach and product-specific approach are not generally used in resort 
studies. 
1.6 Limitations, Scope and Key Assumptions 
1.6.1 Limitations 
Section 1.2 outlined the research problem addressed in this thesis. Specifically, the 
study examines the role of transport in coastal resort development, observing the 
following limitations. 
• The only supply side variable to be considered in detail is transport. Other 
variables such as telecommunications, accommodation, retail outlets, entertainment 
and leisure facilities, promotions organisations, water supply and government 
services are acknowledged as being significant and in this thesis are assumed to be 
provided by the relevant authorities and private sector firms as justified by demand. 
• Demand side factors in resort growth are assumed to occur as supply side capacity 
is expanded. In most cases, expansion of capacity occurs when new capacity can 
be utilised profitably. 
• The only resorts considered in this thesis are located in coastal areas. 
• Accurate statistics detailing visitor numbers and transport characteristics are only 
available from the 1982/83 financial year. 
• Visitor information collected by the Queensland Tourism and Travel Corporation 
and the Bureau of Tourism Research are not always compatible because of 
differences in collection methods and breaks in series. 
• Over time the systems used to classify hotels have changed thereby increasing the 
difficulty of making time based comparisons. 
Difficulties encountered with data are discussed in more detail in Section 3.7. 
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1.6.2 Scope 
The size of the world's coastal resort industry is such that a comprehensive study 
embracing a wide variety of coastal resorts is beyond the scope of the research 
undertaken for this thesis. However, in terms of Australia's tourism industry, 
Queensland's coastal resorts are the largest and the most numerous. In particular, the 
Gold Coast has a rapidly growing intemational sector, a characteristic repeated in 
Caims in Far North Queensland but found in only a few other coastal resorts in 
Australia. 
As a consequence, the scope of this thesis is limited to a study of coastal resort 
development in South Queensland. Pattems of development observed in the South 
Queensland context may have parallels in other areas but consideration of non-
Queensland cases is beyond the scope of this study. 
Although the supply side is emphasised on the grounds that it is the economic sector 
that provides transport infrastmcture, there must be recognition of the role played by 
the demand side. The function of the demand side in resort development is briefly 
considered in Chapter 2. 
1.6.3 Key Assumptions 
This study differs from most previous studies outlined in Chapter Two in that the issue 
of growth or development is viewed from an economic perspective. Accordingly a 
number of assumptions are made. 
• The economic market, defined as the interaction of sellers (supply) and buyers 
(demand), will determine the size of a resort, subject to pre-existing capacity 
constraints such as land available for development, water supply and other limiting 
environmental and geographic factors (O'Reilly 1987; Shelly and Heberlein 
1986:19-21). 
22 
Introduction to Research 
• Although transport capacity required to support various stages of development is a 
function ofthe supply side, the total quantity and composition of transport required 
is a function ofthe demand side. 
• For a market to exist there must be a range of goods and services to exchange. In 
the tourism industry in general, and coastal resorts in particular, exchange consists 
of tourists (buyers) purchasing a range of tourist related products and services from 
a range of sellers including transport companies, accommodation providers, 
recreation facilities and retailers. 
• As a resort grows, the intersection of the demand for tourism services and the 
supply of those services will create an equilibrium point. In a dynamic market, 
typical of a growing resort, demand and supply are dynamic forces and any points 
at which equilibrium occur will only exist for a short time or be a partial 
equilibrium point. 
• At any point on the time line of the development of a resort, a specific capacity 
level, expressed as total visitor numbers, should be able to be identified. 
• The role of the public sector in stimulating and guiding development is significant 
but will not be considered in detail. 
1.7 Outline of Thesis 
The thesis is based on six chapters. 
Chapter 1 outlines the background to the research, the research problem and research 
questions, justification ofthe research, methodology, definitions and limitations. 
Chapter 2 links the research problem to the existing tourism literature related to resort 
development and transport. Gaps and deficiencies in the literature are identified. On 
the basis of the deficiencies in the literature examined in Chapter 2, a number of 
research issues are identified. 
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Chapter 3 discusses and justifies the methodology employed in this thesis. The use of 
Case Studies as a research method is outlined and its application to this research is 
discussed. 
Chapter 4 outlines the Resort Development Spectrum model developed to illustrate 
the role ofthe transport system in coastal tourism resort development. The model has 
a strong economic foundation and outlines resort growth based on a series of growth 
phases. As transport is only one of a range of factors that are found in the resort 
economy other elements are incorporated into the model to create a general resort 
model although the emphasis in this thesis is on the transport element ofthe model. 
Chapter 5 outlines the findings of the application of the model in the form of three 
Case Studies, the Sunshine Coast, Gold Coast and Hervey Bay. Each Case Study is 
approached from a historical perspective and outlines the growth of the resort over a 
series of phases primarily based on the development of the resort's transport 
infrastmcture. Where available, supporting data showing changes to key indicators 
such as tourist numbers and transport usage is displayed. 
Chapter 6 evaluates the research findings. Implications for theory and practice are 
highlighted and limitations that became apparent during the course of the research are 
described. Finally, areas of further research are suggested. 
1.8 Summary 
The aim of this chapter was to establish the framework for the study of transport and 
coastal resorts in following chapters. It introduced the research problem:- How does 
the transport system contribute to the development of coastal tourism resorts in South 
Queensland? 
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The following chapters explore the problem and conclude that the transport system is a 
key factor in the development of coastal tourism resorts in South Queensland. The 
thesis demonstrates that enhancement of transport infrastructure is a major supply side 
requirement to facilitate resort growth through a series of developmental phases. 
Although the model developed from this research is based on data derived from 
analysis of case studies in South Queensland, the model has a broader application as a 
resort planning model. 
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CHAPTER TWO 
LITERATURE REVIEW 
2.1 Introduction 
This chapter will commence with a discussion of the link between tourism and 
transport followed by a review of the major typologies and models curtently used to 
describe resort development. The aim of this discussion is to identify deficiencies in 
the approaches currently used to study the linkages between transport and resort 
development. Many of the models and typologies of resort development that are 
reviewed are descriptive and have limited value as planning tools. Nevertheless they 
collectively trace the development of research to date. The chapter will conclude with 
a review of deficiencies identified in curtent resort development models and 
identification ofthe research questions to be investigated in this thesis. 
2.1.1 The Field of Tourism Research 
Compared to many of the traditional social sciences such as History, Economics and 
Geography, research into tourism phenomena is a relatively new field of academic 
study (Stabler 1991) and has attracted researchers from a wide range of disciplines. 
This is reflected in the relative youth of tourism research literature, particularly 
scholarly joumals. Many of the initial academic investigations into the tourism 
phenomenon were conducted by geographers who still figure predominantiy within the 
ranks of tourism researchers. Geographers, including McMurtay (1930) saw tourism 
as a distinct form of land use and contributed much of the early literature. As a 
consequence, a great deal of the tourism literature is based on a geographical 
interpretation of the tourism phenomenon with the focus of research directed towards 
spatial interaction between landforms, land use and the built environment. However, a 
geographic interpretation is only one of a number of perspectives that should be 
considered in the analysis of tourism development such as resorts. 
Few writers have attempted to analyse and classify the different processes of tourism 
development (Pearce 1989:57). Moreover, there has been a wide range of views 
expressed on the benefits of tourism development. Thus while one group of 
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researchers may view tourism as beneficial from the perspective of economic 
development, others see tourism as leading to an increasing dependency on extemal 
economic forces. Wall (1993:48), for example, noted that many researchers have a 
tendency to examine specific manifestations of tourism and then over-generalise their 
findings on the assumption that their conclusions are widely applicable. In this, regard 
existing typologies (for example, Cohen, 1972; Plog, 1973; Smith, 1977), are a step in 
the right direction but are not the same as a typology of tourism which encompasses a 
great deal more than the individual tourist (Wall 1993). 
In recent years researchers from many other disciplines including history, economics, 
sociology and other social sciences have followed the path left by the geographers and 
embarked on systematic investigations into tourism. Marketers have also become 
interested in the tourism phenomenon and developed a relatively strong field of 
inquiry. A review of the existing literature indicates a heavy emphasis on geographic 
phenomena such as spatial characteristics and concem with factors such as origin and 
destination linkages. A number of psychological and sociological investigations have 
also been undertaken into tourism motivation by investigators such as Cohen (1972) 
and Plog (1973). Economists have also tumed their attention to studies of tourism, 
particularly in the areas of development studies and the role of the consumer (Clarke 
and Ng 1993; Crouch 1992; Moriey 1992; Tisdell 1998). From the biological sciences 
perspective there is an increasing emphasis on ecotourism. It is apparent however that 
on the whole, research continues to be piecemeal, and based on a series of disparate 
disciplines (Leiper 1981). There is also evidence that the debate over qualitative versus 
quantitative research continues to divide researches (Walle 1997:524). Some 
researchers have even gone as far as questioning if existing tourism typologies explain 
tourists' behaviour or are a creation of the author (Lowich, van Lanjenhave and 
Bollaert 1992:13; Walle 1997:525). 
A consensus on the direction that research should take as well as the form of research 
has yet to emerge. It may be argued that the diversity of research might be a major 
strength because tourism is such a diverse activity that it may not be possible or even 
desirable to attempt to develop a general theoretical discipline labelled tourism. 
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2.1.2 The Link Between Transport and Tourism 
This section will review a number of models that have been used to illustrate the role 
of transport in tourism development. In spite of the obvious reliance of the tourism 
industry on transport, little research has been conducted in this area (Bovis Australia 
1996). 
History records that the transport system has exerted a profound effect on the 
development of the tourism industry (Casson 1974; Gilbert 1939; Lindgren 1975; 
Prideaux 2000). Each new technological breakthrough has enabled the traveller to go 
further, for a cheaper price and in greater comfort and safety than before. Beginning 
with rail in the Nineteenth Century, and the private automobile and commercial air 
services in the Twentieth Century, the transport system has provided the foundation 
for the development of both domestic and intemational tourism in its present form. In 
the Nineteenth Century, railways facilitated the growth of seaside resorts in the United 
Kingdom (Gilbert 1939; Robinson 1976) by providing comparatively fast and 
economical access to origin markets (Kaiser and Helber 1978). Likewise, in the 
Twentieth Century, the private car and public bus industry opened continental land 
masses such as Europe and North America for mass tourism (Lundgren 1972 cited in 
Pearce 1995; Rojotte 1975). In the air, aviation developments such as the jet engine 
and wide body passenger jets created the opportunities for mass intercontinental travel. 
Lundgren (1972 cited in Pearce 1995) conceptualised the role of transport and the 
manner in which the various modes operated in the tourism industry. Prideaux (1996, 
1998) identified transport as an important factor in resort development while Kraul 
(1985) highlighted the importance of transport as the foundation on which the tourism 
industry operates. Hall (1995:41) noted that the evolution of tourism in Australia was 
strongly linked to the introduction of new forms of transport. 
What is not clear from the literature is the role of transport as an agent of change 
beyond providing the means of connecting generating regions with destinations. 
Towner (1996:11), in a study of the historical geography of recreation and tourism in 
the westem world, observed that there are varying opinions on the role of transport 
ranging from the assertion that transport is a vital link to those who see transport as 
having a more permissive role in a larger, more complex, environment. 
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Although there remains a continuing debate over the role of transport, its significance 
as a factor in tourism development can not be overlooked. As demonstrated by Casson 
(1974) with examples drawn from the ancient world and Hall (1995) drawing on more 
recent illustrations from Australia and other nations, tourism growth is at least partly 
dependent on the continued enhancement of transport technology and infrastmcture. 
If the ability of tourists to travel to preferred destinations is inhibited by factors such as 
inefficiencies in the transport system, there is a likelihood that they will seek 
altemative destinations. Unfortunately, transport planning in Australia can be best 
described as poor and uncoordinated (Bovis Australia 1996) and in many instances has 
failed to provide the tourism industry with a transport system that is of world standard. 
The link between tourism and transport becomes very clear when tourist travel 
pattems are analysed. In 1997, 99.9 per cent of intemational visitors to Australia 
arrived by air (BTR 1998b) and in 1997/98, 78 per cent of all domestic tourists 
travelled by car (BTR 1998a). Issues related to the interface between transport and 
tourism are reviewed in the following section. 
2.2 The Nature of the Transport - Tourism Interface 
To date, the relationship between transport and tourism has received little scholarly 
attention with the debate on the causes of tourism growth focused on other factors. It 
is useful however to review the curtent state of research into the tourism-transport 
interface. In many tourism studies, the relationship between transport and tourism is 
defined from the perspective of accessibility; that is, transport is seen as a link between 
tourist generating regions and tourism destination regions. Some writers have 
examined the history of tourism from the perspective of changing transport 
technologies (Casson 1974), while others (Mill and Morrison 1985) have taken an 
interdisciplinary perspective, viewing transport as only one of many components that 
together constitute the tourism system. The role of railways in Nineteenth Century 
coastal resort development is one example of the interface between transport and 
tourism that has been cited in the literature (Pearce 1987; Towner 1996). Moisesc 
(1976) viewed the growth of tourism as a product of the improvement of the links 
between destinations and facilitates. In many studies, the role of transport has been 
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largely ignored (for example, Butler 1980; Smith 1992). The following section 
highlights existing research into the relationship between tourism and transport. 
Leiper (1990:25) developed the notion of a transit route region through which 
departing and returning travellers pass during the course of their travel. Leiper's 
model (Figure 2.1) illustrates the function of transport as the conduit thought which 
flows of tourists move from their homes to holiday locations and back to their homes 
again but does not comment on the ability of the transport system to influence the 
behaviour of travellers. Impediments to the satisfactory operation of the transit route 
region may for example inhibit the flow of travellers. Leiper's model fails to consider 
travel within the Tourist Destination Region typified by travel from accommodation to 
places of interest as well as travel within the Traveller Generating Region that is 
required to move tourists from their home to the point of departure. 
Figure 2.1 A Basic Tourism System (Leiper) 
Transit Route Region 
Returning Travellers 
Environments: Human, Socio-cultural, Economical, 
Technological, Physical, Political, Legal, etc. 
D Location of Travellers -
tourists, and of the travel and tourism industry. 
Source: Leiper (1990) 
\ 
Mill and Morrison (1985) observed that a systems approach could be satisfactorily 
applied to define the operation of the tourism industry. The model depicts a tourism 
system consisting of four parts - market, travel, destination and marketing. Illustrated 
in Figure 2.2, the model describes the process that occurs once a decision to travel is 
taken and traces the various influences that impact on the traveller from journey's 
beginning to journey's end. Although framed around a marketing approach, the model 
incorporates a transport element. According to the model transport has a role in 
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determining the demand for travel between origins and destinations. The level of 
demand will ultimately influence the physical development of tourism destinations. 
Figure 2.2 The Tourism System (Mill and Morrison) 
/ / The travel 
^ Lr purchase 
Travel 
A description and analysis 
of major travel segments, 
travel flows, and modes of 
transportation used 
Market 
A consumer behaviour approach to 
market demand emphasising both the 
external and internal influences on 
travel, including the alternatives to 
travel, the market inputs of tourism 
suppliers, and the process by which 
buying decisions are reached 
Reaching the \ \ 
marketplace \ \ 
Marketing 
An examination of the process by 
which the destination area and 
individual suppliers market their 
products and services to potential 
customers with an emphasis on the 
effective use of distribution channels 
The shape of 
travel demand 
Destination 
An identification ofthe 
procedures that the destination 
area should follow to research, 
plan, regulate, develop, and 
service tourism activity 
The selling of 
travel 
Source: Mill and Morrison (1985) 
Mill and Morrison's model acknowledges that transport has a place in accounting for 
the forces at work in destination development and provides a framework for discussing 
coastal resort development. The model also acknowledges the role of demand as one 
of the factors that determines destination development. The concept of demand also 
illustrates the significance of economic analysis in understanding the relationships at 
work in the tourism industry. This theme will be pemsed in Chapter 4. The travel 
sector, which includes the transport industry, provides a focus for discussing resort 
development. Although not specifically identified, Mill and Morrison's (1985) model 
exhibits the elements of Leiper's (1990) concept of tourist generating regions (the 
market) and tourism destinations. As with Leiper's model, Mill and Morrison's model 
acknowledges a role for the transport sector in the overall operation of the tourism 
system but fails to progress the discussion beyond this point. For example, transport 
flows within the Market quadrant of the model are not discussed but are the means by 
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which tourists travel from home to the point of departure. Similarly, transport flows 
within the destination quadrant and between destinations, in the case of multi 
destination travel, are not considered. 
Although most tourism texts include a discussion on transport and many writers 
acknowledge the need for efficient transport as an overall element in a successful 
program of tourism development, little serious research has been undertaken into the 
significance of transport as a factor in tourism growth. This is a serious deficiency, 
particularly in light of Kaul's observation (1985:496) that 'making tourist sites easily, 
cheaply and comfortably accessible is a sine qua non of a successful transport policy'. 
In most cases, the role of transport in the development of tourism is viewed from a 
spatial viewpoint as demonstrated in models postulated by Leiper (1990), Gilbert 
(1939), Miossec (1976), and Thurot (1973 cited in Pearce 1995). Each of these 
authors identified various elements of the transport system that have a significant 
impact on tourism growth. Gilbert identified the role of rail, Thurot acknowledged the 
role of air while Miossec and Leiper viewed transport from a broader systems 
perspective. Prideaux (1996) linked the growth of coastal resorts to supply side 
developments including transport. Kaul (1985:496) takes the analyses of the role of 
transport further by stating that 'transport plays an important role in the successful 
creation and development of new attractions as well as the healthy growth of existing 
ones. Provision of suitable transport has transformed dead centres of tourist interest 
into active and prosperous places attracting multitudes of people'. The central role of 
transport in the development of the tourism industry is encapsulated in a series of 
postulates developed by Kaul (1985:502-503) and illustrated in Table 2.1. 
A brief survey of the history of tourism reveals the close links between tourism and 
transport, commencing with foot travel and advancing though a series of technological 
breakthroughs culminating in the jet aircraft. Models incorporating tourism travel 
have been developed by a number of researchers including, Campbell (1967), Mariot 
(cited in Matley 1976) and Miossec (1976). Ahhough developed to illustrate tourism 
flows, models developed by Lundgren (1972 cited in Pearce 1995), Mariot (cited in 
Matley 1976) and Thurot (1980), allude to the role of transport, particularly if the term 
'flow' is substituted by the term 'transport'. Lundgren (1982 cited in Pearce 1995) 
32 
Literature Review 
examined the spatial hierarchy of tourist flows again illustrating the role of transport 
although in the model the transport element of tourist flows is a subsidiary element of 
the spatial hierarchy between rural and metropolitan destinations. 
Pearce (1981 cited in Pearce 1995) also noted the role of transport but within the 
context of the city as a regional staging post from where visitors travel to other centres 
and resorts. As in the case of Lundgren (1982 cited in Pearce 1995), the role of 
transport is acknowledged but subsumed to other factors that concentrated on the role 
of flows to and from major urban centres. 
Table 2.1. Kaul's Postulates in the Role of Transport in Tourism Development 
One: The evolution of tourism is greatiy influenced by and is a function of the 
development of the means of transport. 
Two: Tourism is a mass phenomenon as well as an individual activity, which needs 
and calls for transport and other facilities suitable for each category. 
Three: Transport facilities are an initial and integral need for tourism and operate 
both as an expanding as well as a delimiting factor for traffic flows; the 
quality of transport services offered also influences the type of tourist flow. 
Four: The planned development, maintenance and operation of transport 
infrastructure under a well conceived overall transport policy, to meet the 
present and future technology and demand requirements, is the key to the 
success of the transport system contributing to the growth of tourism. 
Five: Transport prices influence elasticity of demand for traffic and diversification 
of price stmcture and competition has encouraged price reduction and 
qualitative improvements amongst modes of transport much to the benefit of 
tourism. 
Six: The integration of domestic and intemational transport systems and parallel 
co-ordination with other countries, contributes to the ease of tourism flow and 
growth of domestic and intemational tourism 
Seven: Transport technological developments would exercise a deep influence on the 
means and pattems of transportation in both developing and developed 
societies, with the result that a more efficient, faster and safer transport 
system, beneficial to the growth and expansion of tourism would emerge and 
evolve. 
Eight: Accommodation, as an essential ingredient of tourism development and 
success, must maintain comparative growth to meet the increasing and 
diverse demands of tourism and transport expansion. 
Nine: The satisfactory development and equipping of terminal and en-route 
facilities the systematic improvement in infrastmcture, the absorption and 
adoption of new technology and appropriate mass marketing techniques in 
transport would have a pervasive impact in the continued growth of future 
would tourism. 
Source: Kaul 1985 
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Not withstanding Kaul's postulates the issue of transport and its effect on tourism 
demand can be viewed from another perspective suggested by Page (1994:5) who 
asked; 
• What effect does an increase in the cost of travel have in demand for 
travel? 
• How does this have repercussions for other components in the system 
(tourism)? 
• Will it reduce the number of tourists travelling? 
Answers to these questions will help establish the parameters of the relationship that 
exists between the transport industry and the factors responsible for resort growth. 
In a seminal work on the relationship between transport and travel Casson (1974) 
explored the impact of new transport technology on the ability of humanity to travel in 
ancient times commencing from the introduction of the wheel in Sumeria about 
3000BC. Building on Casson's observations Prideaux (2000) observed that the 
relationship between tourism and transport has been built on the continual introduction 
of new transport technologies that have enabled travel between origin and destination 
points to become faster, safer, more comfortable and at a lower cost. 
In one aspect of the relationship between tourism development and transport the 
literature offers littie guidance - which comes first, development that creates a demand 
of the upgrading of transport links, or building transport links with the aim of 
encouraging future development? Examples can be found to support both positions. 
Perhaps such a question is semantic and the reality can be found in an altemative 
position. Such an altemative position may be that irtespective of which comes first, 
continued development will eventually be halted if tourists do not have access to 
appropriate transport services. It is this observation that lies at the core of the 
relationship between transport and tourism. 
From the foregoing discussion it is apparent that the role of transport is acknowledged 
in the literature but to date, detailed study of the impact that changes in the transport 
system can have on the operation of the tourism industry is lacking. The following 
sections will review current resort development typologies and models to identify 
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deficiencies in their treatment of the transport sector as a contributor to resort 
development. 
2.3 Research into Resort Development 
Investigations into the processes at work in coastal resort areas occupied the attention 
of geographers for many decades. Pioneering work by Gilbert (1939) and Bartett 
(1958) drew attention to the types of development often observed at coastal resorts in 
the United Kingdom. Later, Christaller (1963) drew attention to an evolutionary cycle 
that appeared to be operating in tourism areas, offering one of the first limited 
theoretical explanations of the forces at work. In subsequent decades, a number of 
typologies and models have been developed to explain the process of coastal resort 
development. Existing typologies and models generally examine the issue from either 
the perspective of tourist motivation or an examination of the factors that influence the 
development process. 
As will be demonstrated in the review of typologies and models in the latter part of 
this chapter, researchers have yet to satisfactorily develop a model that can be 
employed as a predictive tool. To develop this level of useability it is necessary to 
identify the factors that create the conditions necessary for resort development to occur 
in the first instance and then subsequentiy to explore the mechanisms which encourage 
investors to develop coastal resort areas. A review of the literature indicates that there 
remains a lack of theory that adequately explains the mechanisms of resort 
development in a manner that can provide planners with a model with predictive 
capabilities (Cooper 1992b). 
Attempts to develop models of tourism development have been based on an over-
reliance on explanatory models and generalising based upon the extrapolation of 
observed trends and arbitrary quantitative indices (Bianchi 1994:182). A broader 
range of elements, including geographic, make up the diversity of components and 
interlocking subsystems which can be collected into convenient homogeneous 
categories for the purpose of explaining resort development (Bianchi 1994:186). 
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2.3.1 Use of Typologies and Models to Explain Resort Growth 
The history of research into the subject of resort growth reveals that researchers have 
attempted to conceptualise the forces at work by developing a range of typologies and 
models (Mo, Howard and Havitz 1993). Although cleariy different in their purpose 
and intent, there is some confusion in the literature regarding the definition of the 
terms typologies and models. Gordon and Goodall (1992) compared a number of 
models and typologies to identify similarity and differences in the altemative 
approaches using the product life cycle and the environmental quality cycle as 
benchmarks. Table 2.2 builds on Gordon and Goodall's original table by adding 
several additional models. From the table it is apparent that both models and 
typologies are exploring the same processes but from different perspectives. 
Typologies 
Typologies do not employ the same type of analytical approach taken by models and 
are used primarily for classification and comparison (Mo et al 1993, Pearce 1981). As 
a consequence, empirical testing of typologies is rare (Mo et al 1993). Emphasis is 
placed on observing factors such as psychological, social, cultural and geographical 
relationships. Based on the results of these observations, classifications are developed. 
Primarily descriptive in nature, typologies provide a framework for description, 
understanding and interpretation but have limited predictive capability. Some 
researchers go as far as stating that typologies of tourist roles are of little value in 
understanding tourism motives and for the analysis of supply of tourism services 
(Lowyck et al 1992:30). In the literature, the distinction between models and 
typologies is often unclear. For example. Stabler (1991) refers to Plog's (1973) 
discussion on Psychocentric-Allocentric personality types as a model while Lowych, 
Langehove and Bollaert (1992) classify Plog's theory as a typology. In another 
example, Burton (1994) incorporated elements of typologies developed by Cohen 
(1972) and Plog (1973) along with elements of models developed by Butier (1980) and 
Leiper (1990) to develop a model based on changing spatial pattems. 
Models 
The Australian Concise Oxford Dictionary (Tumer 1987:694) for example, suggests 
that a model is a 'simplified description of a system etc to assist calculation and 
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prediction' while a typology is defined as a 'study and interpretation of types' (Tumer 
1987:1233). In general, models aim to predict whereas typologies aim to classify. 
Considerable differences exist between these two approaches, particularly when 
applied to the study of coastal resort tourism. Models are commonly employed to 
identify basic relationships, identify the principle variables involved and formulate 
these relationships into either mathematical equations or graphic representations. 
These relationships can then be used for explanation and prediction. For purposes of 
clarity, this review will classify previous research as either typologies or models. 
The role occupied by models and typologies in the tourism literature is to some degree 
influenced by the concept of tourism adopted by individual researchers. There is a 
marked lack of agreement on what actually constitutes the phenomenon of tourism 
(Tribe 1997:638-657). Tourists can be segmented by income, taste, race, social class, 
religion and age or, on a micro-scale, by attributes such as predisposition to food 
styles, shopping, entertainment and attractions. The way in which tourism is viewed at 
this level can have a significant bearing on the way in which the phenomenon is 
understood and analysed. Attempts made by researchers to explain the roles of these 
variables and their outcomes have provided the basis for the development of the 
existing range of tourism typologies and models. The difficulty faced in developing 
typologies and models is that the concept of tourism may have different meanings to 
different people or even groups of people. As a consequence, there is a tendency for 
individuals to fail to comprehend the perspectives of others (Wall 1993:46). This is 
reflected in the research literature that in many instances refers to similar aspects of the 
tourism system but from different perspectives. 
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2.4. Typologies of Resort Development 
Two major groups of typologies can be identified in coastal resort literature; 
typologies based on observed morphological characteristics of resorts, and typologies 
that investigate the factors that influence the individual's decision to travel. 
Typologies provide a convenient method of classifying the processes that can be 
observed occurring in coastal resorts. These processes are generally morphological or 
psychological in nature. In their overall application typologies can be used to indicate 
potential phases of resort growth by visitor types or even styles of the built 
environment. Typologies, however, are of little use in predicting factors such as 
resort infrastmcture requirements or potential visitor flows. 
2.4.1 Morphological Typologies 
One major group of resort typologies have developed from observations made of 
morphological changes that have occurred in resorts over time. This group of 
typologies has a strong spatial element and attempt to develop explanations based on 
observed changes to a number of variables including urban forms and land use. 
Barbaza 1970 
In one of the first typologies developed to explain coastal tourism development, 
Barbaza (1970) identified three types of development that were observable along the 
Mediterranean-Black Sea Coast line: 
• spontaneous development, 
• planned localised development, and 
• extensive development. 
The classification developed by Barbaza is based on three major criteria: 
1. The size and extent of the existing population measured in terms of its vitality and 
diversity in activities prior to the arrival of tourism. 
2. Spontaneous or planned nature of the tourism infrastmcture developed. 
3. The localised or extensive nature of the tourism area. 
According to Barbaza (1970) spontaneous, or unplanned development was observed to 
occur in the Cote d' Azur (French Riviera) in two stages, the first characterised by the 
winter influx of wealthy citizens during the Eighteenth and Ninetieth centuries to 
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resorts such as Cannes and Nice, and the second, following Worid War fl when mass 
summer tourism became common. Spontaneous development also occurred on the 
Spanish Costa Brava during the post Worid War II era when the region began to 
receive an influx of summer tourists. The region never experienced the Eighteenth 
and Nineteenth century pattem of development that occuned on the French Riviere. 
In contrast to the free market approach common to capitalist countries, tourism 
development in the former Eastem Block countries bordering the Black Sea resulted 
from a planning decision taken by central govemments to develop resorts as a source 
of foreign exchange and as a means of demonstrating the virtues of socialist tourism 
(Barbaza 1970). In contrast to developments on the Costa Brava and the Cote d' Azur, 
where development is typified by anarchic ribbon development, the planned resorts of 
the Black Sea such as Romania's Mamia Resort are large holiday complexes but are 
operated in relative isolation from adjoining areas. 
The final type of coastal development identified by Barbaza was termed Extensive 
Development and was typified by the redevelopment of a number of small localised 
resorts on the Langredoc-Roussillon coastiine of France into a large public sector 
planned resort region. 
The explanation of development given by Barbaza is largely based on outward 
manifestations of some form of change. The notion that change can be spontaneous 
overlooks the reality that development can only be initiated as a result of changes in 
demand forces in free market economies. Markets react to change in demand by 
expanding or contracting supply. Altematively, in development sponsored by the 
state, supply is the critical factor in growth (Pearce (1989:59). 
Peck and Lepie 1977 
Following an examination of small coastal resorts in North Carolina, USA, Peck and 
Lepie (1977) developed a typology of tourist development based on the rate of 
development, power expressed as ownership and the impact of tourism on host 
communities. While Peck and Lepie's typology has not been generalised on a wider 
scale it does provide some useful insights into the process of tourism development in 
its impacts on the local community. The typology has no capacity to be used as the 
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basis for predicting future resort development pattems but is useful as a guide to the 
pattems that may appear as growth occurs. 
Table 2.3 Peck and Lepie's Typology of Tourism in Development 
Rate of Change Power Basis Payoff and Trade-offs 
Effects on Lifestyle 
of Community 
Rapid Growth 
Slow Growth 
Transient Development 
'Bedroom' communities 
Summer residents 
Specialised commerce 
(outside financing) 
Individual developments 
Local ownership 
Expanding local commerce 
(local financing) 
Pass-through 
Weekenders 
Seasonal entrepreneurs 
(local financing) 
Rapid change of local money. 
New power structure and economy 
Slow change of norms 
Stable power structure 
Expanding local economy 
Stable norms 
Individual mobility 
Written power structure and economy 
Little overall change in local economy 
Source: Peck and Lepie, (1977) 
Soane 1993 
In an exhaustive study, Soane (1993) examined the evolution and transformation of 
four fashionable resort regions (Boumemouth, Nice, Los Angeles and Wiesbaden) 
from their genesis to the modem era. Soane concluded that fashionable mature resorts 
have developed in four principle stages according to various inter-related cycles of 
evolution. The stages suggested by Soane (1993:301) are: 
1. Their founding and evolution during the eariy Nineteenth Century was a 
manifestation of the economic and cultural supremacy of mling national elite's. 
2. Development in the latter part of the Nineteenth Century saw these fashionable 
resorts broadening their economics as more consumer and utility services were 
established. 
3. During the first half of the Twentieth Century the final evolution of the 
consumption-orientated lifestyle at fashionable resorts for all classes had enabled an 
economic stmcture to evolve which became self-replicating and unimpeded by earlier 
cultural restrictions. 
4. Post 1945 development has seen fashionable resorts transformed into larger centres 
of population sustained by a highly expanded variety of personal and professional 
services and information technology industries. 
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Soane refers to the process as a cycle of resort/residential/service/industry growth that 
is the outcome of the neutralisation of the contending but related forces of material 
hedonism and ascetic romanticism. With effective planning, discrete modemisation, 
rehabilitation and diversification, Soane asserts that modem resorts can preserve both 
their environmental integrity as well as their economic viability. Soane's typology 
goes some way towards meeting Wall's (1993) notion of a more general tourism 
typology but it is limited however because of the type of resort development 
investigated. 
The resort areas that were investigated are typically the product of the slow changes 
ignited by the English Industrial Revolution that lead in tum to the growth of a 
wealthy leisure class. To escape the newly industrialised cities this class sort out 
holiday enclaves many of which were located on the coast. As the wealth generated 
by the industrialisation of national economies trickled down to the working class, and 
workers of every class gained more leisure time, the popularity of resort enclaves 
escalated. Until the advert of cheap air travel in the mid 1950s the resorts described by 
Soane relied on domestic tourism activity for their growth. After that period domestic 
tourism was supplemented by intemational tourism. Resorts founded since the mid 
1950s have an entirely different history of development which tends to be much 
shorter in time and exhibites a greater intensity of development. 
Wall 1993 
According to Wall (1993:49-51) there are four elements which constitute the basis of a 
simple tourism typology. The following elements were identified by Wall. 
• Attraction types. These can be cultural, natural or recreational in character. 
• Spatial characteristics. At a minimum, three spatial configurations of tourism 
resources can be identified; nodal, linear and extensive (such as a national park or 
similarly large area). 
• Location. In many cases location may be inland or coastal. 
• Development statistics. Existing development status can have implications for 
future development. 
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Applying these elements to tourism development to date. Wall (1993:57) suggests that 
it is possible to identify three stages of tourism growth; highly developed, developed 
and developing. Although Wall applied these criteria to a study of Bali, he did not 
attempt to articulate a broadly based tourism typology that could be used to identify 
types of tourism which are appropriate to particular stages of resort development. 
2.4.2 Psychological Typologies 
The second major group of tourism typologies has emerged from psychological 
investigations into why people travel (Cohen 1972; Plog 1973; Smith 1977). While 
most are not specially directed towards theories of coastal resort development they are 
used extensively in the literature to explain coastal resort growth. For example 
Cohen's 'drifters', Plog's 'Allocentric' and Smith's 'explorers' are often cited as the 
first tourists to visit a specific locality and in the process, became responsible for 
opening up new coastal resorts for further tourism development. Other typologies 
(Dalen 1989; Perreault, Darden and Darden 1977) have similar taxonomies but are 
rarely used in the coastal resort literature and on that basis are not reviewed here. 
Researchers have paid much attention to the search for explanation of holiday choices 
made by people. From a marketing perspective, this can provide a powerful tool for 
segmenting holiday-makers into homogeneous groups. Extensive use of market 
surveying has made it is possible to identify specific groups of travellers based on 
lifestyle attributes. These lifestyle attributes can then be used as independent variables 
to discover relationships with other variables in behavioural characteristics (Lowyck, 
et el 1992:16). 
A general criticism that can be made of psychologically based typologies, such as 
those developed by Cohen (1972), Dalen (1989), Perreault, Darden and Darden (1977) 
and Plog (1973), is that they are based on individual preferences which cannot always 
be generalised to the whole community. There is a tendency to label or categorise 
tourists into lifestyle types that may result in catagories that resemble each other being 
hidden under different names (Lowych et al 1992, Plog 1987). In reality, it is most 
likely that there are a very limited number of psychographic/personality 
characteristics, although they may have been assigned a number of labels. An analysis 
of tourist typologies indicates that psychological typologies are of littie value for 
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understanding tourist motives and for the analysis of demand (Lowych et al 1992:30). 
Psychological typologies developed by Cohen (1972), Plog (1973) and Smith (1977) 
have been included in this review because they have been used in the literature to 
explain the development of coastal resorts, with various stages of resort development 
being associated with a particular psychological class of visitor'. Wall (1993:48) 
commented that typologies developed by Cohen (1972) and Plog (1973) were attempts 
to develop typologies of tourism but suffered because they were based on poorly 
specified psychological and sociological variables such as travel motives and 
proclivities to travel. 
Cohen 1972 
In one of the first and perhaps most widely cited sociological tourism typologies (Mo 
et al 1993) Cohen (1972), writing from a phenomenological approach, stated that 
tourism is a cultural phenomenon and is possible only when people develop a 
generalised interest in things beyond their particular habitat and when appreciation and 
enjoyment of strangeness and novelty are valued for their own sake. In an attempt to 
analyse tourism from a sociological viewpoint, Cohen formulated an approach to 
tourism based on a typology of tourist roles that held the view that the fundamental 
variable of the typology was strangeness versus familiarity. Each of the four classes of 
tourists identified by Cohen represented a characteristic form of tourist behaviour and 
could be identified on a strangeness/familiarity continuum. 
Cohen's typology identified the following tourist roles. 
• Organised Mass Tourist. Itineraries are fixed, familiarity is maximised and novelty 
minimised, and there is littie interaction with local residents. 
• The Individual Mass Tourist. While the role is similar in some respects to the 
Organised Mass Tourist, this group of tourists have some control over time and 
itinerary and are willing to experience some novelty. 
• The Explorer. Tourists in this group seek off-the-beaten track experiences but do 
not entirely immerse themselves in the local lifestyle. 
• The Drifter. Often travelling alone, the Drifter is more likely to become immersed 
in the lifestyle of the locals and will consider novelty to be the highest ideal. 
For example, in a study Melanesia, Douglas (1997) mairied Butler's (1980) notion of tourism 
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Familiarity with the drifter's own culture almost entirely disappears as the local 
life-style is adopted. 
In Cohen's typology, the first two groups of tourists occupy institutionalised tourism 
roles and provide the bulk of the market for the tourism establishment. The final two 
groups occupy non-institutionalised roles and have tenuous links with the tourism 
establishment. 
The first group of travellers to visit new areas are Drifters followed successively by 
Explorers, Individual Mass Tourists and finally Organised Mass Tourists. By the time 
Mass Tourists arrive at resorts, facilities are standardised and attractions and facilities 
may be developed to the stage where they become self-contained, effectively isolating 
the resort and the tourists from the rest of the country. At this stage, Cohen 
(1972:172) observed the paradox that while the desire for variety, novelty and 
strangeness are the primary motives of tourism, these qualities tend to decrease as 
tourism becomes institutionalised. 
Cohen has attempted to refine his initial work (1973, 1974, 1979a, 1979b). Mo et al 
(1993) attempted to empirically test the typology by developing a 20 item, three 
dimensional scale instrument to capture the novelty aspect of intemational travel 
proposed by Cohen. Results were unconvincing but did point to some potential for 
further refinement and possible use in tourism research (Mo et al 1993:332-333). 
Trends similar to those observed by Cohen appear to follow the European experience 
of travel. Recent Asian pattems have followed a somewhat different path. Initial 
Asian travel from countries such as Japan, Korea and Taiwan has been in the form of 
Group Inclusive Tours - Cohen's Organised Mass Tourist Groups. As tourists from 
Asian countries gain confidence in travelling and in their own abilities as travellers, 
the reverse appears to be occurring as Free Independent Tourists (FIT) seek travel 
experiences that could be classified as Individual Mass Tourism or even Explorers in 
the case of backpackers. Individuals in these groups are more prepared to travel to 
development occurring as a cycle with the typologies of tourists developed by Plog (1973) and Cohen. 
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less developed areas, often far from the major cities, in search of unique tourism 
experiences focusing on themes such as adventure and ecotourism. 
The usefulness of Cohen's typology is its insights into the characteristics of visitor 
types who can be expected to visit resorts. Unfortunately, the typology gives few 
clues to the physical path of development and does not indicate the stages of 
development. Moreover the typology may not be universal and be unable to indicate 
the form of development that may be suitable of a specific area. 
Plog 1973 
Disregarding the notion of class, Plog (1973) identified traveller's personalities as 
being one of the key factors in resort development. Drawing on the findings of a 
series of motivational studies of flyers and non-flyers in the USA, Plog suggested that 
travellers personalities can be plotted along a continuum from 'allocentrics' to 
'psychocentrics' (see Figure 2.3). At one end of the continuum are the 'allocentrics' 
who can be classified as self-confident, outgoing and adventurous. At the other end of 
the continuum are the 'psychocentrics' who, according to Plog (see Table 2.4), tend to 
be self-inhibited, non-adventuresome, anxious and concemed with the little problems 
of life. 
Table 2.4 Travel Characteristics of Psychographic Types 
Psycfiocentrics Allocentrics 
Prefer the familiar in travel destinations 
Like commonplace activities at travel destinations 
Prefer sun 'n' fun spots, including considerable relaxation 
Low activity level 
Prefer destinations they can drive to 
Prefer heavy tourist accommodations, such as heavy hotel 
development, family type restaurants and tourist shops 
Prefer familiar atmosphere (hamburger stands, familiar type 
entertainment, absence of foreign atmosphere) 
Complete tour packaging, appropriate with heavy scheduling 
of activities. 
Prefer non-touristy areas 
Enjoy sense of discovery and delight in new experience, 
before others have visited the area 
Prefer novel and different destinations 
High activity level 
Prefer flying to destinations 
Tour accommodations should include adequate-to-good 
hotels and food, not necessarily modem or chain-type hotels, 
and few 'tourist' type attractions 
Enjoy meeting and dealing with people from a strange or 
foreign culture 
Tour arrangements should include basics (transportation and 
hotels) and allow considerable freedom and flexibility. 
Source: Plog (1973: 15) 
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Figure 2.3 The Psychographic Positions of Selected Destinations 
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Smith 1977 
Smith (1977) explored the effect of tourist numbers on local norms. Paralleling 
Cohen's (1972) earlier work. Smith suggested that the first group of tourists to visit a 
previously untouched area are the Explorers who arrive in small numbers and fully 
accept the local norms. By the end of the development process the final stage of 
tourism, termed Charter, is characterised by mass arrivals who demand westem 
amenities. Smith likened the impact of tourism on local culture to an inverse triangle 
illustrated in Figure 2.4. As the flow of tourists' increases, the host culture is 
penetrated and is changed until it becomes little different from westem culture. 
Explorers make littie impact on indigenous culture as they are in pursuit of an 
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authentic experience. As the number of tourists' increase, the demand for westem 
amenities escalates and local culture is submerged at best or homogenised at worst. 
Figure 2.4 Smith's Typology of Tourism Growth 
Source: Adapted from (Smith 1977:11) 
Touristic impact upon a culture is expressed by the triangle A while and local 
perception of visitors, is expressed by the inverted triangle V. As the number of 
visitors to the area increases, the impact on indigenous culture increases. Figure 2.4 
illustrates the effects of increased numbers of tourists in terms of adaptation of local 
norms. Hence, at the apex of the V triangle the explorer has little impact on local 
norms. However, by the stage of charter tourism, local culture has been almost 
completely overwhelmed. Smith's typology was never meant to outline physical 
aspects of tourism growth and applies primarily to tourist areas that do not have a 
westem culture. Table 2.5 summarises tourism types and their adaptation to local 
norms. 
Smith's typology attempts to categorise destination development as the result of a 
continuous process of change in visitor type from the first explorers to the final charter 
tourist. In its existing form the typology appears to indicate that it is unlikely that 
more than one group will visit the resort at any given phase of growth. The typology 
describes the characteristic of change but not the process of change. As a 
consequence, the typology does little to assist in identifying the process of change. 
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Table 2.5 Frequency of Types of Tourist and Their Adaptations to Local 
Norms 
Type of Tourist 
Explorer 
Elite 
Off-beat 
Unusual 
Incipient Mass 
Mass 
Charter 
Numbers of Tourists 
Very limited 
Rarely seen 
Uncommon but seen 
Occasional 
Steady Flow 
Continuous influx 
Massive arrivals 
Adaptations to Local Norms 
Accepts fully 
Adapts fully 
Adapts well 
Adapts somewhat 
Seeks Westem amenities 
Expects Westem amenities 
Demands Westem amenities 
Source: Smith (1977:9) 
2.4.3 Observations 
Typologies provide a convenient method of classifying the processes that can be 
observed at work in coastal resorts. These processes are generally morphological or 
related to visitor psychology. In their overall application, typologies can be used to 
indicate potential phases of resort growth in terms of visitor types or even styles of the 
built environment, however, typologies are of little use in predicting factors such as 
resort infrastructure requirements or potential visitor flows. As a predictive tool 
suitable for planning typologies have littie relevance. One area where the usefulness 
of typologies may be developed is as a means of forecasting demand generating 
aspects of resort development. Typologies may assist in the development of visitor 
profiles and identification of the reasons why various classes of people visit particular 
types of resorts. A primary advantage of developing typologies is that classification 
may unearth previously unidentified relationships and lead to new theories. When 
translated from theory into models these relationships can be tested allowing greater 
scope for explanation and prediction. 
2.5 Models 
Models fulfil a different purpose from typologies in that they attempt to describe and 
explain the interaction between the various elements at work in resorts sometimes with 
the aim of enabling the model to be used as a basis for prediction. Discussing the 
conceptual validity of models as a form of explanation of development Oppermann 
and Chon (1997) observed that many tourism models were developed from the 
positivist tradition of geography and were designed to provide research with an 
analytical framework. Further, Oppermann and Chon (1997:35) stated that within the 
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geographical literature the concept of 'model' remains contested with Unwin 
(1992:215) arguing that a model is 'a structure used to interpret the operation of a 
formula system; a structured representation of the real' while Johnson (1991:1) 
asserts that models are 'a theory, a law, a hypothesis or any other form of a structured 
idea'. 
The tourism literature recognises two major classes of models, those relying on 
graphical or diagrammatic representations of the data and a second group which 
employ mathematical equations (Getz 1986). Mathematical equations have been used 
by many researchers as the basis for forecasting tourism demand. For example, in a 
recent evaluation of intemational tourism demand models Lim (1997) identified 100 
studies and found that transport cost variables had been omitted for 54 of the studies. 
Although useful as forecasting tools the models of the type identified by Lim (1997) 
have limited applicability to modelling the factors that explain resort growth. 
Accordingly, this class of model is not considered further in this study. 
According to Getz (1986) non-mathematical models can be grouped into two classes, 
'theoretical' and 'process'. Theoretical models attempt to explain some functional 
elements of the tourism industry while process models describe the 
management/planning process. Theoretical models can be further grouped according 
to the manner in which they model the tourism system and are described as 
descriptive, explanatory, and finally predictive. Process models can be subclassified 
as subjective, traditional models based on problem solving, and those based on 
systems theory. In summing up the role of models Getz (1996:23) stated that, 
'Models first descriptive, then explanatory and finally predictive in nature-are the 
building blocks of theory'. The relationship between theory and process models is 
illustrated in Figure 2.5. The key outcome of the process described by Getz is that 
forecasting can occur. Many tourism models, including those reviewed in this chapter, 
fail to move beyond Getz's Explanatory stage in theory models or the Planning as a 
conceptual system stage in process models. 
Oppermann and Chon (1997) take a different path in categorising models, observing 
that there are two basic approaches to developing models used for explanation of the 
tourism phenomenon. The first group follows the inductive route and derive 
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generalisations out of observations. The preferred approach according to Oppermann 
and Chon is the altemative positivist route where testing can be used to validate 
hypothesis and thereafter be used as a platform for constructing explanation. 
Figure 2.5 Theory and Process Models 
Theory 
(The tourism system) 
Whole system or subsystem 
\ 
Descriptive i 
Explanatory 
Predictive 
Process 
Panning/Manaj;ement processes 
Subjective/prescriptive 
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Planning as a conceptual system 
I 
Forecasting 
Level: 
site/project area/region nation/intemational 
Source: Redrawn from Getz (1986:22) 
Use ofthe Economic Theory of Stages and Cycles 
A number of the models postulated by tourism researchers draw heavily on the theory 
of development suggested by economists including Rostow (1960) who proposed a six 
stage process of growth in national economies. The concept of tourism growth 
occurring in discemible stages was taken up by a number of tourism researchers 
including Thurot (1973) who theorised three phases, Miossec (1976) who proposed 
five stages, Butler (1980) who postulated six stages and Burton (1994) who postulated 
four stages. Most models confine their analysis to the volume of tourism and changes 
in the type of visitors (Opperman 1993: 537). Butler (1980) extended the concept of 
development stages by combining development theory with the theory of the product 
life cycle to produce a model that is claimed to identify an evolutionary resort life 
cycle of six stages. Butler's model has become the recognised orthodoxy of resort 
development studies. Although extensively tested, the model has been criticised on a 
number of grounds including its lack of a predictive capability and arguments over the 
shape and direction of the development curve. 
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Use of Tourism Models 
A fundamental problem that was identified in the adoption of the economic concept of 
growth stages to explain resort development is the failure of researchers to carry across 
from economic theory the concept of price as the arbitrator of supply and demand. 
While an attractive visual concept, the concept of stages rests on the operation of the 
price mechanism in the market economy to produce demand and supply. Grafting the 
visual effects of stages, expressed in the form of a model, to geographic identifiers 
such as morphology has provided the basis for some model building in tourism. Other 
researchers (Butler 1980) have looked for other causes of growth pattems in tourism 
destinations citing some elements of supply such as increased hotel development and 
some demand elements such as increases in tourism numbers. Generally, however, the 
elements of demand and supply have been fragmented and renamed. The following 
discussion will highlight the role of models, followed by a review of models used to 
explain destination area development including coastal resorts. 
The process of model building entails a number of stages that should commence with 
problem definition and conclude with a method of prediction or forecasting (Quade 
1979; Dunn 1981). Such a process should have at least six stages. 
1. Identification of the problem or problems to be studied. 
2. Systematic observation which includes identification of stakeholders and 
classification of dependent and independent variables. 
3. Generalisation of relationships observed in step 2. 
4. Explanation of observed relationships. 
5. Prediction of likely outcomes. 
6. Testing of predictions and if necessary, alteration of elements in stages 1 to 5. 
To this process of model building should be added the factor of deduction verses 
induction theory building. While induction is the process of discovering explanation 
to produce a previously unknown proposition, deduction relies on developing 
conclusions from theory that is based on existing accepted principles (Parkle 1993). 
Existing models of resort development generally fail to progress beyond stage four of 
the six stages postulated by Quade and Dunn. While providing comfortable frame-
works for comparative studies of tourism development, models that do not progress 
beyond stage four will ultimately fail the test of applicability because they cannot 
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provide tourism planning authorities with a sound basis that facilitates practical 
planning. On this basis there is a case for questioning the suitability of the use of the 
term 'model'. In some instances the term 'theory' might be more applicable. 
Moreover, most research into resort development has taken a deductive approach 
using theory testing and relying on qualitative data for evidence. 
In stages five and six, models may require the development of sophisticated computer 
based programming to test the relationships between a range of variables with the aim 
being to predict likely outcomes. However, a tourism model that includes stage five 
and six characteristics will have a tendency to rely on generalisations rather than on 
quantifiable, econometric predictive capabilities. The number of variables at work in a 
tourism resort are enonnous and the relationships between variables are constantly 
changing. Overlaying all of these relationships, is the unpredictable nature of 
consumer preference or consumer taste. A product (or resort) that may be desirable 
one year may lose popularity almost ovemight, illustrating the difficulty in applying 
econometric modelling to the process of resort model development. 
The Commonwealth Scientific and Industrial Research Organisation (CSIRO) is 
actively working in the area of econometric modelling of tourism development. In one 
major project, CSIRO has joined with the Far North Queensland Tourism Promotion 
Board and Douglas Shire Council to develop a computer based tourism development 
model to predict the impact of tourism in the Douglas Shire (Braithwaite 1998). An 
altemative method of surmounting the difficulty of applying econometric modelling to 
tourism modelling may include scenario writing which combines both formal 
econometric modelling with the use of generalisation of likely courses of events based 
on observed past trends (van Doom 1986). 
Tourism models that have been used to explain coastal resort development appear to 
fall into three major categories: 
• geographical models based on spatial factors, 
• economic models, and 
• management and marketing models. 
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Geographical models, incorporating elements of spatial relationships, constitute the 
largest group of models developed to explain resort development. Little attention has 
been given to economic models or management and marketing models. 
The foregoing discussion does not preclude the application of some form of 
econometric modelling to the task of resort development modelling. Economists are 
adept at making assumptions based on the premise that 'all other things being equal' 
and develop limitations to paper over intangibles such as consumer taste. In 
describing models, Getz (1986) notes that models usually rely on identifying 
correlations between variables and assuming causal factors. These limiting 
characteristics usually stop short of proving cause and effect. As a consequence, littie 
headway has been made in developing coastal resort models that are useful in 
developing demand forecasts, or predicting the impact of tourism growth on 
infrastmcture requirements. As a result, models currently in use have limited 
capability for forward planning but may have some use as a remedial planning tool. 
2.5.1 Geographic Models 
Pearce (1987) identified four categories of geographical models: 
• travel and tourism space, 
• origin destination, 
• tourism industry core periphery models, and 
• dynamic models. 
Not all categories of models classified by Pearce (1987) have a coastal resort element 
although some have a transport element. Models in this section are therefore not 
classified according to Pearce's categories but are grouped under the general category 
of geographic models. 
In the following section major geographic models are reviewed. Most describe growth 
in terms of spatial change although in some instances limited recognition is given to 
the role of economic and management forces. Included in this section is a review of 
the concept of cycles suggested by Christaller (1963). In a strict sense Christaller's 
observations do not constitute a model but are included in recognition of its significant 
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place in tourism literature as one of first widely quoted articles pointing to the forces at 
work in resort development. 
Gilbert 1939 
In a 1939 paper, Gilbert examined the growth of inland and seaside health resorts in 
England. Noting that some resorts had began to emerge as early as the Eighteenth 
Century Gilbert (1939:21) identified three factors that brought about the early 
development of seaside resorts. 
• From the middle of the Eighteen Century some members of the medical profession 
advised patients that their health would be improved by a visit to the seaside. 
• Coastal areas were free from the threat of war after the early Nineteenth Century 
making then a safe place for settlement. 
• From the mid Nineteenth Century railways carried visitors to the coastal areas 
quickly and easily. 
Gilbert (1939:21) examined the growth of a number of resorts and in many cases noted 
that '... // is at once apparent that real increase in the number and the size of watering 
- places (resorts) dates from the Railway Age' and sighted examples such as 
Scarborough, Brighton, Margate and Boumemouth. In the majority of cases, the 
resorts examined by Gilbert grew over lengthy periods of times and were the product 
of increasing affluence and leisure time, coupled with improved transport technology. 
Trends identified by Gilbert are identifiable in many contemporary resorts but the 
processes at work in the late Twentieth Century are, in the main, very different from 
those described by Gilbert. Sun lust and a desire for recreation and escapism have 
replaced the idea of health. The fear of war has little relevance in the late Twentieth 
Century except for several specific areas such as the former Yugoslavia, Sri Lanka and 
Algeria and parts of Africa. Apart from the role of transport, which was primarily rail 
orientated in Gilbert's study, the processes described by Gilbert do not generally apply 
to resorts that have developed since the 1950s. 
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Barrett 1958 
In an unpublished thesis, Barrett (cited in Smith 1990) postulated a Model of Beach 
Resort Morphology (illustrated in Figure 2.6), based on the proposition that resorts 
posses a core of major recreation developments, dominated by hotels and sunounded 
by less expensive accommodation facilities thereby creating a concentric pattem of 
accommodation types. Social and architectural stratification also become evident as 
resort growth intensified. 
Barrett's model illustrates the common linear form of development generally observed 
in many beach resorts. Although the morphology of resorts can be expected to vary 
the basic stmcture of a linear pattem, paralleling the beach and connected to a core of 
development based on transport access, can be observed in most resorts. Pearce 
(1987) noted that irrespective of the location of the resort, analysis of its morphology 
needs to be based on three factors; tourist elements, other urban functions, and site 
characteristics. Barrett appears to have only taken into account tourist elements and 
site characteristics while ignoring other urban functions. 
The flaw with Barrett's approach is that distortions caused by the influences of other 
non-recreational functions are not easily incorporated into the model. As a 
consequence, the use of the model is restricted to areas that have a predominately 
tourism focus. A further criticism that can be levelled at Barrett's model is that 
insufficient attention has been given to the changes that can be expected in the resort's 
morphology as a consequence of growth in the resort's tourism numbers and changes 
that may occur in the resort's tourism mix. As a result, the model does not exhibit a 
capacity that enables generalised forecasting to be made and is of littie assistance in 
respect to planning of infrastmcture enhancement requirements. 
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Figure 2.6 Barrett's Model of Beach Resort Morphology 
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Christaller 1963 
The concept of a cycle operating in resort development was alluded to by Christaller 
(1963) who conceptualised three stages of resort evolution - discovery, growth and 
decline. Christaller visualised an evolutionary process that entailed new resort areas 
being discovered and initially colonised by specific groups, painters being one 
example cited. Soon others clustered around, alerting entrepreneurs who move in and 
capitalise on the area's attractions and commercialise its appeal. In the process, the 
original groups who colonised the area flee and in Christaller's words (1963:103) 
'(seek) out another periphery -periphery as related to space, and metaphorically, as 
'forgotten' places and landscapes... At the same time, in other places the same cycle 
occurs again; more and more places come into fashion, change their type, tum into 
everybody's tourist haunt'. 
Implicit in Christaller's description of the dynamics of growth in resort areas are three 
elements of change- change over time in the type and characteristics of the tourists 
visiting the area, change in the reaction of local residents to increasing tourism, and 
change in the nature of natural and built environments. The article did not offer a 
framework that could be used as a planning tool or method of analysis. Christaller's 
article is widely quoted as the first attempt to explain resort growth based on an 
evolutionary cycle. In reality, Christaller's paper centred on observations of trends 
that appear to be occurring in resorts and cannot be classed as a model in terms of the 
previous discussion regarding the characteristics normally attributed to models. 
Thurot 1973 
The evolutionary element in resort development alluded to by Christaller (1963) was 
later taken up by Thurot (1973 cited in Pearce 1995) who identified an evolutionary 
trend in Caribbean tourism based on class distinction. Following an analysis of the 
evolution of airline routes, Thurot proposed a model that passed through three 
successive stages: 
Phase 1: Discovery by rich tourists and construction of intemational class hotels. 
Phase 2: Development of 'upper middle' class hotels (and expansion of tourist 
numbers). 
Phase 3: Loss of original value to new destinations and arrival of 'middle class' and 
'mass tourists'. 
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Developed from observations made in the Caribbean where tourism development 
commenced in Jamaica, spread to Trinidad and Barbados and finally to the smaller 
Leeward and Windward Islands, Thurot's model has limited applicability in other 
areas where tourism is not solely dependent on access by air. 
Lavery 1974 
Lavery (1974) suggested a model of beach resort development based on a description 
of land use pattems. Many similarities can be seen with Barrett's (1958) earlier 
model. According to this model (illustrated as Figure 2.7) beach resorts have three 
principle land use zones. 
1. A specialised zone of tourist facilities such as accommodation and shopping will 
develop parallel to the shore. 
2. Behind the Recreational Business District (RBD) the resort's business area will 
develop. Most businesses will be non-recreational in nature. 
3. A zone of residential accommodation will develop behind the beach as tourism 
increases. 
The models suggested by Barrett (1958) and Lavery (1974) reflect the pattems of 
tourism development that occurred in the 1950s to 1960s when self-catering 
accommodation had not emerged as a trend in British tourism. Pearce (1987) 
observed that many resorts tend to reflect the basic morphology suggested by Barrett 
(1958) and Lavery (1974). Modifications to the basic morphology will be the result of 
one or a combination of three factors: 
1. Site characteristics. The availability of flat well drained land, the size and shape of 
the beach or a pre-existing town developed before the advent of tourism may place 
constraints on the overall size and shape of the resort development. Examples 
include Brighton in the United Kingdom and Caims in Queensland. 
2. Non-tourist urban functions such as manufacturing and port facilities may effect 
resort morphology. 
3. The characteristics of the tourism infrastructure servicing the resort such as 
transport access and types of attractions. 
To these factors can be added land ownership. 
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Figure 2.7 Lavery's Model of Beach Resort Development 
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Lavery's model leaves unanswered questions including, how can further growth be 
sustained, what are the infrastmcture requirements for future development, and is 
growth constrained by capacity problems? The model also attempts to identify the 
economic market that exist in resorts as one of the driving forces behind the 
development of the various spatial factors associated with resort growth. 
Miossec 1976 
Based on observable pattems of transport development in resort evolution, tourist 
behaviour, and the attitude of the Receiving Area (the resort) and decision makers, 
Miossec (1976) developed a phased model which traced the development of resorts 
from isolated localities with little or no tourism development, to localities that exhibit 
a hierarchy of 'specialisation saturation'. As development occurs, pioneer resorts 
60 
Literature Review 
expand into an increasingly complex hierarchical system of resorts supported by well 
developed transport networks. 
Figure 2.8 Miossec's Model of Tourist Development. 
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As tourist numbers grow, spatial specialisation occurs bringing with it changes in the 
type of tourists visiting the area. In the final stage, the morphology of the network of 
resorts might have so changed the initial character of the area originally found in the 
pioneer phase, that tourists might move to other areas, paralleling the pattem 
suggested by Christaller. The model is useful in that it provides an insight into the 
relationship between the tourism behaviour, transport developments and the reaction 
of decision makers and hosts during the five postulated stages of growth. Pearce 
(1981:3) suggested that the model has several useful points, namely; it is dynamic in 
regard to time and space, and its attempt to overview growth in terms of evolutionary 
change. 
After reviewing the model, Oppermann (1993) observed that the model may have 
limited application in developing countries on the basis that tourism development is 
often concentrated around isolated resorts which do not form the highly interconnected 
hierarchical stmctures suggested by Moissec. It also ignores the fact that highly 
developed and interconnected hierarchical transport linkages may not develop for 
some time (Opperman 1993:537). Initial development in Bali followed this pattem 
resulting in air networks that ignored other parts of the Indonesian archipelago and 
tourists who were unaware that Bali was a province of Indonesia. As a consequence, 
the model does not adequately explain how specific impacts arise as a result of 
development (Pearce, 1981:3). In application, the model is unable to predict 
development pattems in a general sense. For example, areas adopting master plans for 
tourism development, such as Nusa Dua, Bali, will be unlikely to follow the 
evolutionary pattem outiined by Miossec. 
Butler 1980 
In a seminal paper on resort development that was to set the agenda for research into 
resort development for several decades Butler (1980) refined the idea of evolutionary 
change by proposing the Tourism Area Cycle of Evolution (TALC) (see Figure 2.9). 
The model fused the concept of development stages with the theory of the product life 
cycle first proposed by Vemon in 1966 (Debbage 1990). In a historical sense the 
TALC builds on earlier work by Defert (1954 cited in Oppermann and Chon 1997) 
Christaller (1963) and Stansfield (1978) who suggested that there might be a cycle of 
development occuring in tourism destinations. Butler (1980:6) noted that in the 
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product development cycle 'sales of a product proceed slowly at first, experience a 
rapid rate of growth, stabilise, and subsequently decline; in other words, a large basic 
asymptotic curve is followed.' Drawing on the concept of the product life cycle, 
Butler postulated that a similar trend was evident in tourist resorts where development 
moves through a series of stages, commencing with 'discovery" of the area by a small 
group of adventurous tourists. Movement from one stage to the next is dependent on a 
number of variables that exist both inside and outside the resort. Typically, these 
variables include the attitude of local authorities, political will, accessibility, resource 
availability, competitors and the preferences of visitors. After passing through a 
growth phase identified by stages referred to as exploration, involvement and 
development, the model speculates that a resort will reach its carrying capacity at a 
point referred to as stagnation. In the next phase, the resort may either enter into a 
period of decline, or if new initiatives are taken, a period of rejuvenation. This line of 
argument follows the basic hypothesis of the product life cycle that predicts that 
products evolve through a series of stages of introduction, growth, maturity and 
decline following an S-shaped pattem. 
The usefulness of the product life cycle as a forecasting tool has been the subject of 
intense debate (Day 1981; Dhalla and Yuspeh 1975) and a number of attempts have 
been made to refine and further develop the original Tourism Area Cycle of Evolution 
model (Keller 1987; Haywood 1986; Kermath and Thomas 1992; Baum 1998). 
Although classified as a geographic model, Butler's model also includes elements that 
would class it as a management model if utilised in this manner. The weight of 
research utilising the model has classed it as a geographic model as researchers have 
employed it to identify historical pattems of development using resort case studies. 
The Tourism Area Cycle of Evolution model is long-term in outlook and traces 
changes in visitation rates and the development of tourist related facilities such as 
accommodation. In theory, the stages postulated by Butler should be identifiable on 
the basis of numbers of tourists, rate of change and visitor types. These indices 
together constitute a resort's carrying capacity. Upon reaching the physical 
psychological carrying capacity of each stage the resort is able to move into the next 
stage. A number of similarities can be observed between Butier's model and a number 
of earlier models and typologies. Similarities with earlier typologies include the 
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'exploration stage' where low numbers of adventurous visitors, similar to Plog's 
'allocentrics' and Cohen's 'drifters' and 'explorers', look for new unspoilt areas. Over 
time growth occurs and development transforms the area, opening it up to new waves 
of tourists. Eventually a stage is reached where peak numbers have been reached. As 
a consequence, the capacity levels of many vanables are exceeded, resulting in 
negative impacts on the resort's social, environmental and economic stmctures. As a 
resort loses its popularity the 'decline' stage is reached and tourists look for newer 
resorts. In broad terms, 'stagnation' or 'decline' parallel Cohen's 'organised mass' 
tourist stage and Plog's 'psychocentric' stage. 
Figure 2.8 Butler's Tourism Area Cycle of Evolution 
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Source: Pearce (1995) Redrawn from Butler, 1980. 
The model has attracted considerable attention in the tourism literature and in spite of 
criticism from by a number of commentators who questioned the usefulness of the 
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tourism area life cycle (Hart, Casseriy and Lawless 1984; Haywood 1986), it has 
gained a high degree of acceptance. As originally conceptualised by Butler, the model 
is descriptive in nature and representative of a 'demand' view of destination area 
development. 
Butler's model has been extensively tested in a number of locations including Malta 
(Oglethorpe 1984), Louisiana (Meyer-Arendt 1985), The Isle of Man (Cooper and 
Jackson 1989), the Caribbean (Weaver 1990), Majorca (Morgan 1991), Nigeria Falls 
(Getz 1992), Dominican Republic (Kermath and Thomas 1992), Cypms (loannides 
1992), Minorca (Williams 1993), small island nations (Wilkinson 1987), Alpine areas 
of Australia (Digance 1997:452-455), Portugal (Conclaves and Aguas 1997), British 
seaside resorts (Cooper 1997) and in one instance in a small area study at the Florida 
Cypress Gardens (di Benedetto and Bojanic 1993:557-570). In a recent study. Priestly 
and Mundet (1998) used the model for a comparative study of three Spanish resorts. 
The model was used to test the significance of retirement as a factor in off-setting the 
impact of decline predicted to occur at the end of a resort's life cycle (Foster and 
Murphy 1991). Results of these studies have led to attempts to refine or embellish the 
original model (Strapp 1988; Kermath and Thomas 1992; di Benedetto and Bojanic 
1993). The model does not take into account the effect of a number of significant 
economic factors, including the role of the market. Debbage (1990) for example, 
found that corporate strategy and competitive economic behaviour were significant 
factors in resort development in the Bahamas. Results of most of the tests of the 
model appear to support the general theory but many deviations from the idealised 
model were noted (Kermath and Thomas 1992; Cooper 1992 a, b). 
Meyer-Arendt (1987, cited in Meyer-Arendt 1993) adapted the model to illustrate the 
impact of increasing use of beach resorts by recreationalists through an examination of 
the effect of growth on the environment. In a later study of resort development along 
the Gulf of Mexico Meyer-Arendt (1993:136) concluded that the Butler model was 
useful for forecasting tourism evolution where there was an absence of govemment 
policy intervention in the form of planning controls. However, where govemment 
policy was used to control land use and the impact of development on the 
environment, the correlations between growth and the resort cycle may be only 
incidental. 
65 
Literature Review 
In a recent review of the TALC model Baum (1998) noted that there was scope to 
extend the model to include instances where tourism is abandoned or rejuvenated 
using altemative tourism resources. Citing examples such as the Isle of Man and 
Bray in the Irish Republic Baum argued that the TALC may be extended to 
incorporate additional stages that recognise total abandonment of tourism as an 
industry, termed the exit stage, or a reinvention stage where new forms of tourism 
based on new markets are developed. 
As originally conceptualised, the model was not envisaged as a prescriptive tool and 
efforts to used it in this way have caused problems particularly when trying to identify 
stages and their tuming points (Brownlie 1985; Cooper and Jackson 1989; Haywood 
1986). Oppermann (1998:179) noted that the model couldn't be used to predict events 
and that stages can only be identified in hindsight. Similarly, Baum (1998:169) noted 
that the model was useful for interpreting and explaining development in the past but 
may not be as useful in newer destinations where the speed of development has been 
much more rapid. In a subsequent publication Butier (1993) acknowledged that the 
model was only one of a number of tools that can be used to conceptualise the 
dynamics of change in tourism destinations. 
Haywood (1986) stated that the tme test of the importance of the Hfe cycle must be 
based on its ability to be operationalised as a tourism-area planning and management 
tool. As the model stands, its simphcity is both its virtue and its weak point- it 
explains the process of growth but it can not be operationalised. Haywood suggested 
that for a tourist-area life cycle to be operationalised, consideration of six major 
conceptual and measurement indicators are needed. These indicators are: 
• Units of analysis including time and number of tourists, 
• Relevant market i.e. domestic or intemational, 
• Pattem and stages of the tourist area of the life cycle, 
• Identification of the area's stage in the life cycle, 
• Determination of the unit of measurement, and 
• Determination of the relevant time unit for each stage. 
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Application of Haywood's (1986:37) conceptual and management criteria to Butler's 
model appears to confirm that the tourist area life cycle model does not provide 
sufficient basis for developing planning or policy in tourism areas. Moreover, the 
cycle does not consider the effect that competing areas can have on the shape of the 
curve, nor does it state if an undesirable self-fulfilling prophecy is likely to occur. 
Haywood goes on to argue that theories of tourism development and Darwinism 
natural selection are strikingly similar. However he did not pursue these thoughts to 
significantly modify Butler's model or develop a new model. As in previous models, 
Butler's model explains the course of growth but does not explain those factors which 
foster growth. Kermath and Thomas (1992:187), in a study of the spatial dynamics of 
the economic sectors in resorts, found that the Resort Cycle failed to recognise the 
existence of economic sub-systems. Haywood (1993:353) noted that not only was 
little account taken of competitive forces exerted by other resorts but that the Resort 
Cycle also failed to comment on the size of resorts and the acceptance of size by the 
tourist, de Albuquerque and McElroy (1993) considerably modified the model, 
postulating a three stage growth cycle citing evidence from the Caribbean. To date, 
the revision of the Resort Cycle postulated by de Albuquerque and McElroy (1993) 
has attracted little attention in the literature. 
Cooper (1992a, b) identified a number of problems with the life cycle concept, 
including identification of the tuming points of the cycle, identification of stages and 
length of stages. Commenting on the life cycle approach suggested by Butler, Cooper 
stated that it has '....much to offer researchers and rather less to offer the tourist 
practitioner (Cooper 1992a: 156). 
As the model stands, its simplicity is both its virtue and its weak point- it explains the 
process of growth but it can not be satisfactorily operationalised. Application of 
Haywood's (1986:37) conceptual and management criteria to Butler's model appears 
to confirm that the Tourism Area Cycle of Evolution model does not provide sufficient 
basis for developing planning or policy in tourism areas. Moreover, the cycle does not 
consider the effect that competing areas can have on the shape of the curve, nor does it 
state if an undesirable self-fulfilling prophecy is likely to occur. Results of most of the 
tests of Butler's model appear to support the general theory of development cycles but 
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many deviations from the idealised model have been noted (Cooper 1992a; Kermath 
and Thomas 1992). 
Problems identified with the model fall into eight general areas: scepticism over the 
ability of one model to explain tourism development (Choy 1992; Bianchi 1994; 
Prosser 1995), problems with the concept of the product life cycle (Hart, Casseriy and 
Lawless 1984; Kotier 1988), conceptual limitations of carrying capacity (Getz 1992; 
Haywood 1986), the use of the cycle concept in tourism planning (Cooper and Jackson 
1989; Haywood 1986; Getz 1992), a lack of empirical evidence to substantiate the 
concept (Prosser 1995), calibration of the life cycle model particularly in respect to 
identifying tuming points and identifying stages (Cooper 1992a) and problems in 
applying the life cycle concept in tourism destinations areas (Bianchi 1994; Shaw and 
Williams 1994). To these general areas of concem should be added the failure to take 
into account the operation of the economic market in destination areas (Prideaux 
1998). 
In spite of numerous applications of Butier's model in a host of settings, researchers 
have failed to demonstrate that the cycle can be used to predict, a priori, the 
development path of potential resort areas. Agarwal (1997:67) goes as far as stating 
that the model still has a considerable lack of empirical analysis and as a result, the 
applicability of the model remains questionable. This observation is strengthened by 
the lack of comparative studies between a range of destinations using the resort cycle 
as the framework for comparison. At the current state of the debate, the model 
constitutes the orthodoxy of the tourism literature but fails to exert any impact on 
planning authorities because of its limitations, principally its inability to be 
operationalised (Haywood 1986; Agarwal 1997). 
Gormsen (1981) 
In a 1981 paper, Gormsen outiined a model of spatio-temporal development of seaside 
tourism based on trends observed in Europe. The model seeks to illustrate the type of 
changes in morphology that will occur over time and incorporates observations made 
on the level of participation based on geographic and social class participation. The 
level of participation achieved in both categories is observable and based on the types 
of accommodation constructed at the resort. The mechanics of change involve; 
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• Spatial and temporal evolution, 
• Changes in the level of local versus regional participation in the development 
process, 
• Changes in the social class of tourists, and 
• Changes in the quality and range of accommodation available. 
The model identifies four periphery regions that relate to stages of resort development 
observed by Gormsen and illustrated in Figure 2.9. The stage of development of each 
Periphery is essentially a function of the resort's age and the level of local ownership. 
As European resorts have developed over lengthy periods of time, they tend to exhibit 
a more complex mix of ownership and accommodation styles. The position of resorts 
according to the Gormsen model are: 
Periphery 1 
United Kingdom, France and the Baltic 
Periphery 2 
Southem Europe 
Periphery 3 
North Africa and the Balearic and Canary Islands 
Periphery 4 
West Africa, South East Asia, South America, the Caribbean and the Pacific and 
Indian Oceans. 
Gormsen points to a development process that initially relies on extemal development 
in the early stages of growth (Column A) replaced by greater levels of local 
participation as the resort grows in size (Column B). Concurrently, Gormsen's model 
notes that participation in seaside holidays can be measured by changes in social class. 
In Periphery 1 resorts, which have the longest history of development, tourists from all 
social classes are represented. At this stage of development, there is a mix of low cost 
accommodation sitting side-by-side with expensive 5 star accommodation. 
Australian resorts do not fit into this pattem and in many instances, the reverse has 
happened. For example, tourism development in Queensland's three major coastal 
resorts (The Gold Coast, Sunshine Coast and Caims) commenced as the result of local 
investment. Over time, local capital has been replaced by extemal capital as the size 
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of new projects has escalated. Second homes and guest rooms have also played an 
important part in fostenng tourism development in these areas although in recent years 
hotels have constituted a significant source of new accommodation stock. 
Figure 2.9 Gormsen's Model of Spatio-temporal Development of Seaside 
Tourism 
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Source: Pearce (1995), Redrawn from Gormsen (1981) 
Increasingly, extemal initiatives are responsible for development of coastal resorts in 
Australia. The major deficiency of Gormsen's model is that it attempts to apply social 
and economic relationships that emerged during the Nineteenth and early Twentieth 
centuries, to late Twentieth Century resorts which have experienced entirely different 
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forces of social and economic change. Towner (1996:168) observed of the model that 
while its broad sweep ' is superficially attractive... it conceals the complexity of what 
was really taking place along Europe's seashores'. Moreover, the model fails to 
consider the impacts of market forces such as demand and supply. 
Young 1983 
Research undertaken by Young (1983) suggests that resorts pass through a series of 
recognisable land use pattems commencing with the arrival of the first tourists and 
concluding when the beach resort is fully developed. According to Young, the process 
commences with a small coastal fishing or farming settlement that does not have a 
tourism industry. The first stage of growth occurs when the village becomes a minor 
resort for nearby city dwellers. Over time knowledge of the area increases and new 
groups of tourists arrive stimulating growth. After several additional stages tourism 
becomes the predominate industry replacing the original village function as illustrated 
in Figure 2.10. 
Young's analysis of the factors that cause growth are largely based on observations of 
change to the resort's morphology over time. The actual process that fosters growth is 
not explained. As a predictor of resort growth the model falls short because of its 
implicit assumptions that growth follows a relatively predictable pattem. The model 
makes an implicit assumption that the beach is the major point of interest and centre of 
most activity. Recent trends suggest that the beach, while important, is only one of a 
range of attractions and experiences that attract tourists to coastal resorts. Other 
attractions and experiences favoured by tourists include shopping, amusement and 
cultural centres and recreational facilities. The facilities may or may not be located 
adjacent to the beach. Moreover, the model does not demonstrate an ability to predict 
future pattems of growth, infrastmcture needs or maximum capacity levels. 
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Figure 2.10 Young's Beach Resort Model 
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Smith 1992 
Echoes of Barrett's model of Beach Resort Morphology can be seen in a model 
oudined by Smith (1992). The Beach Resort Evolution Model attempts to describe the 
transition of beach resorts from an initial natural area to an urbanised resort in eight 
stages of development. Smith's model is based on the assumpdon that tourism is the 
focus of development and that there are no desdnations created by major non-
recreadonal functions. During each stage of development the resort will be influenced 
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by the interaction of key events and processes identified by Smith as; morphological, 
physical, environmental, social, economic and political. The eight stages of evolution 
for an unplanned tropical beach resort postulated by Smith (1992:306) are: 
Some local settlement; no significant local tourism. 
First Tourism; second home strip development. 
First hotel; high-budget visitors; new jobs. 
More hotels; strip intensified, houses displaced. 
More lodging; cultural disruptions' beach congestion/pollution. 
More hotels; flood and erosion damage; tourism dominated. 
Resort govemment fails, urbanised resort. 
Serious pollution; lateral spread; fully urbanised. 
Figure 2.11 The Tentative Beach Resort Model 
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Proof of the model is limited to examination of case studies in Australia (Gold Coast), 
Thailand (Pattaya and Hua Hin) and Malaysia (Batu Feringgi). To date, the model has 
not been extensively tested or shown to work in resorts other than those studied by 
Smith. As with Barrett's earlier model of Beach Resort Morphology, the model has a 
number of limitations which restrict its application to areas which have an 
overwhelming tourism focus. The model does not apply to areas that have a mixed 
industry focus, a characteristic of many coastal resorts in Australia and other countries. 
Moreover, the model fails to account for the processes that lie behind the growth 
resorts experience as they move from one hypothetical stage to another. 
Burton 1994 
In one of the most recent attempts at modelling the process of tourism development. 
Burton (1994:69-73) outiined a four stage model of tourism development based on 
changing spatial pattems. Burton describes the process of tourism development as 
being dependent 'on the coincidence between the sort of places that the tourists want 
to go to (defined by tourist motivators) the sorts of places that the tourist industry can 
choose to develop and promote (depending on the local community's motivations)'. 
As a consequence, development of tourism depends on the interaction between 
tourists, the tourism industry and the host community. As Burton stated, the model is 
based on a synthesis of earlier models including those by Leiper (1990) and Butler 
(1980) and typologies proposed by Cohen (1972) and by Plog (1973). 
As with previous models discussed in this chapter, Burton's model is highly 
theoretical and does not lend itself to attempts at prediction for specific areas. Titled 
the Spatial Process of Tourist Development, the model envisages four stages of growth 
as follows. 
Stage 1 
An existing town without a tourist industry commences to attract allocentics, explorers 
or drifters who visit the area using existing forms of transport. Eventually, the host 
community responds and a small tourism industry commences. 
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Figure 2.12 Spatial Process of Tourist Development 
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Stage 2 
Responding to the potential demonstrated in stage one, a new group of travellers visit 
the area encouraging the development of products and services by tourism industry 
investors. At this stage the response of the host community is limited as is the range 
and depth of tourist facilities. 
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Stage 3 
Increasing commercialisation of the destination will see original visitors (allocentrics, 
drifters and explorers) abandon the destination, to be replaced by new groups of 
visitors attracted by the commercialisation of the area. Development increases in 
speed and intensity as new classes of tourists (the midcentric, incipient mass or 
individual mass tourist) are attracted to the area. 
Stage 4 
The destination becomes very popular and has changed drastically from its original 
state and enters the stage of mass tourism. The final stage of development is 
illustrated in Figure 2.12. 
Burton does not use examples to illustrate the model and does not provide parameters 
that can be used for specific resort development. The model fails to meet the fifth and 
sixth stages of model development proposed by Dunne (1979) and Quade (1981) and 
is in need of considerable refinement, including measures to build into it an ability to 
produce quantifiable projections. 
2.5.2 Economic Models 
To date, few economic models have been suggested reflecting the geographic 
background of many tourism researchers. Given that tourism is an act of exchange of 
money for goods and services in a cleariy identifiable market-place the lack of 
economic modelling is an area of some concem. Kermath and Thomas (1992) 
recognised that the economic structure of destination areas exerted some influence 
over resort development and Prideaux (1998) identified the role of demand and supply 
as forces instmmental in the process of development. Braithwait (1998) went further 
and identified a range of economic relationships that could be modelled 
mathematically as an econometric model. Although not strictly an economic model, 
Lundburg's (1980) model of development incorporates a number of observations 
relating to possible economic consequences of unplanned resorts, particularly phase 
four which predicts a tourism recession resulting in loss of revenue. 
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Lundberg 1980 
Coinciding with the publishing of Butler's model in 1980 Lundberg proposed a six-
phase model of tourism development. The model has attracted much less attention 
than Butler's model but exhibits a number of similarities. The phases of the model are: 
1. Govemment incentives for development, promiscuous location of projects, no 
identification of land qualities requiring protection, and highly optimistic 
feasibility's. 
2. Short-mn success. 
3. The beginning of the awareness of some realities (these might include the 
realisation that the economic impact was less than anticipated). 
4. A tourism recession resulting from overbuilding, backlash against poor service and 
high labour costs. 
5. The exposure of even deeper difficulties (erosion of natural cultural resources and 
a decline in popularity). 
6. A reflective phase during which developers, investors, managers, local society and 
politicians reassess the entire tourism development pattem and wish that they had 
instituted planning at the start of growth. 
The model paints a pessimistic view of development where the outcome of 
development is predetermined and there appears little hope of recovery in the sense 
suggested by Butler's stage of rejuvenation. 
Kermath and Thomas 1992 
Observing the development of coastal resorts in the Dominican Republic in the 
Caribbean, Kermath and Thomas (1992) noted a pattem of development that included 
paralleled development in the informal sector dominated by local residents, as well as 
developments in the formal sector dominated by an extemal 'capitalist' sector. Based 
on their observations a new model, the Formal-Informal Tourist Model (illustrated in 
Figure 2.13), was suggested. The model suggested three stages of development-
exploration, involvement and development. Although in many aspects the model's 
formal and informal sectors are an adaptation of Butler's model, the major point of 
departure is the recognition by Kermath and Thomas of the role of the economic 
system and the possibility of an economic duality between sectors. The distinction 
between the formal and informal sectors suggests an altemative method of analysing 
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resort growth. The authors suggest that the infonnal sector responds to tourism in a 
predictable manner which may assist planners maximise benefits and minimise costs. 
Figure 2.13 A Formal-Informal Tourism Model 
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Prideaux 1995,1996 
In a study of the growth of crime in a number of beach resorts in Queensland, Prideaux 
observed that there appeared to be a connection between increased crime rates and 
growth in tourism (Prideaux 1996:59). The ensuing investigation indicated that as the 
resorts studied grew in size and sophistication, crime increased at a rate that in most 
cases exceeded the state average. The investigation highlighted a common trend that 
was termed the Tourism Crime Cycle outlined in Figure 2.14. The model identified 
four stages of growth in coastal resorts commencing with stage one, local tourism. 
The model predicts that as resorts grow in size, they undergo a number of changes in 
their infrastmcture. For example, the stmcture of a resort's accommodation sector will 
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change from caravan parks and low cost motels in the initial phase of development to 
large intemational hotels in the fourth stage, Mass tourism. A fifth stage. Image 
Degradation, was postulated to occur if crime rates were not curbed and any resulting 
poor image was not corrected (Prideaux 1995:161). 
In the field of coastal resort development, the Tourism Crime Cycle represents one of 
the first attempts to identify the effect of tourism development on the supply side, 
including changes to accommodation standards as resorts grow and on the composition 
of the resort's transport system. The model observes that when development is at the 
first stage (Local Tourism) road and air access to the resort is limited. As the resort 
enters the next stage of development (Regional Tourism) the composition of demand 
changes, facilitated by the constmction of better roads and perhaps the commencement 
of air services. During this stage the resort's accommodation sector also undergoes 
change as the first large hotels are constmcted. 
When the resort enters the third stage of development (National Tourism) the resort's 
transport infrastmcture is enhanced, particularly in the area of air services. During this 
stage, the resort will become linked by scheduled direct air links to many other large 
cities in the nation. The hospitality sector will continue to undergo change as large 
resort hotels of four to five star rating are built. Additionally, a range of large tourist 
attractions such as theme parks and tourist shopping areas will be built. During the 
last growth stage (Mass Tourism) the resort enters the intemational tourism market. 
Intemational air links are established, other transport modes are improved and major 
intemational events such as sporting championships and intemational motor racing are 
staged. Prideaux (1995, 1996) identified Caims and the Gold Coast as Mass Tourism 
resorts while the Sunshine Coast had recently entered into the third stage of 
development. National Tourism. 
Although developed to identify the relationship between increasing tourism and crime 
pattems, the Tourism Crime Cycle provides an insightful analysis of the role of 
transport in resort development. Growth in tourism numbers is dependent on 
increasing the size of the market. The most effective way of achieving this growth is 
to promote the resort in the surrounding region in the first instance and later, nationally 
and intemationally. To handle increasing passenger arrivals, roads are expanded. 
79 
Literature Review 
airports built, then upgraded to international standards in the ca.se of Mass Tourism 
Resorts, and other modes also expanded as required. Within the resort, transport 
network are also developed to cope with growing volumes of tounsts and local 
residents. The model emphasis the role of the supply side in terms of the need to 
provide supply side infrastmcture to handle increasing demand. 
Figure 2.14 The Tourism Crime Cycle 
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Offenses & Stealing 
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resons but generally 
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Source: Prideaux (1996) 
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Pndeaux 1998 
In this model, the prototype of the Resort Development Spectrum outlined in Chapter 
4, Prideaux (1998) traces the development of coastal resorts based on the interaction of 
demand and supply factors. First presented as a Conference paper, the model is 
essentially the same as illustrated in Figure 4.5. As resorts attract developer interest 
new infrastructure is added to appeal to markets that are more distant. The process is 
observable and predictable giving rise to the opportunity for prediction of possible 
future growth pattems. 
Braithwait 1998 
Although still in a formative stage of development, CSIRO, the Australian 
govemment's main research organisation, has tumed its attention to tourism research 
bringing with it a strong preference for modelling. In an investigation of the 
development of the Douglas Shire in Far North Queensland, CSIRO has employed a 
regional systems model to identify the inter-connectivity between economic, 
environmental and social factors to identify a range of tourism development variables. 
Identification of variables and their relationship to other variables has enabled the 
development of an econometric model of resort destination development which 
exhibits strong predictive capabilities. Findings of the project have yet to be 
published. 
2,5.3 Management and Marketing Models 
Theories of growth based on management and marketing principles are widely used in 
the business literature however application of this area of research to questions of 
resort development has been largely overlooked. A marketing model of development 
would presumably look at the process where an investor or govemment agency makes 
a decision to develop a green field coastal site as a resort, develops the site according 
to a plan and markets the resort to stimulate demand. In such a scenario, staged 
growth is contrived and according to a predetermined plan, not the result of some form 
of evolutionary or staged process based on free market forces. The evidence would 
suggest that examples of this form of growth can be found in the Whitsunday Islands 
region of Queensland, Port Douglas (North Queensland) and at Nusa Dua in Bali. 
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Marketing is closely allied to management and may be no more than an element of 
management. However, in terms of resort growth marketing may be a separate 
element of growth and describe the process of building on an area's existing 
development and somewhat latent appeal to stimulate developer interest followed by 
customer arrival. In the business world, marketing is a key factor in growth but to date 
has not been recognised as a force in resort development. This aspect of resort growth 
has received little attention and is an area worthy of further research. The model 
suggested by Keller (1987) contains elements found in geographic models as well as 
elements that could form a management model. As the only model that identified a 
role for management elements Keller's model is included in this classification. 
Keller (1987) 
Based on an earlier unpublished thesis on tourism development (Keller 1982 cited in 
Keller 1987), Keller applied a theoretical model of the evolution of the stages of the 
development of peripheral tourism destinations to Canada's Northwest Territories to 
discover if an ideal strategy could be found to enable the avoidance of a 'centre-
periphery conflict'" Keller's model focused on hierarchies of control and capital input 
that appeared to determine the rate of development and the benefits flowing back to 
the community. Stages of development were based on generally recognised pattems 
of growth according to the scale of development - local, regional, national and 
intemational. In the model developed by Keller and illustrated as Figure 2.15, control 
over development is seen to move from local hands to outside forces creating conflict. 
Keller (1987) also parallels the stages of development in his model of Hierarchies of 
Control and capital input to the typologies suggested by Cohen (1972) and Plog 
(1972). 
To test the model, Keller (1987) examined tourism development in Canada's 
Northwest Territories which at the time were experiencing increased attention from 
out-of-region tourism operators and investors. Keller found that the stage of tourism 
development in the Northwest Territories was located at the end of the regional stage 
and entering the national stage. The paper did not examine the underiying economic 
factors or focus on strategies to give the model a predictive capability. Keller 
(1987:26) acknowledges that while the model is theoretical and general in nature, its 
objective is to examine ways of avoiding centre-periphery conflict during tourism 
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development and management. Although beanng similarities to Butier's life cycle 
model, there are sufficient differences to class Keller's investigation into hierarchies of 
control and capital input as a separate model. 
Figure 2.15 Hierarchies of Control and Capital Input 
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2.6 Characteristics and Limitations of Existing Models 
This section commences with an outline of the characteristics of models employed to 
explain resort development followed by a summary of the shortcomings identified in 
this chapter. The discussion concludes with a summary of specific transport issues not 
addressed in the literature. 
83 
Literature Review 
2.6 A Characteristics 
From the review of models and typologies undertaken in this chapter, it is apparent 
that research into resort development exhibits the following characteristics: 
• Extensive use is made of case studies to test existing models, 
• Deductive rather than inductive approaches have been the preferred direction of 
research, 
• Researchers utilise a mix of quantitative and qualitative methods with a preference 
for qualitative research, 
• Extensive use is made of models and case studies to explain theories of resort 
development, and 
• There has been a focus on geographic and psychological aspects of development 
while investigations into economic factors including specific supply side factors has 
been limited. 
The existing body of research into resort development is largely silent on a number of 
issues that pertain to the issues of methodology and development of a general 
theoretical basis for ongoing research. Issues that have not been addressed in any 
depth include: 
• the need for model testing versus model developing, 
• the adoption of a suitable social sciences paradigm, 
• issues of research strategies, 
• justification of methodologies used, and 
• development of effective methods of evaluation. 
2.6.2 Limitations in Respect to Resort Development 
Models of tourism resort development reviewed in this chapter have exhibited a 
number of omissions and deficiencies. 
• Little recognition has been given to the role of economic forces (for example the 
price mechanism) as the determinate of the demand for and supply of tourist 
experiences in coastal resorts (Kermath and Thomas 1992; lonnides 1992). For 
example, in a study of up-market resorts in Australia, Stanton and Aislabie 
(1992:435-449) noted the role of price in determining the constmction of large 
integrated resort hotels. Demand for resort complexes of this nature was found to 
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be a factor of price as well as competition from other resorts. Further research to 
establish the role of the supply and demand sides in the development process is 
required. 
• The models reviewed in this chapter have failed to progress beyond the descriptive 
stage of explanation reducing their ability to be used as planning tools. 
• In most instances, explanation is based on qualitative rather than quantitative data 
resulting in poor empirical analysis (Agurwal 1997:67). 
• There has been a noticeable tendency to rely on model testing rather than 
development of new models. Butier's (1980) Tourism Area Cycle of Evolution 
model for example has been extensively tested and often modified to make it fit to 
the area of study, even where it is apparent that the model has reached the limits of 
its usefulness. 
• Methodology used for testing models is relatively unsophisticated and poorly 
developed from a literature context. For example, although many researchers have 
employed case study methodology, the validity of using case studies as a method of 
analysis has not been adequately explored or tested in the tourism literature. 
• The role of the transport system has been given little significance as a supply side 
factor of resort development. The significance of transport, particularly air, is 
identified in Chapter 5 as a critical factor in resorts moving from a national to an 
intemational market profile. 
• Issues of capacity expressed either as an environmental capacity or in terms of 
tourism numbers has been largely ignored (Haywood 1992:352). 
• Existing resort models have not been generally tested by comparing resort 
development over a number of sites or on the basis of applying a number of models 
to a single site. 
• The role of marketing in resort development has yet to be adequately explained. 
• The role of individuals as promoters of tourism development has received only 
limited attention. 
• In general, little attention has been paid to competitive forces either from nearby 
locations, nationally or intemationally. 
• While there is considerable debate on the suitability of methodology used in 
existing research (Agurwal 1997; Bianchi 1994; Walle 1997), a set of criteria to 
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evaluate models has yet to emerge. Similariy, there is an apparent failure to 
develop a theoretical base to underpin existing research strategies and designs. 
• Methodologies based on suitable research paradigms have yet to be identified in the 
literature. 
2.6.3 Deficiencies of Existing Models in Relation to Transport 
The foregoing discussion highlights a number of deficiencies in the models used to 
explain resort development. From the perspective of this thesis one major 
shortcoming is the lack of recognition given to transport. In summery, the deficiencies 
relating to the impact of transport as a factor in resort development are: 
1. the role of transport as a factor in resort development has not been adequately 
explained, 
2. the impact of the economic market place (expressed as demand and supply) as a 
factor influencing the shape of the transport system in resorts has not been 
investigated, 
3. the possibility of links between specific forms of transport and specific stages of 
coastal resort development have not been investigated, 
4. a model that identifies the role of transport in the growth of coastal resorts has yet 
to be developed, and 
5. policy implications of the relationship between transport and resort growth have 
not been investigated. 
More specifically, when these limitations are applied to existing knowledge of the role 
of transport in the development of resorts in Southem Queensland a number of specific 
research questions can be identified. These questions form the basis of the 
investigation undertaken in this thesis. 
Specific questions relating to the role of the transport system in resort development in 
South Queensland requiring investigation are: 
Question 1 what role has the transport system played in resort development in 
South Queensland? 
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Question 2 what role does the economic market place, expressed in terms of 
demand and supply forces, play in determining the shape of the transport system in 
resort areas? 
Question 3 is it possible to identify specific stages of coastal resort development 
that are linked to specific forms of transport infrastmcture using South Queensland as 
a working example? 
Question 4 is it possible to develop an operational model that identifies the role of 
transport in the growth of coastal resorts in South Queensland? 
Question 5 what policy implications are there if a strong transport - resort growth 
relationship is identified? 
These questions will be addressed in Chapter 6. 
2.7 The Need for a New Approach to Resort Modelling 
Deficiencies in existing research identified in section 2.6 suggest that a new approach 
to modelling resort development is justified. Because littie attention has been paid to 
either the role of infrastmcture (including transport) or to economic factors that 
operate in the resort market, considerations based on these factors are appropriate 
starting points to commence the constmction of a new model. 
Transport Issues 
Given that transport has been given limited recognition as a factor in resort 
development and that transport has been an important factor in the historical 
development of travel (Casson 1974; Kmal 1986), inclusion of transport as a factor in 
resort development is justified. The question of how the role of transport should be 
examined is also an important consideration. Although a number of tourism 
researchers have considered transport as a factor in determining tourism demand (Lim 
1997, 1999) the role of transport in the growth of resorts has not been addressed in 
detail. A number of researchers (Ankomah and Crompton 1992; Barff, Mackay and 
Olshavsky 1982; Cheriow 1981; Chevas, Stoll and Sellar 1989; Morrison and Winston 
1985; Walsh, Sanders and McKean 1990) have considered the impact of a range of 
variables including cost, travel times, travel pattems and mode of transport in travel 
decisions but not within the specific context of resort development. Also missing from 
existing research are considerations of historical pattems of transport provision, 
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changes in model use of transport over time and use of transport modes based on 
generating regions. 
Economic Issues 
Existing models, including both diagrammatic and mathematical, pay little attention to 
the operation of the market as a factor in resort growth. Incorporation of economic 
elements including demand, supply, equilibrium and price will add a further level of 
explanation of the process of growth. A major advantage of incorporating economic 
elements is that it enables a more detailed assessment to be made of resort growth 
pattems based on changes in both demand and supply. Demand forces include both 
price and visitor type while supply forces are primarily concemed with the provision 
of infrastmcture. Analysis of transport infrastmcture as a supply side variable can be 
used to illustrate how increasing accessibility generates changes in the profile of resort 
visitors (based on generating regions). Chapter 4 will outline the Resort Development 
Spectmm model incorporating demand and supply aspects and discuss how it can be 
used to investigate the significance of transport. 
Methodological Considerations 
The previous section also highlighted a number of weaknesses in the methodology 
currently employed to develop and test models explaining resort development. For 
example, although widely used, the use of case studies as a methodology has not been 
satisfactorily justified. Similarly, little attention has been paid to the issue of model 
testing versus model building, the use of inductive versus deductive approaches to 
research and the adoption of appropriate paradigms. Moreover, little attention has 
been given to developing effective methods of evaluation or to the effectiveness of 
models as planning tools. Methodological issues will be further addressed in Chapter 
3. 
2.8 Summary 
Models used to explain the process of growth over time of coastal resorts have adopted 
a number of approaches. Models proposed by Barrett (1958), Burton (1994), Gilbert 
(1939), Gomisen (1981), Lavery (1974), Smith (1992), Thurot (1973) and Young 
(1983), are based on spatial analysis where characteristics such as urban pattems and 
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changes to resort morphology were considered. Relationships are observed over time, 
analysed and conclusions drawn. The essential weakness of this approach is that 
researchers have tried to develop explanations based on observations made of 
developing spatial relationships. As a result, there has been a failure to look at a 
deeper level and attempt to develop an understanding of why the participants in the 
process of growth undertook those actions in the first place. The roles of the market 
place and the price mechanism have been largely ignored in models that rely on spatial 
analysis. 
The concept of development cycles, including the product life cycle, have also been 
used as the basis for explaining growth. The idea of a cycle of development operating 
in resorts was first proposed although not pursued further by (Christaller 1963). 
Another avenue of research popularised by Butier (1980) has been the application of a 
modified product life cycle approach to explain resort development. The product life 
cycle, on which Butler's model is based, attempts to explain the various phases of the 
life of a product from the time when it is first released to the time when its demand has 
declined to the extent that it is withdrawn from sale. Arguably, tourism is a service 
rather than a commodity and the applicability of the concept of a cycle is at best 
tenuous. Agarwal (1997:67) for example, comments that it is extremely difficult to 
apply the resort model in an holistic sense to destination evolution and development 
and goes on to state that the applicability of the model is questionable. Although the 
focus of research efforts into resort development in recent years has centred on the 
application and modification of the Tourism Area Cycle of Evolution to explain the 
development process, progress has not been made towards developing a general theory 
of resort development. Research has not produced a modified resort theory that can 
predict the path, rate and form of development in a holistic manner. 
Failure to tie the observed effects of growth cycles, such as those observed at coastal 
resorts, to their underlying economic causes is a fundamental weakness in much of the 
existing literature. While the underlying concept of the product life development cycle 
is rooted in changed market place conditions, the Tourism Area Cycle of Evolution 
(Butier 1980) has usually been applied in a spatial sense rather than in an economic 
sense. Some applications of the model have tried to fit observed tourism development 
into the broad outiine of the study area's developmental history but have failed to look 
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at the study areas' economy and the demand side of the resort's customer base. In 
most instances, the role of capital has been neglected yet the place of the market 
appears to be fundamental in the process of resort development. These issues are 
discussed in detail in Chapter 4. 
Identification of the role of transport in resort development has been acknowledged 
but not actively pemsed by previous authors. As the link between generating regions 
and destination regions, transport is a key, though often over looked, element of the 
tourism experience. 
The resort market does not develop spontaneously. Rather, it is the result of a 
conscious effort by suppliers attempting to sell a resort experience to tourists in the 
hope that they will be attracted to that resort in preference to others resorts. The 
characteristics of resorts, such as their special stmcture, architecture and functions are 
the outward manifestation of the process of growth, not the cause of resort growth. 
The underlying causes of resort growth appears to have more to do with the operation 
ofthe market where investors, sensing that there is an opportunity for profit, establish 
a range of resort enterprises and where visitors, attracted by a combination of natural 
and built facilities, pay for the consumption of a range of resort goods and services. 
Existing research into resort growth has focused primarily on the outwardly observable 
signs of development rather than looking for other explanations that account for the 
process of growth. 
In the following chapter, the methodology employed in this thesis will be outlined. A 
new general model of coastal resort growth titled the Resort Development Spectmm, 
will be postulated in Chapter 4. 
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CHAPTER 3 
METHODOLOGY 
3.1 Introduction 
The purpose of this chapter is to identify a suitable methodological framework for research 
into the role of transport in coastal resort development in South Queensland. Shortcomings 
identified in existing models and research frameworks reviewed in Chapter 2 indicate that an 
altemative approach involving the development of a new model to explain resort development 
is justified. Prior to embarking on the process of model building there is a need to examine the 
various approaches that may be taken and to critically evaluate research tools that may be 
adopted. This chapter commences with a discussion of a number of fundamental questions 
that need to be addressed prior to commencing research. The chapter will build a research 
framework that addresses a range of issues including: 
• theory building versus theory testing, 
• deductive verses inductive approach to theory development, 
• selection of a suitable research paradigm, 
• appropriate research strategies, 
• research design, 
• case studies as a research method, 
• developing effective methods of evaluation, and 
• research procedures adopted for this study. 
After briefly reviewing the issue of theory building versus theory testing and the role of 
paradigms, a range of possible research strategies are evaluated and Case Studies is identified 
as a suitable methodology for addressing the questions raised in section 1.2. The chapter 
concludes with an outline of the procedures adopted in the study of the role of transport in 
coastal resort development as well as an outline of limitations. 
The review of existing research undertaken in Chapter 2 identified the following deficiencies 
in cunent tourism theory relating to resort growth: 
• the lack of demonstrated predictive capability of existing models. 
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• the absence in the literature of a theoretical basis to underpin existing research strategies 
and designs, 
• over-reliance on geographical and psychological research designs, 
• little attention has been given to the role of the market, 
• the role ofthe supply side has yet to be investigated in detail, 
• a heavy reliance on model testing rather than model building, and 
• failure to produce a set of criteria that can be used to evaluate resort development models. 
Chapter 2 also identified the following characteristics of existing research into resort 
development: 
• extensive use is made of case studies to test existing models, 
• a combination of qualitative and quantitative research methods are used, 
• extensive use is made of models as the basis for developing explanation, and 
• existing models do not exhibit a predictive capability. 
It is evident that existing research strategies and designs have failed to identify the role of 
infrastmcture such as transport in resort growth. Therefore, it is appropriate to consider a new 
approach to researching resort development. Based on the strengths and weaknesses of 
existing research identified in section 2.6 the characteristics of any new approach should 
exhibit the following characteristics: 
• be able to fit into an accepted social science paradigm, 
• be based on a body of theory that can be used as a spring-board for further model 
development, 
• possess an ability to be tested, replicated and evaluated, 
• demonstrate the role ofthe supply side, including the importance of transport, and 
• be able to utilise all data sets irrespective of their qualitative or quantitative nature. 
Further, it is desirable that any model developed to explain resort growth should include a 
predictive capability. 
The next section commences with a discussion of the need for theory testing versus theory 
building, followed by a review of research paradigms. Realism is found to be the most 
appropriate paradigm on which to base the research undertaken in this thesis. 
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3.2 Issues of Theory Testing and Theory Building 
3.2.1 Theory Testing Versus Theory Building 
A major consideration that should be addressed by researchers contemplating new research is 
the decision to either apply existing theory to solve a problem, or if existing theory is 
inadequate, develop new theory. The solution to the adoption of either approach lies in the 
ability of existing theory to offer answers or yield solutions to the problems being investigated 
or tested. If existing theory is unsuitable, developing a new theory is a suitable pathway to 
pursue in the quest for solutions. To date, the tourism literature has paid little attention to 
theory building, preferring to adopt a strategy of continuing to test and modify existing theory. 
Theory building requires a set of characteristics that differ to those required for theory testing. 
For example, existing theory many not be able to be adapted to take into account variables and 
relationships not incorporated in the original theory design. Much ofthe existing research into 
coastal resort development has relied on theory testing rather than theory building. Given the 
number of times existing theory has been tested and modified is appears unlikely that further 
extension of existing theories will yield overcome the difficulties outlined in section 2.6. The 
failure of existing theory to produce a model that enables analysis of the role of the supply 
side, particularly transport, suggests that there is a need to develop a new theory that possesses 
this ability. Accordingly, the approach adopted in this thesis is to develop a new theory of 
resort development as a platform to identify of the role of the transport system in the growth 
process of resorts in South Queensland. 
The decision to develop new theory necessitates an assessment of the related issues of the 
approach to theory development (centred on induction or deduction) and the adoption of a 
suitable research paradigm. The selection of either a deductive or an inductive approach to 
theory building will determine the type of research paradigm that should be used. Adoption of 
a specific paradigm as the basis for research is govemed by the type of research conducted as 
well as the aims of the research. The following sections will examine the deductive versus 
inductive approach to theory building followed by a discussion of the characteristics of 
paradigms used in social science research. 
93 
Methodology 
3.2.2 Deductive verses Inductive Approach to Theory Development 
Analysis required to answer the research questions outlined in section 1.2 indicates the need to 
develop an explanatory model that can be used to explain resort development at a number of 
sites. The next step is to decide on the nature of the theory building approach. Theory 
building of this nature has two main approaches, deductive theory testing and inductive theory 
building (Bonama 1985; Parkhe 1993; Romano 1989). Induction can be described as the 
process of discovering explanations for a particular group or set of facts, or, observational 
evidence in favour of a previously unknown proposition (Parkle 1993; Veal 1992). 
Conversely, deduction is a process of developing conclusions from something that is already 
known or assumed and based on accepted and existing principles (Parkle 1993; Veal 1992). 
Ryan (1995) describes deduction as an inferential process based on reasoning from initial 
sources. The difference between the two approaches can be viewed in terms of scientific 
paradigms. The inductive approach represents the phenomenological paradigm while the 
deductive approach falls within the parameters of the positive paradigm (Perry 1998; 
Easterbly-Smith; Thorpe and Lowe 1991:24). 
Theory Development in Resort Research 
Although previous research into coastal resort development has made extensive use of case 
studies (Malta, Oglethorpe 1984; The Isle of Man, Cooper and Jackson 1989; the Caribbean, 
Weaver 1993; Majorca, Morgan 1991; Nigeria Fall, Getz 1992; Minorca, Williams 1993; 
small island nations, Wilkinson 1987; Alpine areas of Australia, Digance 1997; mountain 
regions, Tooman 1997; Swaziland, Harrison 1995) as the basis for investigation, little attempt 
has been made to justify the use of case smdies as a research strategy versus other types of 
research strategies. Many of the existing case studies were used to test theories such as 
Butler's Tourism Area Cycle of Evolution (1980). These studies generally make extensive use 
of qualitative methods. As discussed in Chapter 2, extensive testing of Butier's Resort Cycle 
has failed to conclusively illustrate that the model can be used as a predictive tool or even 
satisfactorily proved to exist in the real world. In light of the deficiencies in the existing 
theories of resort development (Ban-ett 1958; Butler 1980; Burton 1994; Gilbert 1939; 
Gomisen 1981; Keller 1987; Lavery 1974; Smith 1992; Young 1983), it is apparent there is a 
need to review the existing trends in theory building and testing to find a research paradigm 
that is suitable for use as a springboard to develop and test new theories of coastal resort 
growth. 
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It is apparent that most existing research on coastal resort development is grouped on the 
deduction end of the deduction-induction continuum with researchers generally relying on 
existing theory (particularly Butler's model) to explain resort growth. Examples ofthe use of 
deduction to test existing theory (in this instance Butler's Resort Cycle) include Wall (1982), 
Strapp (1988), Debbage (1990), Martin and Uysal (1990), Foster and Murphy (1991), 
loannides (1992), and Williams (1993). In each of these examples, the explanation for resort 
growth was framed around existing theory or modifications of existing theory. 
The induction end of the continuum where new theories have been postulated is represented 
by Ban-ett (1958), Gilbert (1939), Keller (1987), Miossec (1976), Smith (1992) and Young 
(1983). Many of these models have not been tested by other researchers and their validity in a 
general sense is unknown. The tangible expression of these theories has been model building. 
Further use of the deduction approach will, in all probability, continue to yield additional 
extensions to existing theories but will fail to unearth so far unidentified variables or develop 
new theories that can be operationalised to predict fiiture development possibilities. On this 
basis, adoption of an inductive approach offers greater scope in the search for explanation and 
development of a predictive capability for coastal resort development and is employed in this 
thesis. 
The decision to embark on theory building rather than theory testing opens the question of the 
selection of a suitable research paradigm. The inductive approach suggests a 
phenomenological paradigm while the altemative deductive approach suggests a positivist 
paradigm (Easterby-Smith et al 1991:24; Perry 1998:3). These approaches representative 
opposite ends of the spectmm in theory building. The following section examines a range of 
paradigms to find the most suitable base for the theory building task required in this study. 
3.3 Research Paradigms 
3.3.1 Characteristics of Phenomenology and Positivism 
Research traditions in the social sciences can be divided into two major philosophies-
phenomenology and positivism (Easterley-Smith et al 1991:22). Both philosophical traditions 
have developed into distinctive paradigms, a term popularised by the work of Thomas Kuhn 
(1962). A research paradigm can be defined as the basic system or worldview that is the 
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investigator's guide (Guba and Lincoln 1994:107). A research paradigm can also be regarded 
as a framework of concepts, assumptions and propositions that orientated thinking and 
research (Bogdan and Biklan 1982:30). 
Positivism is based on the idea that the social world exists extemally, and that its properties 
should be measured through objective methods rather than relying on inferred subjectivity 
derived from reflection, intuition or sensation (Easterby-Smith et al 1991:23). Positivism also 
assumes that reality is extemal and objective and secondly, that only observations based on 
extemal reality will produce knowledge that is significant (Tsoukas 1989:551-553). 
According to the positivist approach, science progresses in tiny steps, each of which refines 
and extends what is already known. As long ago as the mid Nineteenth Century French 
philosopher Auguste Comte, an early proponent of this view, said 'All good intellects have 
repeated, since Bacon's time, that there can be no real knowledge but that which is based on 
observed facts' (cited in Easterby-Smith et al 1991:22). 
In the positivism paradigm, data is collected in a stmctured manner free of researcher 
intervention with the aim of seeking confirmation in value-free generalisations. This approach 
is appropriate in the namral sciences where the researcher is quite divorced from the subject of 
investigation. In the social sciences, such an approach is not always appropriate. Researchers 
in the social sciences participate in the real world to better understand its properties and 
features (Denzin 1983) and may not be able to divorce themselves from the subjects that they 
are studying as is the case in the positivism paradigm. 
Phenomenology, on the other hand, is based on the idea that reality is socially constmcted 
rather than determined objectively (Easterby-Smith et al 1991:24). Science does not always 
progress incrementally as suggested by the positivist view and may result from independent 
and creative thinking, unexpected discoveries being one measure of this approach. In the last 
50 years, phenomenology has emerged as a powerful new paradigm. The starting point for 
phenomology is the emphasis on the idea of reality being socially constmcted rather than 
objectively determined. According to Easterby-Smith et al (1991:24), '...the task ofthe social 
scientist should not be to gather facts and measure how often certain patterns occur, but to 
appreciate the different constructions and meanings that people place upon their experience'. 
It is possible to illustrate the differences between these approaches to research by examining 
the role of induction and deduction in theory building and testing. The phenomenological 
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paradigm relies on an inductive approach while the positivist paradigm represents the 
deductive approach. Recent applications of research designs have seen some movement 
towards a middle ground where elements of both approaches are employed. For example 
Miles and Huberman (1994:17) emphasise the importance of using existing research to 
understand what has already been achieved prior to introducing more theory building so that 
theory testing can be undertaken. Supporting this line of approach. Perry (1998) stated that 
some prior theory can exercise a pivotal role in the design of new theory. 
The major research traditions of phenomenology and positivism have each spawned a number 
of research paradigms that, in essence, prescribe the direction of research as well as the 
method of research. For instance, phenomenology has three major paradigms (Perry 1998); 
realism, critical theory and constmctivism which are illustrated in Table 3.1 (Guba and 
Lincoln 1994). Critical theory is based on inductive efforts at interpreting reality by the 
groups involved in the research (Ozanne and Hudson 1989). According to Guba and Lincoln 
(1994), the researcher is not independent but is part ofthe subject ofthe smdy. Critical theory 
is often used in social research because it can be used to build models and can be tested. 
Proponents of the Constmctivism paradigm argue that the time-content of knowledge claims 
can not be evaluated and that theories should not be tested or judged by empirical means 
(Perry 1994). Unlike other paradigms, proponents of Constmctivism hold that the researcher 
is a participant in the research. Thus, knowledge is subjective and in part created by the 
interaction between and among the interviewer and the respondent (Anderson 1986; Guba and 
Lincoln 1994). As a consequence, the Constmctivism paradigm does not yield a testable 
model. 
According to proponents of Realism, there is a 'real' world that can be discovered even though 
it may only be apprehensible in a probabilistically and imperfect way (Guba and Lincoln 
1994; Perry and Coote 1994; Tsoukas 1989). In summarising the main points of Realism Hunt 
(1990:9) stated that '(I) the world exists independently of its being perceived, (2) the job of 
science is to develop genuine knowledge about the world, even though such knowledge claims 
will never be known with certainty, and (3) all knowledge must be critically evaluated and 
tested to determine the extent to which they do or do not truly represent or correspond to that 
world\ An approach to research based on realism requires an inductive approach because 
accepted principles and constmcts have not been established. Moreover, realism is 
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characterised by researcher objecdvely which facilitates the collection of extemal phenomena 
such as perceptions that are 'unobservable' (Bonoma 1985; Hunt 1990; Taoukas 1989). 
In Table 3 I, the concepttial schema of the three phenomenological paradigms, as well as the 
positivism paradigm, are illustrated by identifying four continuums; Objective/Subjective, 
Deduction/Induction, Commensurable/Incommensurable and Theory Building/Theory Testing. 
The characteristics of each paradigm are outlined according to where they lie in a series of 
continuums. 
In column one, the Objective/Subjective continuum is outlined for each paradigm. The 
objective end of the continuum refers to the investigation of phenomena that are extemal to the 
researcher. Characteristics of the phenomena are assessed according to extemal references 
(Hunt 1990; Parkhe 1993). Subjective assessment, on the other hand, refers to assessment of 
phenomena based on the researcher's existing mental framework. 
Column two, Deduction/Induction, illustrates a continuum where deduction is a process of 
using the known to draw conclusions, and induction is the process of using a set of facts to 
discover explanations (Parkhe 1993). In column three, Commensurable/Incommensurable, 
commensurable refers to the evaluation of researcher's claims. Peer review is one avenue of 
achieving this. Incommensurable, on the other hand, refers to the absence of methods of 
measuring or testing the researcher's claims. The fourth column illustrates the theory 
building/theory testing continuum (Parkhe 1993:235-239). In this case, theory building refers 
to the use of systematically obtained and analysed data to discover or build a theory. 
Altematively, theory testing is characterised by using theory to guide the collection of 
empirical data to test the theory. In the final column, methodologies commonly used for each 
paradigm are outlined. 
Table 3.1 Categorising Scientific Paradigms in a Three Dimensional Framework. 
Paradigms 
Positivism 
Critical Theory 
Constructivism 
Realism 
Objective/ 
Subjective 
Objective 
Subjective 
Subjective 
Objective 
Deduction/ 
Induction 
Deduction 
Induction 
Induction 
Induction 
Commensurable/ 
Incommensurable 
Commensurable 
Commensurable 
Incommensurable 
Commensurable 
Theory Building/Theory 
Testing 
Theory Testing 
Theory Building 
Theory Building 
Theory Building 
Common Methodologies 
Surveys and experiments, 
mainly quantitative 
Action research 
In-depth unstructured 
interviews 
Case studies, structured 
interviews, mamly 
qualitative methods 
Source: Adapted from Perry (1994:28) 
98 
Methodology 
3.3.2 Selection of a Research Paradigm 
Unfortunately, tourism researchers have generally ignored the need to engage in the debate 
about the relative merits of research paradigms apparently preferring to get on with the job of 
analysis. This may explain the relative paucity of new theory being contributed to the debate 
on resort development, particularly in the past 20 years. Most existing research into coastal 
resort development has been conducted in the positivism paradigm where deduction has been 
the common standard for evaluation. Butler's Tourism Area Cycle of Evolution (1980) is the 
principle example. Causal relationships have been identified based on objectivity (Easton 
1994; Parkhe 1993). Testing of theory employing this paradigm utilises a deductive approach. 
Commensurability of claims is established by peer review and critical discussion. The 
problems encountered in this approach have been previously highlighted in Chapter 2. The 
major shortcoming of the positivism paradigm is that the deductive approach to testing 
overlooks or ignores new variables or factors. As a result, theory testing is based on testing a 
previously constmcted framework such as a specific model. The consequence in the field of 
resort development research has been that economic variables such as the price mechanism 
and supply side variables including transport have been largely ignored. 
Critical theory and Constmctivism are located at the subjective end of the continuum and are 
not suitable as paradigms required for theory testing, principally because they lack objectivity. 
Therefore they are not suited for research in the area of resort development as any theory that 
is developed requires testing. 
Realism offers the best mix of desirable characteristics that can be used to develop and 
confirm research methodology of the type proposed in this thesis. Tourism research tends to 
exhibit a strong contemporary element, a reflection of the relative infancy of systematic 
research in this field. If the factors ofthe phenomena being studied are not well established or 
clear, an inductive approach is usually required to discover new relationships and new 
variables. This approach fits well with the field of resort development where this thesis has 
argued that existing research has largely failed to take into account the role of the market and 
price mechanism as factors in resort development. 
The altemative approach, deduction is possible only when the principles are already known. 
As previously argued, this is not the case in assessing the role of transport in resort 
development research. The need for researcher objectivity is also a preferred approach if the 
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relationships or characteristics of the phenomena under investigation are to be identified. 
Finally, use of the peer review process (which is a characteristic of Commensurable) to 
validate research findings and analytical methods used, is preferred if findings are to be widely 
accepted and employed in further research. 
3.4 Research Strategies 
Following a review of a range of potential research strategies, this section will outline the 
advantages of case smdies as the preferred research strategy for this thesis. 
3.4.1 Types of Research Strategies 
Research strategies commonly used in social science research are; histories, experiments, 
surveys, case studies, and analysis of archival data (Tsoukas 1989:551). Adoption of a 
strategy best suited for a specific research project depends on three conditions (Yin 1994:1): 
1. the type of research questions asked, 
2. the control that the investigation has over actual behavioural events, and 
3. the focus on contemporary as opposed to historical phenomena. 
These conditions will have a significant influence over the research strategies adopted. The 
summary of research strategies outlined in Figure 3.2 illustrates the role of these conditions in 
the selection of research strategies (Yin 1994:6). The form of research question will often 
dictate the research strategy. Thus, if 'how' and 'why' questions are to be asked in a 
controlled environment, the most appropriate research strategy is experimental. Conversely, if 
'how' and 'why' questions are to be asked in a situation where there is no control over 
behaviour, case studies are a valid approach. 
Table 3.2 Relevant Situations for Research Strategies 
Research Strategy 
Experimental 
Survey 
Archival analysis 
History 
Case Study 
Form of Research Question 
how, why 
how, what, where, how many, 
how much 
who, what, where, how many, 
how much 
how, why 
how, why 
Requires Control Over 
Behavioural Events? 
Yes 
No 
No 
No 
No 
Focuses on Contemporary 
Events? 
Yes 
Yes 
Yes/no 
No 
Yes 
Source: Yin 1994:6. 
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3A2 Adoption of a Suitable Research Strategy 
Questions asked in this thesis can be classed as 'how' and 'why' questions. 'Why' did tourism 
development commence in the first place, 'how' was development sustained and 'how' has 
transport contributed to growth? When examining the question of development, the researcher 
has no control over behaviour and is an observer only. Factors to be considered in resort 
development must include both historical and current events because of the time taken by 
many resorts to grow in size. Historical events can often be captured as histories and 
collections of data such as visitor numbers. On the other hand, current events are difficult to 
capture as data sets because research involves examining contemporary phenomena occurring 
in real-time circumstances. However, a focus on contemporary events is important as 
development can be very rapid and may cause significant changes in resort morphology over a 
relatively short period of time. 
Adoption of a suitable research strategy for this thesis requires selecting a design that can 
accommodate the requirements of studying a phenomenon that operates in a real-life context 
but which exhibits a range of historical characteristics. Scientific investigation requires the 
conducting of experiments in closed systems to identify causal laws that can then be 
generalised in the namral and social world that operates in an open system (Tsoukas 
1989:552). The inability to examine events in a controlled environment mles out the use of 
scientific-style laboratory investigation techniques in this smdy. Similarly, it is difficult to see 
how the use of a survey design would find answers to the questions being asked. To conduct a 
survey it would be necessary to first identify a population able to be surveyed. Discussion in 
Chapter 2 indicated that existing researchers in the area of coastal resort development have a 
limited understanding of the role of transport and either ignore transport as a factor or give it 
little weight. Other possible groups that could be surveyed might include govemment 
officials, developers and planners. Consideration was given to a survey of this namre but 
discarded on the basis that little would be achieved because of the complexity of the data 
required and the fragmented knowledge base ofthe potential survey population. 
Analysis of archival data was a further possible research strategy. A review of data sources 
uncovered a number of useful sources including Royal Automobile Club of Queensland 
Accommodation Guides, Australian Bureau of Statistics data, and visitor arrival data collected 
by the Bureau of Tourism Research and the Queensland Tourist and Travel Corporation. 
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Although useful, these data sets, on their own, were insufficient to develop the range of 
information required to satisfactorily answer the questions asked in section 1.2 of this thesis. 
Histories of resorts were also considered as a research strategy but were found not to 
adequately satisfy the requirement to identify a common range of variables that together 
determined the direction and intensity of resort growth. Most histories dealt with events and 
personalities, building and styles, fashion and marketing. Commentary on statistical indicators 
such as yield and occupancy rates, market data and passenger capacity were not recorded or 
lacked rigour in collection techniques. 
The questions asked in section 1.2 require an investigation of the role of the transport system 
in coastal resort development from a supply side perspective. Answering these questions 
requires the adoption of a research strategy that exhibits the following characteristics: 
• an ability to identify the range of variables that effect resort development, 
• assist to develop a theory that can be used to predict how a combination of these variables 
will influence the rate and scale of development, and 
• create a model that will provide a framework suitable of theory testing. 
On balance, case studies offer the best fit of characteristics required to answer these questions. 
Moreover, as a research design case studies is sufficiently flexible to incorporate elements of 
other research strategies including surveys, histories and archival analysis. 
3.5 Research Design 
Research design will influence the findings of research activity. In designing research, the 
main considerations are selection of research methods and evaluation of research results. This 
section will focus on research methods and the forms of evaluation that may be used. 
3.5.1 Research Methods 
Traditional methods of research have centred around qualitative or quantitative approaches or 
in some cases a mix of the two methods. Both methods are extensively documented and 
widely used in social science research, although scientific (or quantitative) methods have 
dominated (Walle 1997:524). Although often used on a mutually exclusive basis, quantitative 
and qualitative methods can be used conjunctly to gain the maximum benefits from both 
methods ( Bonoma 1985; Yin 1993). 
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Although qualitative methods have been widely employed, a number of studies into resort 
development have successfully used a mix of quantitative and qualitative methods (di 
Benedetto and Bojanic 1993; Getz 1992; loannides 1992; Kermath and Thomas 1992). The 
success of this approach is evident in the large number of publications in the field of resort 
development. Accordingly, a mix of both quantitative and qualitative methods has been 
adopted for this thesis. The following discussion highlights the characteristics of quantitative 
and qualitative methods and outlines the quantitative and qualitative methods used in 
collecting and analysing data on coastal resort development. 
Quantitative research 
Quantitative research relies on collecting data in a form that can be mathematically processed 
and analysed to help create and pose hypotheses that can be tested and refined using scientific 
methods (Walle 1997:524). Data collection in the social sciences can be gathered from 
interviews, tests/measures, questionnaires, observation, archives and data banks (Easterby-
Smith et al 1991:116). Researchers in the social sciences have tended to emphasised 
questionnaires at the expense of the other measures. A problem with survey methods is that 
results are tme only for the sample tested although good sampling techniques do allow 
extrapolation to give general trends for the entire population. Although considered, 
questionnaires were not used in this study on the grounds that archives and data banks were 
more likely to illustrate the historical trends that show resort development over time. A 
problem with an over-reliance on quantitative methodology is the temptation to employ 
scientific research designs in situations where understanding is based on insight, intuition and 
other non-rigorous knowledge (Walle 1997:525). In these instances, understanding will not 
result from application of scientifically rigorous methods. Although researchers such as Gunn 
(1987:4) see science, represented by quantitative methods, as of paramount importance in 
gaining knowledge about tourism, adoption of quantitative methods only, would exclude large 
parts ofthe tourism phenomenon which are not scientifically quantifiable (Tribe 1997:646). 
Qualitative Research 
According to Ryan (1995) qualitative research is concemed with the subjective component of 
research and can be a useful source of new ideas, insights and perspectives. Adams and White 
(1994:570) list a range of qualitative research methods including qualitative logic of inquiry, 
interviews, participant observations, fieldwork and action research and state that qualitative 
research should employ some logic of inquiry such as grounded theory to guide research 
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activity. Absence of logic of inquiry may prevent discovery, reduce methodological rigour, 
and prevent the development of empirically grounded theory that may contribute to both 
knowledge development and use. 
Qualitative research is often characterised as being soft social science, interested in 'mushy' 
processes and dealing with inadequate evidence verses hard-nosed, data driven, outcome-
orientated, scientific results (Yin 1993:57). However, this need not be the case. While 
qualitative data can not be readily converted into numerical values, it can be represented by 
categorical data, by perceptual and attitudinal dimensions and real-life events. Cells filled 
with words instead of numbers can represent empirical evidence. In the course ofthe research 
into resort development a range of qualitative methods were used including, qualitative logic 
of inquiry, interviews, participant observations and fieldwork. Although the use of qualitative 
research declined after World War II as business disciplines such as marketing embraced 
scientific methods, the ensuing loss of relevance amongst practitioners has seen a re-
embracing of qualitative research methods in recent years (Walle 1997:526). In recent years 
new software programs such as NUDIST have been developed to assist researchers map the 
mental world of participants to identify themes in the data collected from interviews (Perry, 
Alizadeh and Riege 1997:13). 
Combined Qualitative and Quantitative Research 
The debate over qualitative verses quantitative methodology in evaluative research has been 
pursued with some vigour although debate sometimes has the appearance of a philosophical 
debate rather than being based on logic (Guba and Lincoln 1989; Lincoln 1991; Smith and 
Heshusius 1986). Rather than debate the most appropriate method for a research design as 
being either qualitative or quantitative, an altemative approach is to combine the two. Many 
researchers dispute this approach because of perceived methodological problems (Romano 
1989:3; Walle 1997:524-536) and because there are insufficient guides regarding 
implementation of such a process (Miles and Huberman 1985). Case studies can fill the 
middle ground as they can be undertaken using both qualitative and quantitative methods (Yin 
1994:14). Examples of mixing of qualitative and quantitative data sets in social science 
research are cited by Yin (1993). 
Previous research has indicated that a range of factors are instmmental m creating the 
conditions necessary for resort development. Measurement and analysis of these factors 
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favour a menu of data collection methods drawn from both qualitative and quantitative 
measures and include, qualitative logic of inquiry, interviews, participant observations, 
fieldwork, and archival and data banks. 
3.5.2 Evaluative Methods 
The ability to evaluate research is a significant factor in research design. This section 
evaluates the strengths of Case Smdies, Ethnography, Grounded Theory and Quasi-
Experimental methods as evaluative methods. Table 3.3 illustrates the major feature of each 
evaluative method (Yin 1993:64). 
Ethnographic evaluation is based on the assumption of multiple realities that are socially 
constituted. The notion of a single, objective reality is discarded, thereby differentiating this 
method from the traditional paradigm of experimental science which assumes a single 
objective reality that can be replicated as proof of validity (Guba and Lincoln 1986). This 
method of evaluation is not suitable for the research being undertaken into coastal resorts. 
Quasi-Experimental evaluations grew out of the desire to evaluate the success of federal 
govemment programs in the USA (Yin 1993:63). This method is generally employed to make 
comparisons in the design and administration of demonstration projects. As a consequence, 
the method is of little use in evaluating coastal resort growth, unless it is driven by specific 
govemment strategies. 
Grounded theory can be defined as theory that is inductively derived from the study of the 
phenomenon it represents (Strauss and Corbin 1990:23). This approach is interested in theory-
building, not theory-testing. Theory is usually developed from implementing the scientific 
method. Grounded theory uses empirical data to identify emergent categories by using coding 
strategies such as breaking down, conceptualising and reconstituting data to resolve problems 
(Yin 1993:62). As the approach adopted in this thesis is to develop and test theory. Grounded 
theory was discarded as a possible evaluative method. 
The employment of Case Studies as a research method has been championed by a number of 
researchers including Yin (1989, 1994) and Perry (1994). In its simplest form, case studies is 
a method of research that investigates a contemporary phenomenon within its real-life context 
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where the boundaries between the phenomenon and the context are not clearly evident (Yin 
1994:13). 
Of the four methods outiined in Table 3.3, Case Studies exhibit the most desirable 
combination of characteristics for evaluation. Neither Ethnography nor Grounded Theory 
favour both theory building and testing, previously identified as a key prerequisite for 
identifying the role of transport in resort development. Quasi-Experimental methods exhibit a 
number of suitable characteristics however, it failure to consider the context ofthe research as 
an essential part of the phenomenon under investigation and the preference for quantitative 
data versus a mix of quantitative and qualitative data relegate it to a position behind Case 
Studies. 
Table 3.3 Differences in Assumptions Among Four Evaluative Methods 
Design Criteria 
1. Assumes a single reality 
that can be investigated by 
following the traditional 
mles of scientific inquiry 
2. Can be used for theory 
building 
3. Also favours theory-
testing 
4. Considers context as 
essential part of 
phenomenon 
Data Collection and 
Analysis; 
5. Favoured data collection 
technique 
6. Type of data to be 
analysed 
Case Study 
Yes 
Yes 
Yes 
Yes 
Muhiple 
Quantitative 
or qualitative 
Ethnography 
No 
Yes 
No 
Yes 
Participant 
observation 
Mostiy 
qualitative 
Grounded 
theory 
Yes 
Yes 
No 
Yes 
Multiple 
Qualitative 
only 
Quasi-
Experimental 
Yes 
Yes 
Yes 
No 
Muhiple 
Mostly 
quantitative 
Source: Yin 1993:64. 
3.6 The Justification for Case Studies 
3.6.1 Definition of Case Study Research 
Although case study research has been widely used as a method in tourism research a clear 
definition of the term, as it applies to tourism research, has yet to emerge. The mafter of 
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definition has been addressed in the marketing literature and it is from this field that existing 
definitions have been drawn. Bonoma (1985) defined a case study as a description of a 
management situation. This view was supported by Kaplan (1986) who added that case 
studies can also provide a description ofthe actual situation. Merriam (1988:11-15) described 
five essential characteristics of case studies as; descriptive or holistic, particularistic, lifelike, 
grounded and exploratory, heuristic and inductive. 
Case studies were defined by Robson (1993:52) as a research strategy 'which involves an 
empirical investigation of a particular phenomenon within its real life context using multiple 
evidences'. In practice, many investigations into tourism development had adopted this 
approach to research. Yin (1989:23; 1994:13) identified the four core components of case 
study research as: 
• investigation of a contemporary phenomenon within its real-life context; when 
• boundaries between phenomenon and context are not clearly evident, 
• multiple sources of evidence are used, and 
• research should be part of a comprehensive research strategy, not just a data collection 
tactic or a design feature. 
According to Yin (1994) case studies also enable the integration of pattems of behaviour for 
understanding the phenomenon of interest. 
In a recent study into the dynamics of overseas Chinese/Australian business networks, 
Batonda (1998) defined case study research as a 'strategy for doing research which involves 
an empirical investigation of a particular contemporary phenomenon within its real life 
context using multiple evidences'. To adapt Case Smdy methodology for use as a tool for 
tourism research a number of conditions should be meet. Based on the previous use of case 
studies in tourism research these should include: 
• flexibility in application, 
• be able to be used over multiple sites in the same country as well as multiple sites in a 
number of countries, 
• be able to study the development of the tourism phenomenon over time, 
• an ability to use a range of quantitative and qualitative data, 
• possess an ability to compare findings from one case study with findings from other case 
studies. 
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• be able to be employed to test theory as well as discover new theory, and 
• have an ability to draw on research tools from a range of disciplines. 
Given the previous use of case studies in tourism research and the success that has been 
achieved. Case Smdy methodology is defined for the purposes of this thesis as 'a research 
methodology that employs multiple data sources to investigate dynamic tourism phenomena 
that may occur over multiple sites and over lengthy periods of time in order to produce new 
testable theory or validate existing theory'. 
3.6.2 The Case for Case Studies 
Case study analysis has been defined as a research method employed when attempting to 
attribute causal relationships when the phenomenon under study is not readily distinguishable 
from its context (Yin 1993:3). Case studies are particularly applicable when investigation 
covers both a particular phenomenon and the context within which the phenomenon is 
occurring because, either; 
• the context is hypothesised to contain important explanatory variables about the 
phenomenon, or 
• the boundary between the phenomenon and the context is not clearly evident (Alkin 1992). 
As a method of research, case study analysis enables an evaluation to be made of the 
phenomenon and the context in which it is occurting. In this smdy, the phenomenon is 
tourism development and the context is the geographic area occupied by a tourism resort and 
the economic market that resorts operate in. Discussion of the context poses distinctive 
technical challenges that include: 
• the number of variables are likely to exceed the number of data points, 
• the study will not rely on a single data collection method therefore requiring multiple 
sources of evidence, and 
• even if relevant variables are quantified, the research methodology needed for analysis will 
require distinctive strategies (Yin 1993:3.). 
Case study analysis is one method of achieving a research design that will achieve these 
requirements and is a widely used method of research in business and medicine as well as 
tourism. A possible disadvantage of adopting case studies as a research methodology is that 
the method lacks a clear framework to guide researchers. For example, this method of 
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research has yet to produce a joumal that focuses on case studies as a formal methodology 
(Easton 1994; Parkhe 1993; Perry 1994; Tsourkas 1989; Yin 1994). Moreover, most common 
textbooks on social science and evaluation research methods hardly mention case studies (Yin 
1993). 
Case studies can be as rigorous as mainstream research, providing attention is given to the 
logic and practice of case smdy research (Bailey 1982). An additional advantage of case study 
research is its ability to use both qualitative or quantitative research (Yin 1984/1989; Yin 
1993). Other researchers support this view and state that case smrdy research should not be 
confused with or regarded as a type of qualitative research (Schwartz and Jacobs 1979; Strauss 
and Corbin 1990; van Maanan, Dabbs and Faulkner 1982). Characteristics of case study 
research should not be viewed as attributes of two competing types of research but are instead 
attributes ofthe type of data. 
In defence of the case studies approach, the restrictions imposed on responses by 
questionnaires when investigating the heterogeneity of procedures and their relationship to the 
context is overcome (Rickwood, Coates, and Stacey 1987:319-326). Moreover, case studies 
can be conducted at a single site or in multiple sites (Miles and Huberman 1985:151; Romano 
1989:36; Yin 1994). The advantage of multiple sites is that the researcher can compare sites, 
identify a range of similarities and develop explanations that can then be generalised (Miles 
and Huberman 1985:151). On a negative note, the literature fails to specify how many case 
studies should be employed (Romano 1989:36). 
In the field of tourism studies, the use of case studies to support research into resort growth 
research is gaining popularity although their employment has been largely to test models 
rather than build models. The use of case studies to test models such as Butler's (1980) 
Tourism Area Cycle of Evolution has become widespread. Butler's Tourism Area Cycle of 
Evolution model has been extensively tested using case studies analysis. Examples of case 
studies used to test the Tourism Area Cycle of Evolution were previously discussed in section 
3.3.2. 
In one of the most recent uses of case study analysis to explain tourism growth, Douglas 
(1997) used Butler's Tourism Area Cycle of Evolution model to examine the development of 
tourism in Melanesia. In a similar manner, Tooman (1997) applied the life cycle model 
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developed by Butler (1980) to analyse the long term economic effects of tounsm in The 
Greater Smokey Mountain region of East Tennessee and Westem North Carolina. Both 
studies employed Butler's model to explain growth but neither identified the mechanisms of 
growth in a way that could predict future trends in the destination's development. Most case 
studies of tourism growth m specific areas, ranging from a group of related countries (Douglas 
1997), to small regions (Tooman 1997) and cities (Getz 1992), have involved the application 
of a specific model to the area under study. 
In many instances, findings of the research have been made to fit the model. In instances 
where the data and the model don't appear to agree, the model has been adapted to fit the 
research findings. Tooman (1997), for example used a case study approach to evaluate social 
welfare changes as tourism evolved overtime in The Greater Smokey Mountain region in the 
USA. In the study, Butler's life cycle model was modified to evaluate the indirect 
consequences of tourism in the region. Douglas (1997) employed Butler's (1980) model to 
explain tourism development in Melanesia and examined each nation in the region on a case 
by case basis. Similarly, Smith (1992) used the Tentative Beach Resort Model to explain 
tourism development in Thailand, Malaysia and the Gold Coast, Australia. 
In each of the instances cited, case studies were used with varying degrees of success to 
validate the model used in the analysis. It is therefore apparent that in research into tourism 
growth, case studies analysis is widely used and as a methodology, has drawn little criticism 
from researchers in the area. On the other hand, with the exception of Smith's (1992) 
Tentative Beach Resort Model, case study methodology has not been used to develop a theory 
of resort development or a model emanating from the theory. 
Although the case studies approach may be criticised on the basis that it lacks the rigour able 
to be obtained from observations and questionnaires used in quantitative research, it is a useful 
method of identifying variables. The application of case studies methodology involves 
analysis of real 'messy' situations (Christensen and Hansen 1987). Perry (1994) noted that in 
recent years a number of dissertations have adopted the case study approach and achieved a 
high rate of success. Examples were cited in diverse areas such as marketing on the Intemet, 
business, engineering, customer service, banking, marketing of community museums and 
organisational accountability of the marketing communications functions. The apparent 
success of the approach goes some way to countering the criticism of Adams and White 
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(1994) that case study dissertations exhibit a 'mindless empiricism' and should be eliminated 
as a research methodology. 
In Chapter 2, previous attempts to identify the vanables involved in growth were identified. 
While transport was acknowledged as being of importance it has not been factored into 
existing models or typologies as a significant variable, except by of Miossec (1976). ft was 
also noted that, apart from the model developed by Butler (1980), little attempt has been made 
to generalise other models of tourism development to determine if they are applicable to a 
wide range of localities. In most cases, models such as those developed by Barrett (1958), 
Thurot (1973), Lavery (1974) and Miossec (1976) were only able to explain developments in 
localised areas which had fairly restrictive limitations placed on them (Smith 1992). To 
develop an explanation of resort development that has a predictive capability there is a 
requirement to analyse growth in a number coastal areas, each exhibiting different stages of 
development ranging from embryonic tourism to a highly developed, intemationally orientated 
location. Analysis of development over a wide range of locations should indicate if there are 
any underlying variables that have an impact on development over the full cycle of growth 
from little or no tourism to a fully developed tourism area. 
3.6.3 The Case Against Case Studies 
A number of researchers have raised concems over the use of case studies as a research 
strategy. For example, Adams and White (1994) found that in a sample of 138 public 
administration dissertations using case smdy analysis, 47 per cent had no theoretical 
framework to guide the research and only 18 per cent were classed as being of good or 
outstanding quality. Following this line of analysis, Adams and White (1994) stated that much 
of the qualitative and case study research was mindless in that it was not guided by a 
theoretical framework nor did the findings have any relevance to theory or practice. 
Criticism levelled by Adams and White (1994) against case study methodology raises a 
number of valid concems. Concem has been raised about the apparent lack of rigor of case 
study research as well as concem that there is little basis for scientific generalisation. Other 
concems have been raised over the length of time taken to complete case studies and the 
massive documentation that is produced (Feagin, Orum and Sjoberg 1991). The concem over 
bias in results is valid but not restricted to case study research. Bias can also be encountered 
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in experiments, survey question design (Sudman and Bradbum 1982) and when conducting 
historical research (Gottschalk 1968). Basing generalisations from the findmgs of single case 
studies mns the same risk of developing generalisations on a single study. Developing 
generalisations from the findings of multiple case smdies reduces the risk of bias in the same 
manner that basing generalisations on the results of multiple experiments is a more appropriate 
scientific approach (Yin 1994:10). 
3.7 Research Procedures Adopted 
3.7.1 Adaptation of Case Studies as a Method 
The analysis of resort growth based on case smdy analysis can be attempted in a number of 
ways including historical analysis of growth pattems, analysis of commonality in development 
pattems such as spatial pattems, or a combination of the two. Many case smdies that examine 
the development of destination areas such as coastal resorts, rely on historical analysis (di 
Benedetto and Bojanic 1993; Cooper and Jackson 1989; Foster and Murphy 1991; Getz 1992; 
Morgan 1991; Oglethorpe 1984; Weaver 1990; Wilkinson 1987; Williams 1993). In these 
examples of the use of case smdy analysis, examination of tourism development commenced 
when tourism facilities were first established and growth was smdied through to the present. 
Stages of growth, based on existing theory such as Butler's Tourism Area Cycle of Evolution 
(1980), are usually identified through historical evidence. Theoretically, it should be possible 
to compare existing resort development studies, using the stages identified by respective 
researchers, to identify similarities in the causes and pattems of development. To date, few 
comparisons of this namre have been attempted. 
An altemative, and seldom employed method, is to take a number of case studies and compare 
them to identify commonality in development pattems based on predetermined variables. 
From the commonality in development pattems based on variables such as changes in spatial 
pattems, a theory or model of development can be posmlated. In studies where this approach 
has been employed, the results have been specific to the areas investigated (Smith 1992; 
Soanne 1993). As a consequence, the resulting theory or models of development are not 
widely applicable to destinations that lack the limited specifications imposed by the authors. 
This characteristic is a serious limitation and precludes the wider use of these models to 
develop a general model of resort growth. 
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A third approach is to examine a series of case studies, combining the previous methods of 
investigation. In this approach, a number of case studies can be compared, and the various 
stages or phases of development analysed to identify similarities in the causes of growth. 
Identification of development pattems based on similar variables that span separate 
geographical locations and occur over long periods of time, enables identification of factors 
that may have been overlooked if analysis had only been based only on analysis of specific 
common features or on historic pattems. This form of analysis can be expected to yield a 
number of variables that apply in all cases, occur during all periods of development and 
operate irrespective of location. 
The variables adopted in this thesis are those associated with the economic aspects of 
development. This approach to the identification of resort development variables was based 
on the following factors. 
• All resorts, including coastal resorts, operate in a monetised economy where the price 
mechanism determines the allocation of goods and services through the forces of demand 
and supply in the market place. 
• All resorts require a supply of infrastmcture that is based on demand by tourists for that 
infrastmcture. 
• Throughout history, even in planned economies, the price people are willing to pay for a 
holiday at a resort will have a significant impact on the supply of resort services. 
• All resorts exhibit a set of common economic variables. On the demand side these include 
transport access, accommodation and recreation amenities. On the demand side, common 
variables include the price tourists are willing to pay, the effect of competing destinations 
and the scale of the market that the resort operates in. 
• Transport is a key factor to unlocking the potential of a prospective resort area and for 
fostering further development in established resorts. 
3.7 2 Research Procedures 
The tourism literature does not provide clear guidance on the number of case studies that 
should be used to test theory. The majority of studies focusing on resort development use only 
one resort to test theory. In instances where multiple case studies (Smith 1992; Soanne 1993) 
have been employed, the researcher has compared the development of mature resorts by using 
historical and spatial data. Based on this analysis the researchers have been able to develop 
113 
Methodology 
explanatory models. As resorts selected for this thesis are still growing and exhibiting 
dynamic change it is appropriate to consider an expanded range of variables allowing 
comparison within a standardised framework. 
To test the Resort Development Spectmm model three resorts were selected on the basis that 
each resort exhibited a different phase of growth. Tourism growth pattems in each resort were 
compared and common variables identified. The framework for analysing the growth pattems 
of resorts on an individual and collective basis, over time, was based on supply side factors 
identified in the Tourism Crime Cycle (Prideaux 1966:71) previously discussed in Chapter 2. 
A preliminarily investigation of the pattems of growth in the resorts identified a number of 
growth variables based on the resort's supply side. These variables, including transport 
access, accommodation, recreation, promotion, retail services, recreation and leisure 
opportunities, were found to apply in each resort and were based on contemporary as well as 
historical development pattems. While variables such as promotion, composition of resort 
work force and retailing were considered, they were not incorporated in the analysis on the 
basis that they did not directly contribute to the understanding ofthe role of transport in resort 
development. 
In each case study the following framework was used as the basis for comparison between 
resorts: 
• Physical aspects of the region, 
• Urban stmcture and settlement pattems, 
• Major attractions, 
• History of tourism development, 
• Current phase of development, and 
• Future prospects. 
To compare development pattems between development phases in each resort and between 
resorts the following framework was used: 
• Growth pattems over time, 
• Accommodation sector including changes in classification, and 
• Transport including mode of travel. 
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Comparing these variables overtime and between resorts facilitated the identification of 
common trends as well as exceptions. Based on the performance of these variables over time 
and between case studies it was possible to test the validity of the Resort Development 
Spectmm. 
Within the overall framework of variables a number of other growth indicators were identified 
and are illustrated in Table 3.4. Not all growth indicators were used in the study, either 
because they were not available (Price Indices) or were not necessary to illustrate the 
operation of the Resort Development Spectmm (Resident stmcmre and economic 
development). 
Table 3.4 Indicators of Growth in Coastal Resorts 
INDICATOR 
Physical Changes 
Accommodation 
Transport 
Infrastructure 
Visitor Patterns 
Resident Structure 
Economic 
Development 
Infrastructure 
Attractions 
Price (1) 
ANALYSES 
Morphology 
Quality and star rating 
Transport modes 
Visitor type 
Permanent residents vs 
visitor numbers 
Employment structure 
Quantity and type 
Natural and built 
Price Indices 
DATA TYPE 
Land-use 
Classification 
Passenger arrivals by 
mode 
Development of rail, 
sea, road and air access 
Origin 
Length of stay 
Accommodation used 
Census data 
Industry structure 
Historical records and 
field observations 
Historical records and 
field observations 
Cost of resort goods and 
services; infrastructure 
costs 
DATA SOURCE 
Field survey 
RACQ Accommodation Guide, 
Bureau of Statistics 
Previous studies, Bureau of 
Tourism Research 
Previous studies, Bureau of 
Tourism Research, Bureau of 
Statistics, Commonwealth 
Department of Transport, and 
Regional Development 
Previous studies, Bureau of 
Tourism Research, Bureau of 
Statistics 
Previous studies, Bureau of 
Statistics 
Previous studies. Bureau of 
Statistics 
Previous studies. Bureau of 
Statistics, Field observations 
Govemment statistics 
Source: Developed for this research 
Notes: 
(1) The consumer price index compiled by the ABS is a useful overall guide to price levels but is not compiled 
for non-metropolitan cities. Other indices such as the ABS Accommodation Survey are of limited use because of 
their specialised nature. Indices that could be a useful measure of change in the price of resort goods, services, 
infrastructure and transport services have not been developed by Govemment Agencies. 
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Resort Statistical Data 
Tables and data in Chapter 5 are based on statistics compiled by Tourism Queensland, 
(formeriy the Queensland Tourist and Travel Corporation [QTTC]), the Bureau of Tounsm 
Research (BTR), the Royal Automobile Club of Queensland (RACQ) and the Australian 
Bureau of Statistics (ABS). Both the BTR and QTTC use data from the Australian Bureau of 
Statistics and from major visitors surveys conducted on behalf of each organisation. 
Commencing in 1982-83 the QTTC funded the Queensland Visitors Survey (QVS) which 
measures tourism activity in each Queensland tourism region recognised by the QTTC. Since 
1982-83 the BTR has sponsored the Domestic Tourism Monitor (DTM) and the Intemational 
Visitors Survey (IVS). The DTM measures tourism activity throughout Australia although the 
statistical regions used in the DTM differ from those used in the QVS. The QVS and DTM 
provide the only time series data collected on visitor characteristics within regional areas. 
Visitor data from the QVS and DTM was used to classify visitors into generating region 
classifications including intrastate, interstate and intemational as well as identifying the mode 
of transport used. In 1998 the QVS and DTM were discontinued and replaced by a new 
national visitor survey, the National Visitors Survey (NVS) which is administered by the BTR. 
Because of differences in survey methods the NVS is not directly comparable to the DTM or 
the QVS. 
Limitations of QVS and DTM Data Sets 
A number of difficulties were encountered in relation to the availability of time series data and 
collection methods used. Data prior to the commencement of the QVS and IVS in 1982-83 is 
incomplete and consists of one-off surveys. Some difficulty was also experienced when 
comparing QVS figures with the Domestic Tourism Monitor because of differences in the use 
of calendar year versus financial year and also in the composition of the sample population. 
While the DTM only measures visitors over 14 years of age, the QVS does not measure VFR 
(Visiting Friends and Relatives) visitors. As a result there may be a substantial 
underestimation of total visitor numbers in QVS data. For example, the Bureau of Tourism 
Research (1997) estimated that in 1995-96, the VFR market constituted 29.5 per cent of total 
visitors to Queensland. Similariy, expenditure by day-trippers is not recorded although this 
group is an important market in the Gold Coast and Sunshine Coast regions. NVS data was 
not used because of its incompatibility with both the DTM and QVS. As a consequence, data 
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displayed in some tables in Chapter 5 does not include trends after 1997. Absence ofthe most 
recent data does not effect the argument supporting the operation of the Resort Development 
Spectmm and the role of transport because ofthe short time span involved. 
A further difficulty was identified when attempting to compare visitor numbers estimated by 
the DTM and QVS. For example, in 1996/97 the DTM (BTR 1998a) estimated that 893,000 
domestic tourists visited the Fraser Coast while the QVS (QTTC 1998) estimated that there 
were 552,000 domestic visitors. Give that the QVS does not include Visiting Friends and 
Relatives (VFR), the QVS is likely to have underestimated total visitors by a significant 
extent. Although DTM figures include VFR visitors and give a more accurate reflection of 
total visitors there was a break in series in 1994/95, precluding comparisons of 1994/95 with 
previous years. Despite possible underestimation, the QVS was adopted as the primary data 
set based on the length of the time the series has been collected and the scope of the data 
available. DTM data is occasionally used to highlight aspects of the following discussion. 
Because of these differences tables appearing in Chapter 5 are not always compatible. 
Accommodation Data 
Classifying hotels by star rating also posed some problems. Data published by the Australian 
Bureau of Statistics (ABS Tourism Accommodation) divides accommodation into motels, 
hotels and guest-houses by room numbers. The data does not distinguish between 
accommodation properties on the basis of quality that is usually represented by a form of star 
rating. To overcome the problem, the star classification used by the Royal Automobile Club 
of Queensland (RACQ) was employed. Difficulties encountered with RACQ clarifications 
included a change in definition over time and a blurring in the distinction between hotels and 
motels. To overcome these problem motels were not subdivided by star ratings. In some 
cases local knowledge was used to place individual properties into the categories used, these 
being; caravan parks, motels and 3, 4 and 5 star hotels. The differences in collection and 
classification standards between the ABS series and RACQ guide preclude either data set 
complimenting the other. The RACQ data was adopted as the base line for this research 
because it enabled the accommodation sector to be classified according to type and standard. 
Transport Data 
Transport data was used to analyse changes in the transport pattems of visitors over time. 
Sources included the QVS, DTM as well as historical railway passenger data, passenger traffic 
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at airports and origin of flights. Some transport-related data was also found in local histories 
and from original newspaper reports. An ideal tool to illustrate relative movements in 
transport costs to individual resorts by mode of travel over time would be some form of 
transport price index adjusted by the consumer price index. Unfortunately, no such index 
could be located and constmction of such an index was beyond the scope of this thesis. 
3.7.3 Limitations 
A number of limitations were encountered in the collection and analysis of data used in this 
study. Previous studies of the development pattems of destination areas have encountered 
similar problems (Agarwal 1997). The most significant are summarised using the 
classification developed by Agarwal (1997). 
Temporal Discontinuity 
Temporal Discontinuity of data is inevitable as no single set of tourism data covers the entire 
time span of the development of most well established resorts. For example, data used in the 
Gold Coast case study has been reconstmcted from a number of sources including official data 
sets (Domestic Tourism Monitor [DTM] and Queensland Visitors Guide [QVS]), 
accommodation guides issued by the Royal Automobile Club of Queensland and one-off 
surveys conducted by a range of agencies. Tourism data prior to 1982-83 was not collected in 
a systemic manner and is of doubtful quality if available. As previously discussed not all data 
sets were compatible and breaks in series added further difficulties. 
In each case study, the data has been collectively used to document the development of the 
resort's tourism industry. The most recent data is the most accurate and exhibits the highest 
degree of reliability. Problems encountered with statistical sources were highlighted in the 
previous section. 
Lack of Standardisation 
Collection of standardised data sets suitable for longitudinal analysis is a relatively recent 
development. Prior to the surveys conducted by the BTR, QTTC and ABS, visitor information 
was compiled on an as-required basis. Validity of sampling regimes may vary in reliability. 
Moreover, the method of collection may also change as occuned when the DTM and QVS 
were replaced by the NVS. 
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Reliability 
Researchers have previously noted that statistical data is prone to sampling errors, omissions 
and incorrect calculation (Agarwal 1997). Problems identified with the data used in this thesis 
include the lack of clarity of definition ofthe study area, and the reliability of data collected to 
measure total visitor numbers, types of visitors, spending pattems and length of stay, 
particularly if the data was collected prior to 1982. 
Calibration ofthe Model 
Chapter 5 will examine the growth in tourism in the three previously identified coastal tourism 
resorts using case study analysis. Common supply side indicators of growth such as changes 
in accommodation styles, visitor numbers and transport infrastmcture were employed to 
calibrate the model. Previous research into resort growth by the author (Prideaux 1996) has 
indicated that a pattem of growth, based on supply side factors, can be identified and 
illustrated as a series of stages. Accordingly, Chapter 5 will utilise the Resort Development 
Spectmm to identify points where the supply side undergoes expansion in preparation for a 
shift in the demand of visitors as new markets are developed. Particular attention is paid to the 
role of transport as the precursor to further development which is measured by total visitor 
numbers and accommodation mix. 
3.8 Ethical Considerations 
There were no ethical considerations that needed to be taken into consideration. 
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CHAPTER 4 
THE RESORT DEVELOPMENT SPECTRUM MODEL 
4.1 Introduction 
Previous investigations into the development of tourism destinations have approached the 
question of growth from a number of perspectives, including changing spatial relationships 
(Banett 1958; Gilbert 1939; Miossec 1976; Smith 1992; Young 1983), changes to the 
psychological needs of visitors (Cohen 1973; Plog 1973; Smith 1977) and evolutionary cycles 
(Butler 1980). The role ofthe market, expressed in terms ofthe economic forces of price, 
demand, supply and equilibrium have been largely ignored. This chapter will outline a new 
model of resort development, the Resort Development Spectmm, which will be used to 
illustrate the role ofthe transport sector in resort development. Interest in the transport aspects 
of resort growth stems from the author's previous experience working in a number of resorts in 
North Queensland. Previous research in this area has resulted in publications the have 
examined pattems of resort growth including economic and transport aspects (Prideaux 1996, 
1998). 
The Resort Development Spectmm adopts a supply side approach to resort development 
focusing on the participation of the transport sector in addition to other categories of resort 
infrastmcture. Resort growth also incorporates a demand side element based on the tourist's 
decision to select one resort over another as the site for a holiday. The resort market place, 
through its cost stmcture, exerts a powerful influence on demand side aspects of resort growth. 
To illustrate the role of the transport system on the demand side of the resort market this 
chapter also outlines a resort transport cost model. 
The Resort Development Spectmm model is based on the operation of the price mechanism 
within a tourism resort. Although there are superficial similarities to existing models such as 
Butier's Tourism Area Cycle of Evolution (1980) and Keller's (1987) Hierarchies of Control 
and Capital model, the Resort Development Spectmm model approaches the question of 
development from an economic viewpoint, based on the operation of the price mechanism in 
the resort market place. The Resort Development Spectmm model outlined in this chapter 
applies specifically to coastal areas in Queensland, however with modifications, it may be 
possible to apply the model to other types of resorts. The operation of the model will be 
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demonstrated in Chapter 5 when tourism development in Hervey Bay, the Sunshine Coast and 
the Gold Coast is analysed. 
This chapter will first consider the operation of the price mechanism that operates in coastal 
resorts. From this discussion, which will focus on coastal resorts rather than on the wider 
issue of destination development, the Resort Development Spectmm will be outlined. The 
model represents the growth path of coastal resorts, based on partial equilibriums occurring at 
specific points in the development process, on a continuum that starts with a small 
undeveloped coastal locality and concludes with a large intemational mass tourist resort. A 
four phased growth process is postulated with a possible fifth phase of decline, stagnation or 
rejuvenation. Each growth phase exhibits a number of demand and supply side characteristics 
that determine the composition of the resort's tourism market at a particular point in time. 
Aside from the impact of demand and supply forces that are as expressed through partial 
equilibrium points, capacity is also an important and interrelated factor. The resort's capacity, 
measured in terms of total bed nights, will ultimately limit the size of development for reasons 
that might include environmental factors, land supply, community aspirations, govemment 
policy and availability of infrastmcmre services such as water and electricity. 
4.2 The Operation of Resort Markets-Some Theoretical Issues 
Tourism activity creates a commercial sector, or market, where goods and services are 
produced for sale (Bull 1991:26). In essence, the economic factor of demand is the process 
that alerts potential tourists to the existence of a particular destination such as a resort and 
leads to travel to that destination. In tum, the collective demands by tourists for services such 
as accommodation, recreation and entertainment generates a requirement for the provision or 
supply of these services by a range of public and private sector organisations (Bull 1991:26). 
To encourage demand for resort products, suppliers advertise their products to prospective 
customers (tourists). 
Put simply, the resort market is the location where goods and services are produced and sold 
(Samuelson 1992). The market can be viewed from a number of perspectives such as the 
demand side, supply side and at the point where equilibrium occurs. From a demand side 
perspective, the demand for goods and services is expressed, in economic terms, as a need or 
want that acts to encourage suppliers to respond by producing products or services for sale 
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(Bull 1991:26). Altematively, a supply side condition exists when suppliers produce a good 
that they then attempt to sell to customers (tourists) to stimulate demand for that good (Bull 
1991:78). The operation of demand and supply forces provides useful insights into the 
operation ofthe tourism industry particularly at resort level. 
From an economic perspective, demand is a function of the quantity of goods and/or services 
required, their cost and the level of the consumer's personal income (Crouch 1992:643). 
Demand can be expressed as aggregate demand which refers to the quantities of resort goods 
and services that buyers are willing and able to purchase at a potential price over a specific 
period of time (Samuelson 1989). Aggregate demand can change rapidly if resort prices 
change or if there are changes to tourists' personal disposal income because of personal or 
economic factors. Resorts also generate latent demand for luxury goods such as 5 star hotels 
and extravagant entertainment for which there are relatively few buyers with the ability to pay. 
Effective demand refers to the situation where buyers have the ability to pay for the products 
and services they desire. Identifying effective demand is an essential prerequisite to 
determining aggregate demand. A problem encountered in identifying effective demand for 
resort goods and services is the heterogenous nature of tourists who exhibit a complex mix of 
characteristics and motivations. The role of cost is demonstrated in Figure 5.6. Consumers, in 
this case tourists, can change their demand for a specific good or service such as travel to a 
resort, based on their income and the price charged. Together, these factors reflect the 
consumer's elasticity of demand (Crouch 1992). 
Analysis in this thesis is primarily focused on the supply side of the resort market place, 
however, the role of demand in resort development should not be overlooked, given that 
supply is the expression of the market's response to demand forces. In making this 
observation, it is assumed that demand for the products and services made available in the 
market place will be stimulated by the activities of the supply side, that is, as new hotels are 
built tourists will arrive to occupy the increased number of rooms. Obviously, the increase in 
demand as a consequence of increased supply is not automatic, rather it is the outcome of a 
conscious decision by suppliers to promote their products and services to prospective 
customers through marketing. 
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4.3 The Mechanism of Resort Development in a Hypothetical Coastal 
Resort 
The mechanism of resort development can be illustrated by the effect of a range of demand 
and supply forces on a hypothetical coastal resort. Commencing with a single sector market 
resort illustrated in Figure 4.1, the impact of demand and supply forces will be analysed. The 
growth of the hypothetical resort illustrated in Figure 4.1 will be traced from a coastal 
settlement that services a single tourism market sector through to the point where the 
settlement has grown into an intemational tourism resort and services a number of market 
sectors. The model will be tested in later chapters by applying it to the development of the 
tourism industry at the Gold Coast, Sunshine Coast and Hervey Bay. 
4.3.1 Assumptions About the Operation of the Price Mechanism and Equilibrium 
Price Mechanism 
Assumptions made about the development of coastal resorts, based on the operation of the 
price mechanism are outlined below. 
• The price system operates in a manner that matches the demand for goods and services with 
the quantity suppliers are willing to produce (Samuelson 1992). 
• Demand is a function of tourists' incomes and the price of the services they consume 
(Crouch 1992:660). 
• Supply forces create the conditions necessary to stimulate development. 
• Demand forces can be manipulated by factors such as advertising to create demand for the 
services provided by the supply side. 
• Demand can be elastic, based on the tourists' income and price (Couch 1992:660) Thus if 
prices increase, demand may fall or if prices fall, demand may increase. Altematively, if 
the tourist's income increases, demand may increase, however if tourist's income declines, 
demand can be expected to fall. 
• No assessment is made as to which is necessarily first, demand or supply. 
• No assessment is made ofthe role ofthe individual who champions development however; 
this is an important aspect ofthe development process. 
• The hypothetical model used in the following discussion of the interaction of demand and 
supply represents a small coastal town that is heavily dependent on tourism. 
123 
Resort Development Spectrum Model 
• Demand conditions relate to the reaction of tourists faced with a decision regarding a 
holiday destination. Tourists are assumed to be normal consumers who wish to maximise 
available resources of time and money when selecting a resort. 
• Supply forces are assumed to constitute both the public and private sectors. Private sector 
suppliers are assumed to be profit maximisers. 
• Price refers to the standard of the holiday experience and access price. A high price may 
indicate upmarket accommodation and the additional cost of transport while low price is an 
indicator of more modest accommodation such as a motel or caravan park and a lower 
transport access price. 
• Access cost refers to the cost of transport from tourism generating regions to the resort. 
Two key factors relating to the distance between generating regions and destinations are; as 
distance increases the cost (or price) will rise, and as the distance between generating 
regions and the resort increase, the size ofthe potential market catchment expands. 
Equilibrium 
In economic theory an equilibrium occurs when the quantity of goods and services producers 
are willing to produce at a given price equals the amount of those goods and services that 
consumers are willing to purchase at the given price. If prices rise, demand may fall creating a 
disequilibrium condition. Similarly, if prices fall demand will increase causing a shortage 
again leading to disequilibrium. Theoretically, it is possible for each product to achieve a 
unique equilibrium point referred to as a partial equilibrium in the aggregate economy. In the 
aggregate economy the sum of all partial equilibrium equates to overall equilibrium. 
Equilibrium points will occur in the life of a resort. Changes to the demand or supply profiles 
of a resort previously in equilibrium will cause disequilibrium to occur. For example, this may 
occur if demand for travel to the resort increases leading the accommodation sector to increase 
price. In tum the increase in price and demand will encourage investors to constmct new 
accommodation facilities, some of which will charge higher prices. Equilibrium will be 
reestablished when demand and supply are again in balance. At this new equilibrium point 
there may be a number of price levels as accommodation facilities match quality of supply 
(type of rooms) with the level of price individual customers are willing to pay. In this case 
there may be a range of partial equilibrium points within the various accommodation 
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classifications (including caravan parks, backpackers hostels and 5 star hotels) that together 
constitute the equilibrium point for the resort's total supply of accommodation. 
Assumptions made about the development of coastal resorts, based on the operation of resort 
equilibrium, are outlined below. 
• Disequilibrium may occur if supply lags behind demand or demand lags behind supply. 
• If supply lags behind demand new suppliers are encouraged to enter the market. New 
entrants may either replicate existing price levels if attempting to attract additional 
customers prepared to pay existing prices or increase prices (and the quality of the service 
provided) if attempting to attract a new group of customers prepared to pay a higher price. 
If new entrants are able to attract new tourism sectors (for example, interstate or 
intemational sectors) prices may rise crating a new and higher resort price level thus 
moving the resort to a new higher equilibrium level. 
• Demand for resort goods and services is not homogenous and there may be a range of 
demands based on the price tourists are willing to pay. These may for example range from 
affluent tourists staying in 5 star accommodation to tourists only able to afford Backpacker 
style accommodation. As a consequence there may be a number of partial equilibrium 
points for accommodation and other services within the same resort. On this basis it is 
conceivable that some components ofthe resort's total supply of accommodation may be 
in equilibrium while others are in disequilibrium in the same resort at the same time. The 
importance of this observation will become apparent in the following discussion. 
• In some circumstances the introduction of extemal economies of scale such as cheaper 
transport or other supply side inputs may generate an increase in demand as real prices fall 
resulting in a fall in the equilibrium price. In the longer term the initial fall in real prices 
may be absorbed as the resort's business sector engages in profit taking and increase prices 
until the point is reached where demand and supply are again in equilibrium. 
4.3.2 Resort Capacity 
In a coastal resort, capacity can be expressed as the sum of two main factors: 
• Natural or environmental capacity, and 
• Stmctural or supply side capacity. 
Environmental carrying capacity refers to the ability of the natural environment to cope with 
visitors in terms of factors such as water supply, physical space and pressure on flora and 
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fauna. Stmctural capacity can be expressed as the sum of the individual capacities of each 
organisation providing goods and services to the tourism industry (Martin and Uysal 1990). 
For example, hotel capacity is the sum of all hotel rooms available for occupation. If the 
resort develops an over-supply of hotel rooms, room rates will fall, resulting in lower than 
usual rates of retums on investment. Conversely, if demand pressures increase to a level 
where an under-supply of rooms emerges, room rates can be expected to rise in the short run, 
and in the long mn investors will be encouraged to expand capacity to a point where the 
demand for rooms roughly equals supply (Tribe 1995:111). 
For the purposes of this thesis, only stmctural carrying capacity of resorts will be considered, 
however the environmental carrying capacity may be much lower than the potential stmctural 
canying capacity and can be capped to halt development beyond a desired point. The notion 
of over supply or under supply presupposes that consumers (tourists) have the ability to travel 
to a resort, free of any restrictions. This is not always the case. If a distant resort is only 
assessable by car, stmcmral capacity will be determined by both the supply of resort 
accommodation and other services, as well as the physical ability of people to travel to the 
area utilising the existing transport network. The willingness of tourists to accept travel 
hardships such as distance will also be a factor (Prideaux 1996). 
At the point where demand equals supply, it is possible to identify an equilibrium point where 
total stmctural capacity is reached. Once an equilibrium point is reached, further growth is 
unlikely to occur unless capacity and existing travel barriers are overcome and the resort is 
able to attract a new market segment of tourists such as those who prefer air travel to the 
automobile as their transport mode. 
The hypothetical resort illustrated in Figures 4.1, 4.2, and 4.3 follows a growth path that 
commences when the resort's primary market focus is directed to residents of nearby areas. 
As the resort gains popularity, new source markets are tapped and growth commences. 
Growth will draw visitors from progressively more distant source markets, commencing with 
visitors from surtounding regions (intrastate) followed by interstate and finally intemational 
visitors. New source markets may be based on distance criteria, cost criteria or a combination 
of the two. New source markets based on cost may also reflect a resort's ability to attract 
visitors who live nearby but have not previously considered the resort as a holiday destination 
because it lacked the range of hotels and other amenities required. 
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As the resort grows, investment in new infrastructure is required including accommodation 
and transport facilities. Constmction of an airport at a resort that previously relied on road 
transport will provide an opportunity for resort businesses to develop new, more distant 
markets thereby stimulating the supply side. Ultimately, a new equilibrium point will be 
reached at the point where the maximum capacity of the resort is reached and additional 
tourists cannot be accommodated with existing facilities. In economic terms, the ultimate 
success ofthe tourism industry at local, state and national levels depends on the interaction of 
the basic economic forces of demand, supply, equilibrium as well as capacity. The operation 
of demand and supply forces and the resulting equilibrium is illustrated in Figure 4.1. 
4.3.3 A One Sector Resort in Equilibrium 
The following discussion illustrates how the price mechanism, expressed as supply and 
demand forces, creates the conditions necessary for resort development. In Figure 4.1, the 
vertical axis represents the price paid for a holiday at the resort while the horizontal axis 
represents the supply side ofthe resort market measured by the quantity of visitors over time. 
The demand for travel to a tourist resort is represented by demand curve D D| while the supply 
of tourist products in the resort is represented by supply curve S Si. At equilibrium point Ei, 
the demand for tourist services Qi equals the quantity of services that tourism operators are 
prepared to provide at price Pi. Price in this case is taken to be the overall price paid by 
tourists for the range of goods and services consumed during their stay at the resort plus the 
cost of travel (access cost) to the resort (Crouch 1992:649). As a consequence, the demand for 
and supply of tourism services are said to be in equilibrium at point Ei. 
As in other markets, equilibrium is not static and usually changes over time (Bull 1991). If the 
price for tourism services increase to P2, caused perhaps by increased wages or other costs, 
demand will fall to Q2 causing a contraction in visitor numbers. At price P2 there will be over-
capacity equal to Q2 Qi- Classic economic theory holds that if the price increases to P2 there 
will be an upward shift in the supply curve to form a new equilibrium point based on P2 Q2-
However, as the capacity of tourism infrastmcture is relatively fixed, the shape ofthe supply 
curve is unlikely to alter in the short term. In the real world, the resort's accommodation 
sector will initially respond by reducing prices to stimulate demand. Prices will tend to fall 
towards point Pi to stimulate demand. 
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In the long mn, the accommodation sector and other service providers are unlikely to be able 
to sustain low prices while providing the same quality of service offered prior to the overall 
increase in price. Accommodation operators and other service providers will then be faced 
with a number of options; reduce cost levels to maintain overall rates of retum on investment, 
identify new markets to increase demand at the higher price P2 or, leave the industry. If the 
overall price remains high, it is likely that in the longer term a new supply curve to the left of 
S S| will emerge as the quantity of accommodation provided is reduced from Qi to Q2 thus 
creating a new equilibrium point. Increasing cost pressures on the supply side may be one of 
the factors that force resort entrepreneurs to seek out new markets thus triggering a new phase 
of growth. 
Figure 4.1 A Single Market Sector Resort in Equilibrium 
Price 
Q Q^  Capacity/Time 
In Figure 4.1, the spatial characteristics ofthe resort illustrated at Ei are typical of a small 
seaside seftlement with limited tourist numbers but exhibiting significant potential to increase 
capacity. Realising the potential of the area will require improvement of the resort's 
infrastmcture including transport access. At equilibrium point Ei the resort is likely to exhibit 
the following characteristics:-
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• 
• 
• 
Accommodation - beach holiday houses, flats, caravan parks, inexpensive motels. 
Investment funds are primarily sourced from local investors. 
Recreation Activities - limited to the beach and shared use of facilitates with local 
residents. 
Shopping - very limited and focused primarily on the needs of local residents. 
Entertainment - very limited and centred around the activities organised by local hotels 
and other community based organisations such as sporting clubs, religious groups and 
local charities. 
Promotion - likely to be very limited and raised from local businesses and used to promote 
the area in larger surtounding population centres. 
Markets - typically, visitors will be budget conscious and seeking a relatively inexpensive 
holiday. Most tourists will be residents of surtounding areas. There may also be low 
numbers of interstate tourists who are passing through the area on their way to larger, 
better known resorts. 
Transport Access - in Australia, the private motor vehicle will normally be the primary 
form of transport used to travel to resorts. If services are available, coaches and perhaps 
rail will also be used, though to a much lesser extent than private cars. 
4.3.4 Effects of Changes to Supply and Demand 
Over time, a resort will exhibit a number of equilibrium positions if grov^h occurs. Increased 
demand will often encourage suppliers to add higher quality infrastmcture typified by a shift 
from inexpensive motels to resort apartments and quality motels offering a range of 
recreational and leisure facilities. Figure 4.2 illustrates the hypothetical resort moving from 
the original equilibrium point at Ei, to a new equilibrium point at E2, after a new group of 
tourists, QI Q2 have been attracted. This new group of tourists is willing to pay the higher 
price of P2. Points OQi and Qi Q2 can be taken as representing different phases of resort 
growth. Point E2 represents a two sector resort consisting of the original sector OQi who 
continue to pay the original price Pi and the new sector Qi Q2 who pay the higher price of P2. 
At equilibrium point E2 the resort has undergone the first phase of growth. Transport access to 
the resort is likely to become a key determinate of the rate and size of growth. As access 
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improves, perhaps through new road, rail and sea links and later air services, new and more 
distant markets will become accessible. 
At equilibrium point E2 fiindamental changes have occurred to the supply side as new facilities 
have been added to the facilities previously developed to meet demand at point Ei. These 
include:-
• Accommodation - a number of high quality resort motels will be built. Many will offer 
additional amenities such as golf courses, sporting facilities, evening entertainment, 
restaurant and shopping facihties. There will also be an increased emphasis on building 
apartment units. Accommodation facilities present at Ei may be retained and possibly 
reftirbished. Towards the end of this development phase hotels up to 3 star standard may 
also be built. 
Figure 4.2 Effects of Changing Equilibrium Points in a Hypothetical Resort 
Price 
Capacity/Time 
• Investment - investment from extemal sources has commenced and a number of local 
businesses will be bought out and redeveloped. 
• Recreational Activities - an increase in the number of tourists with greater purchasing 
power will encourage the development of golf courses, tennis courts and other recreational 
facilities. 
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• 
Shopping - new shops selling products other than those directly consumed by the resident 
population are established. The new shops might feature resort leisure wear, recreational 
items as well as art and craft galleries. 
Entertainment - a range of new entertainment venues are opened. These might include 
restaurants, night clubs and amusement arcades. 
• Transport -transport access and the cost of transport will play a major role in determining 
the ability of the resort to tap into new markets. In Queensland, the major mode of 
transport to the resort will continue to be by private car however, some aviation services by 
commuter airlines may commence during the course ofthe shift towards equilibrium point 
E2. 
• Promotion - promotion now assumes a more professional approach. Funds are still raised 
from local businesses and may be supplemented by local and state govemments. In 
addition, the newly established tourist dependent businesses such as hotels will fund their 
own out-of-area promotional campaigns. It is likely that local businesses will have 
established a tourism promotion body with full-time staff. 
• Markets - the original groups of tourist will, in most cases, continue to use the area as long 
as accommodation costs do not rise significantly and the original low priced facilities such 
as motels and caravan parks are not redeveloped. A new wave of tourists prepared to pay a 
higher price for a better standard of accommodation, as well as paying higher access costs 
will begin visiting the resort creating a resort with two identifiable market sectors. 
• Scale of Growth - the resort's unique natural and built attractions, competition from 
surtounding destinations and the size of new tourism generating regions will have a strong 
impact on the rate and scale of growth. 
The general trends identified in Figure 4.2 illustrate a theorised version of trends that can be 
observed occurring along the Queensland Coast. To understand the processes at work it is 
necessary to observe changes that occur in both the demand and the supply side ofthe model. 
In some instances, the demand for a tourist product will stimulate the private sector to supply 
new facilities and in other instances entrepreneurs in the private sector will identify an 
opportunity, develop a facility and then actively market it. In practice, it is very unlikely that 
equilibrium positions will last for more than a short period and will reflect changing demand at 
given price levels. In classical economic theory, equilibrium is assumed to occur when 
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demand equals supply, all other things being equal (Samuelson 1992). In the tourism industry, 
demand is not readily predictable and can change rapidly as a consequence of numerous 
factors such as currency fluctuations, political interest, inflation and fickleness on the part of 
the tourist consumer. 
4.3.5 A Three Sector Resort Model 
Figure 4.3 illustrates the development of a three sector resort in which each sector can grow 
simultaneously and to some extent independently of other sectors. Over time, the shape ofthe 
demand and supply curves continue to change reflecting the various sectors, or populations of 
tourists, visiting the resort. In the resort illustrated in Figure 4.3, there are three price levels 
reflecting various levels of accommodation and access cost. Equilibrium point E3 comprises 
the sum of three different market sectors, these being OQi, Qi Q2 and Q2, Q3. This is not 
unexpected, because larger resorts generally offer a range of accommodation standards. 
Visitors represented by sector Qi Q2 are willing to pay the higher price P2 and prefer to stay in 
hotels that have a higher standard than those required by sector OQi. The final sector, Q2 Q3 
who pay P3 might be tourists staying in 4 to 5 star resort hotels. This is not to say however, 
that visitors represented in each sector can be characterised solely on the basis of the cost of 
accommodation. Transport access costs are also important and the total price paid is a 
combination of the price of accommodation, transport and other holiday expenses. Indeed, 
tourism capacity represented at point Q3 will include a range of accommodation types 
including characteristics of preceding phases of development. Each of the groups using the 
resort are likely to exhibit different elasticities of demand. Development of the additional 
resort sector Q2 Q3 will occur only if there is an expansion ofthe resort's source markets such 
as a move into interstate markets. 
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Figure 4.3 A Three Sector Tourism Resort 
Price 
O Q3 Capacity/Time 
It should be noted that at equilibrium points E2 and E3, the shape of the supply curve differs 
from that found at Ei reflecting changes in elasticity of demand. Tourists seeking budget style 
accommodation, such as caravan parks and low cost motels in equilibrium position Ei, will 
have a high elasticity of demand and be sensitive to relatively small increases in price. At 
equilibrium point E2, characterised by serviced apartments and 3 star motels, tourists are 
willing to pay a higher price and arguably have a more inelastic demand profile than 
characterised at equilibrium point E]. At equilibrium position E3, tourists are prepared to pay 
much higher prices than the preceding tourist segment and also exhibit a lower price elasticity. 
However, it can be expected that visitors represented by price line Q3 E3 will exhibit a range of 
sensitivity to price changes with visitors nearer to point Q3 exhibiting greater sensitivity than 
those near E3. For the P3 tourist segment, price may not be the over-riding concern in holiday 
planning with factors such as service levels, amenities and recreational opportunities 
presumably being of equal or greater importance. A fourth sector can be postulated and would 
see a new equilibrium point at E4. To achieve this new equilibrium point, intemational tourists 
will need to be attracted in considerable numbers. 
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4.4 The Growth Path of a Multi Segment Resort 
The possible path of progression from Ei to E3 through a series of intermediate equilibrium 
points is plotted in Figure 4.4 which illustrates the effect of growth on resorts over time. At 
Qi the resort was able to attract tourists willing to pay up to Pi. Beyond this point further 
growth will only occur if additional tourists willing to pay Pi are attracted, or new tourist 
sectors prepared to pay P2 can be developed. In the case where additional capacity (including 
motel/hotel, recreation and other tourism services) continues to be priced at Pi, growth will 
eventually cease at Q2 and a new equilibrium point Eia is reached. 
At Eia the new demand curve (D2 D3), while having moved to the right of its original position, 
reflects a situation where tourists are only prepared to pay Pi irtespective of improvements to 
the resort's supply of amenities contained in sector Qi O2. At Eu growth will stagnate when 
the upper limit ofthe Pi market is reached. Beyond Q2 additional growth will only occur if a 
new tourism sector willing to pay P2 can be attracted. In effect, expansion of capacity on the 
horizontal axis reflects increases in quantity (at the same price level) and quality (at higher 
price levels). Growth beyond Q2 indicates that the quality of the resort's infrastmcture is 
increasing. A shift in the rating of resort accommodation from low cost motels to 3 star motel 
properties is one characteristic of such a change. 
If new regional tourism markets prepared to pay P2 are to be developed, four conditions will 
need to be satisfied; 
• tourists prepared to pay P2 will have to be identified, 
• resort capacity is increased, 
• the ability of the resort's unique natural and built attractions to handle large tourist 
numbers is satisfied, and 
• the quality of the supply of services, particularly in the transport and accommodation 
sectors, will need to be enhanced. 
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Figure 4.4 Growth Path Caused by Shifts in Equilibrium Points 
Price 
Q5 Capacity/Time 
The enhanced accessibility of the resort will support an increase in total tourism from O Q2 to 
O Q3 creating the new equilibrium point E2. Continued growth in demand from E2 to £23 will 
occur if the price is contained to P2. For growth to occur beyond point Q4 additional transport 
infrastmcture (such as an upgraded airport) and new attractions will have to be constmcted to 
attract a new tourist sector prepared to pay P3. Eventually, a new equilibrium point E3 will be 
reached. The path between the equilibrium points Ei, E2, E3 and ultimately to E4 can take a 
number of shapes, depending on the time taken to expand the quality of the resort's capacity. 
Each resort can be expected to show a different pattem of supply side growth based on: 
• the main tourist attraction/s of the resort, 
• success in developing new tourism generating regions, 
• the support given by local authorities and local residents for tourism development, 
• Effectiveness of marketing strategies that are used over time, 
• the time that resorts take to expand their supply side capacity. 
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• cartying capacity expressed as land available for development, availability of resources 
such as water, and political factors, 
• composition of new investments in infrastructure, 
• effect of competing resorts, 
• changes over time in the national and intemational economies, 
• investment in new transport infrastmcture, and 
• distance that the resort lies from its major generating regions. 
The combination of these factors will determine the shape of the supply line and the ideal 
capacity of a given resort. At each sector in the model illustrated in Figure 4.4, six 
components of capacity are evident: 
• infrastmcture comprising tourist facilitates such as hotels, shops and restaurants, and other 
services including electricity, communications, health and justice, 
• transport infrastmcture that enables people to travel to the resort, 
• ecological constraints including sensitive wildlife reserves, 
• impact of competing resorts, 
• physical constraints such as land and water supply, and 
• attractiveness of the resort's natural and built attractions. 
The resort growth path illustrated in Figure 4.4 is based on increased demand and supply over 
time and assumes growth will occur as a result of the creation of a number of new equilibrium 
points, each at a higher price level than preceding equilibrium points. During any point in the 
life of the resort disequilibriums can occur causing growth to cease or even decline. This 
possibility was examined briefly in Figure 4.1. In Figure 4.4 disequilibrium caused by a fall in 
demand for whatever reason could lead to oversupply forcing prices to fall either temporally 
or for a longer period. The response of resort investors to disequilibrium will determine the 
shape of the growth path. If remedial action through new product offerings, refurbishment of 
existing facilities and advertising increases demand the disequilibrium may be temporary and 
after a short period growth may be rekindled. If on the other hand the fall in demand is 
permanent growth may cease and prices will fall until a new permanent equilibrium point is 
reached at a lower price level. 
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4.5 The Resort Development Spectrum (RDS) Model 
4.5.1 Resort Development Phases 
By combining the characteristics of resort development illustrated in Figures 4.1, 4.2 and 4.3 a 
resort model, the Resort Development Spectmm, can be developed. The RDS, illustrated in 
Figure 4.5, incorporates the variables of demand, supply and capacity but not individual price 
to illustrate development of market sectors over time. Five phases of growth are posmlated: 
• Phase One Local Tourism 
• Phase Two Regional Tourism 
• Phase Three National Tourism 
• Phase Four Intemational Tourism 
• Phase Five Decline/stagnation/rejuvenation 
Figure 4.5 The Resort Development Spectrum 
Market Sectors 
Rejuvination 
Stagnation 
Decline 
Intemational Tourism 
National Tourism 
Regional Tourism 
Local Tourism 
Phase 1 
Local Tourism 
Phase 2 
Regional Tourism 
Phase 3 
National Tourism 
Phase 4 
Intemational 
Tourism 
Phase 5 
Decline/ 
Stagnation/ 
Rejuvination 
Capacity/Time 
Figure 4.5 illustrates the growth process based on the resort's market sectors (and generating 
regions) as well as its phases of growth. In Figure 4.5 does not illustrate the price effect 
outlined in Figure 4.4 and tourists from any market sector may choose to buy resort 
experiences commencing at the lowest price range through to the highest. As growth occurs 
new sectors are added, creatmg a multi-sector resort market place. At each phase of 
development, the resort is likely to reach a position where its market is well defined and to 
some degree contained by capacity, measured in terms of supply. If the resort desires to 
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size, it will have to look for new market sectors and more distant market places. Thus in 
Phase Four, the model identifies the existence of a number of market sectors each willing 
paying a different cost for their holiday experience. The model also recognises a transition 
zone that commences when the resort embarks on the next phase of growth. The previous 
equilibrium is destabilised and demand and supply forces will interact to eventually create a 
new equilibrium point. In Figure 4.4 the transition zones occur between Eia and Eib as well as 
between E2a and E2b- During this period of development new resort infrastmcture is added and 
the overall market expands. Expansion of transport capacity along with an increase in the 
number and quality of accommodation units are two obvious signs that the transition from one 
phase to the next is taking place. 
Three possible scenarios for the post-phase four period are stagnation, rejuvenation or decline. 
The actual shape of the curve will depend on the time taken to expand capacity as the resort 
moves from one phase to the next. 
The model postulates that growth occurs as a result of expansion of the resort's infrastmcture 
and parallel development of new market sectors. The key components determining the shape 
of the growth curve are:- the willingness of suppliers to invest in new tourism facilities, the 
rate of constmction of new or expanded transport infrastmcture designed to transport 
additional tourists from new markets, capacity of the resort in respect to physical, and 
ecological constraints and success in attracting new market sectors. The role of extemal 
political and economic forces will also become evident as the resort moves into the 
intemational market place. The characteristics of each phase in the Resort Development 
Spectmm are out lined in Table 4.1. 
The major features of the Resort Development Spectmm are as follows. 
• With each successive phase of development, the promotion task is expanded to include 
state, national or even intemational market places and is undertaken by both the private and 
public sectors. 
• Growth phases are based on the distance to major generating regions, commencing with the 
sunounding area followed by intrastate, interstate and finally intemational markets. 
• Each additional development phase will attract new tourist sectors prepared to pay a higher 
price than the previous sector. The higher price may consist of either higher transport costs 
combined with modest accommodation or higher transport costs and expensive 
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accommodation. For example, motel accommodation will typify the initial phase of 
development while 5 star holiday hotels will appear in the third and fourth phases. 
• Each new phase of development will be characterised by a change in the style of hotels and 
apartments constmcted. 
• Four distinct phases of development and one possible phase of stagnation, rejuvenation or 
decline are identified in the model. Each of the four developmental phases is linked to the 
accessibility of the resort to increasingly wider source markets as the resort grows. 
• Intrastate tourists are the main source of tourists during Phase's One and Two while Phase 
Three tourists are sourced from interstate. In Phase Four the emphasis shifts to 
intemational tourists. 
• Additional private and public sector infrastmcture including emergency services, law 
enforcement, electricity, water, accommodation and retail outlets are provided by various 
agencies, and firms expand supply to meet the increased demand placed upon them by a 
growing tourist trade. 
• Expansion can be either demand driven or supply driven. In the case of demand driven 
expansion, new facilities will be constmcted as demand places pressure on existing plant 
and premises. Altematively, supply driven expansion will occur as facilities are constmcted 
on the assumption that their provision will generate new business through increased 
patronage. 
• For each phase of development it is possible to identify a number of accommodation 
sectors. For example, in Phase One, resort accommodation will generally include caravan 
parks, holiday houses and inexpensive motels. By Phase Four, accommodation will include 
large intemational 5 star hotels as well as a range of holiday apartments in addition to Phase 
One style accommodation types. 
• The model does not assume that the visitor profile in each phase is limited to only that 
phase and the preceding phases. Thus in Phase Two there might be a small number of 
tourists from interstate and overseas. 
• A transition zone exists between each phase. 
• Growth is not necessarily an infinite process and at some point in time growth my cease. 
While the following discussion assumes the resort has attained intemational status, growth 
may cease, stagnate or decline at any point in the resort's development. 
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• Progression from one phase to the next is dependent on the development of new or 
expanded transport facilities. 
• Each tourism sector caters for distinct groups of clientele and may continue to 
expand independently of development in other sectors. 
• The attitude of local govemment, the community and champions of development 
will exert an influence on the speed and size of growth. 
• Resort growth will be constrained by the resort's cartying capacity including the 
attractiveness of its principle attractions, either natural or built. 
In the case where a resort has developed a large intemational market it will continue to 
market its product both nationally and intemationally while its market share may 
decline either qualitatively, quantitatively or both. Decline in this case may be 
represented by a range of circumstances such as a decline in overall visitor numbers, 
the loss of a significant market such as the intemational market or a specific sector of 
an existing market, reduction in total visitor spending or a reduction in bed numbers 
through closures or redevelopment. Should decline occur as a consequence of the 
failure of the resort to adapt its product to the changing demands of its respective 
markets, neither the spending of additional funds on promotion or upgrading of 
infrastructure are likely to arrest the problem. Decline may be attributed to a number 
of factors including;- the failure of the resort to develop new products to cater for 
changed tourism demand, failure to promote itself effectively, the success of 
competitors in drawing away potential clients, failure to rejuvenate infrastmcmre or 
for a range of economic and political factors that effect the whole nation. The onset of 
decline should be observable and therefore capable of correction in most cases. To 
date, the only evidence of major decline in a coastal resort in Queensland has been the 
former seaside resort of Redcliffe which saw its tourism industry disappear through a 
combination of factors including:- enhanced transport access to its competitors (Gold 
Coast and Sunshine Coast), a failure to update tourism infrastmcture, changing 
demands by tourist for surf beaches instead of calm water beaches and inaction by 
civic authorities. 
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4.5.1 Exceptions to General Development Trend 
Exceptions to the general trend outlined in Figure 4.5 can occur for a number of 
reasons. It is possible for growth to cease at any phase and it is possible to jump 
phases as occurred in Port Douglas in North Queensland. If a phase is missed, there is 
a strong probability that the market will respond and elements of the missing phase 
such as transport infrastmcture, resort facilities and hotel types will emerge in time. 
Another exception may occur if the resort is part of a circuit. In these circumstances, 
the point of entry to the circuit may be a much larger town from where visitors are 
bussed to other sites. A fiirther exception may occur when a developer builds a large 
property in the expectation that an airport will be built or expanded to accommodate 
the aeroplane types required to service the intended market. If, as occurred with the 4 
star Capricom Intemational Resort built at the Capricom Coast in Central Queensland, 
an airport is not built to the required standard, the resort will not attract similar 
development and the property may experience difficulty attracting distant markets. 
4.6 Transport Cost Model 
The economic significance of transport as a factor in tourism demand has been 
acknowledged by a number of researchers (Martin and Witt 1988; Taplin 1980; Witt 
1980). In a study of the demand elasticises of short and long haul tourists Crouch 
(1994) found that there was evidence to suggest that the sensitivity of demand for long 
haul travel was significantly different from that of short haul tourists due to the 
sensitivity of long haul tourists to transport costs. Martin and Witt (1988) noted that 
the cost of travel to substitute destinations could be expected to be a factor in 
destination selection. Other studies have focused on the value of travel time 
(Ankomah and Crompton 1992; Cheriow 1981; Chevas, Stoll and Sellar 1989; Walsh, 
Sanders and McKean 1990), mode characteristics (Barff, Mackay and Olshavsky 
1982), and the opportunity cost of various modes of transport (Mortison and Winston 
1985). The consensus appears to be that there is a direct relationship between the 
value of time spent travelling and estimates of consumer surplus (Walsh, Sanders and 
McKean 1990). Pursuit of this line of inquiry could throw more light on the travel 
pattems of tourists and assist in planning of transport networks and associated tourism 
facilities. While the measurement of travel characteristics including time, cost and 
choice of mode and their impact on travel decisions has been a fertile area of research 
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in the transport and engineering literature (Coto-Millan, Pino and Inglada 1997; 
Hensher 1993; Mayeres, Ochelen and Proost 1996) the issue has not been pursued to a 
great extent in the tourism literature. 
The Resort Development Spectmm illustrates the role played by the transport system 
in resort growth. This role becomes particularly evident at the point where the 
transition from one phase to the next commences. At this point, expansion of 
transport infrastmcture will become a critical factor in allowing the resort to access 
more distant markets. The transport cost model outlined in this section illustrates the 
impact that changes in transport costs have on demand for travel to competing resorts. 
The cost stmcture of travel to a resort has two principle elements, supply side costs 
and demand side costs. Supply side costs refer to those costs incurted when 
establishing and maintaining a destination and range from the cost of building hotels 
to the constmction and operation of an airport. These costs are relatively fixed and 
incorporated in the general destination price structure. Demand side costs refer to 
those costs directly incurred by the tourist and must be paid for from the tourist's 
personal holiday budget. From the tourists' perspective, holiday travel entails a 
range of personal costs that may be grouped together into three broad categories; 
transport access costs, accommodation costs and discretionary spending. While 
accommodation cost is largely self-explanatory, other categories of cost include a 
range of factors. Discretionary spending includes pre-travel costs such as visa 
payments, purchase of new clothing and other travel accessories, as well as a range of 
destination related expenses such as entertainment, dining, tours and souvenir 
purchase. Tourists have some control over the allocation of spending on these items 
by being able to substimte within groups of expenses. Thus a tourist may substimte 
an expensive restaurant meal for a take-away or one form of entertainment for 
another. Transport access costs refer to a range of costs associated with the transport 
component of travel commencing at the point of origin to the destination. Transport 
costs within the destination can be classified as a discretionary expenditure because 
these costs are separate from the cost of travel to the destination. 
Transport access costs comprise three broad categories, actual fares paid for travel 
(this will include payment for use ofthe destination's transport infrastmcture), a value 
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on the time taken for the joumey and the cost of the comfort of travel required. 
Although not discussed in detail in this thesis time is a significant cost and is an area 
requiring additional research. In respect to the value of time, transport modes offer a 
range of travel times, thus rail travel is slow and time consuming while air travel is, 
by comparison, fast. If a tourist has limited time available, the time cost may be of 
more importance than the actual monetary cost of travel. The issue of time is 
significant because its finite nature (Feldman and Homik 1981) may force tourists to 
make choices between modes according to their perceived time utility. The 
relationship between time, cost and travel demand is known as the distance decay 
function (Bull 1995). The comfort of travel is also a significant transport cost 
variable and can be measured in actual costs, the cost of first class airfares being one 
example. While some tourists are prepared to pay a premium for first class travel, 
others place a lower value on comfort and are satisfied with lower price economy 
travel. 
The theoretical relationship between demand for travel (expressed as transport access 
cost to a destination) and the components of transport cost can be expressed in general 
terms as: 
TACi =/(PF„ TJ„CTi, TlCi) 
where: 
i = Unique destination 
TACi - Transport access cost to destination i, 
PFi = Price of fares to destination i, 
TJi = Time of joumey to destination i, 
CTi - Comfort of travel to destination i. 
TlCi - Transport infrastmcture costs at destination i 
/ denotes some fiinction 
Similarly, the theoretical demand function for transport can be expressed as a 
relationship between total holiday expenditure and the various categories of 
expenditure, and can be expressed in general terms as: 
THCi = /(DSi, ACi, TACi) 
where: 
i = Unique destination 
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DSi - Discretionary spending at destination i, 
ACi = Accommodation costs at destination i, 
TACi = Transport access costs to destination i. 
f denotes some fiinction 
Resort Case Studies 
Figure 4.6 Transport Cost Model 
Cost 
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- • 
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Source: Developed for this Thesis 
Figure 4.6 illustrates the relationship between the three categories of holiday costs and 
the selection of a holiday destination/resort based on a personal travel budget and 
transport access cost for the destination. The model assumes that tourists have a 
personal holiday spending budget and will make destination choices based on the 
amount of money they wish to spend for a holiday experience, the time available and 
the level of satisfaction that they will derive from choices made in respect to 
accommodation, discretionary expenditure and transport access cost. 
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In Figure 4.6, the vertical axis represents holiday costs by category while the 
horizontal axis represents distance from the tourist's origin point A. In the model, the 
proportion of total holiday expenditure incurred on accommodation and discretionary 
expenditure is assumed to be fixed. In reality, tourists often trade lower 
accommodation standards and hence costs for higher discretionary spending on tours, 
entertainment and dining. Backpacking is a classic example of the trade-off between 
cheap accommodation and additional expenditure on other holiday activities. For the 
purposes of this discussion the premium paid for quality of travel will not be 
discussed in detail. Accordingly, the components of transport access cost considered 
are the actual monetary value of fares paid for the transport used and the time 
component of the joumey. 
Assuming that tourists usually have a fixed holiday expenditure budget and that 
expenditure on accommodation and discretionary spending is predetermined by the 
tourist's accommodation preferences and destination cost levels, the transport access 
cost will have a significant bearing on the selection of a destination. In Figure 4.6, A 
represents the tourists' origin point, B represents an intrastate destination/resort while 
C represents a interstate destination/resort. Lines ET and ET| represent two transport 
cost scenarios, with ET being the higher cost scenario. If the cost of travel from the 
origin point is EC], at transport cost level of ET], the tourist may select the interstate 
destination/resort C as it falls within the predetermined holiday budget. If however, 
the transport access cost for travel to the interstate destination/resort C rises to EC2, 
the total holiday cost will exceed the tourist's holiday budget and force the tourist to 
seek an altemative holiday destination/resort such as intrastate destination/resort B, 
unless the tourist is prepared to forego some other component of holiday expenditure. 
For the interstate destination/resort C to regain its previous market at origin A, total 
destination/resort costs must be reduced to a level equal to the tourists maximum 
holiday budget. This may be achieved in a number of ways including; reducing 
infrastmcture costs, introducing new technology that will reduce transport fares or 
through packaging of holidays. In recent decades this last factor, holiday packaging, 
has stimulated the development of mass travel particularly to foreign destinations. 
The importance of transport access cost as a factor in determining destination/resort 
selection will largely depend on the percentage of the total holiday budget consumed 
by the transport component. Thus the distance of the destination from the tourist's 
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point of origin is a significant variable. If other categories of holiday expenditure are 
higher, the importance of transport access costs as a determinate of destination/resort 
selection is substantially reduced. 
The model can also be used to illustrate how transport access costs are effected when 
substitufion of modes occures. As the distance between the origin and destination 
increases the relative costs of modes change. For example, over short distances travel 
by car may be cheaper than travel by air but as distance and the time of travel 
increases air tends to become cheaper than car travel. 
The importance of transport access cost as a factor in determining the tourist's 
selection of a destination will largely depend on the percentage of the total holiday 
budget consumed by the transport component. Thus the distance of the destination 
from the tourist's point of origin is a significant variable because it includes both the 
actual fare cost and a time element. If other categories of holiday expenditure are 
higher, the importance of transport access cost as a determinate of destination 
selection is substantially reduced. 
Martin and Witt (1988) noted that travel costs to substimte destinations may be a 
factor in destination selection. Figure 4.6 demonstrates in broad terms the impact of 
transport access cost on the ability of a destination to attract tourists from a specified 
origin market. In its curtcnt form the transport model (Figure 4.6) does not attempt to 
quantify the relationship between transport access costs and destination selection. One 
method of quantifying the relationship may be to estimate price elasticity of demand 
between destinations competing in the same origin market based on transport modes. 
The simplest elasticity equation would test changes in consumption brought about by 
changes in price (Beaman, Hegmann and DuWors 1991). However, the existence of 
numerous exogenous factors including individual preferences for transport modes, 
seasonally, and destination attractions require constmction of an elasticity equation 
that incorporates a wide range of factors (see Rolle (1997) for a discussion on 
computation of transport elasticises and Crouch (1994) for a discussion on demand 
elasticises for short haul and long haul tourists). Development of an equation 
incorporating a range of transport factors is beyond the scope of this thesis. 
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Analysis of these trends illustrates the type of transport infrastmcture required to 
attract different tourist markets based on distance. Destinations with an intemational 
focus such as the Gold Coast are heavily reliant on air transport for both domestic 
interstate and overseas tourists. Conversely, if a destination is close to a tourism 
generating region there is a high probability that road transport will be used in 
preference to air transport because of shorter distances. From these observations it is 
apparent that: 
• Destinations without airport, or with airports that are not designed for jet passenger 
aircraft, are largely restricted to markets that are accessible by car. This 
observation is limited to destinations that are not serviced by rail or sea. 
• Air travel is the key element in developing new markets beyond the reasonable 
reach of travel by car. These markets may be interstate and intemational. 
The significance of the transport access component of destination selection has 
generally been overlooked in past tourism research. The model demonstrates, in a 
simplistic manner, the dynamic relationship between the three major categories of 
holiday expenditure and tourists point of origin. Increased distance generally leads to 
increased transport access costs and represents a significant factor in total holiday cost. 
Applied to the Resort Development Spectmm, it is apparent that transport access cost 
is an important component of the rate at which resorts undergo development. If 
resorts can increase accessibility, through reductions in transport access times or 
enhanced efficiency of transport infrastmcmre, they can expect to gain access to a 
wider market. Moreover, as resorts grow and develop a wider range of facilities 
including hotels and attractions, they are better placed to attract customers with larger 
holiday budgets. 
4.7 Summary 
The Resort Development Spectmm is an attempt to overcome many of the problems 
associated with existing models. Previous models have tended, post ante, to 
concentrate on the effects of growth. The strength of the Resort Development 
Spectmm is that it points out the type of actions that are required, ex ante, to facilitate 
the growth of a resort from one phase to the next. In this regard, local authorities have 
some discretionary control over the development. For example, if the local 
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community was not in favour of ftirther tourist induced growth because of dismption 
to the community's life style, planning ordinances could be enforced to prevent or 
discourage certain types of development. 
Conversely, desires by the local community to increase tourism can be assisted by 
recognition that methods of promotion need to be adjusted and that new forms of 
infrastmcture will be required. In the case of transport infrastmcture, early recognition 
of the eventual requirement in this area will afford planners the opportunity to set 
aside land for airports, road networks, terminals, enhanced rail networks and port 
facilities if required. Application of multiplier analysis will enable an estimation to be 
made of the requirements for a range of services and infrastructure such as housing, 
water supply energy and communications. 
Table 4.1 outlines the expansion of supply side infrastmcture that occurs as resorts 
develop. To facilitate development, infrastmcture must be progressively enhanced in 
both quality and quantity. Quality may refer to constmction of higher standard 
accommodation while quantity refers to capacity and includes measures such as 
increases in airport artivals. Although many infrastmcture constmction projects 
appear to occur almost simultaneously, transport is generally the initial supply side 
project followed soon after by other projects in the hotel and shopping areas. The role 
of transport enhancement as the leading supply side variable becomes apparent when 
resorts move from Phase Two to Phase Three and become cmcial when moving from 
Phase Three to Phase Four. In each of these cases, as demonstrated in Figure 4.6, the 
resort is able to attract a wider range of tourists prepared to pay higher access costs. 
The Resort Development Spectmm identifies a series of growth phases that resorts can 
progress through, although not all resorts will move through each phase. Indeed it is 
likely that some resorts will never grow beyond Phase One while only a few will ever 
reach Phase Four. 
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CHAPTER 5 
RESORT CASE STUDIES 
5.1 Introduction 
This chapter commences with an analysis ofthe role played by the transport system in 
the development of coastal resorts in South Queensland. In the following sections, the 
growth pattems of three resorts, the Gold Coast, Sunshine Coast and Hervey Bay, are 
analysed by applying the Resort Development Spectmm model. Each resort is treated 
as a separate case study. Growth pattems are analysed using a range of data and 
sources including historical nartative, visitor numbers and demographics, transport 
pattems and the pattem of hotel development and usage. At the conclusion of the 
chapter the growth pattems of the resorts are compared and the validity of the Resort 
Development Spectmm model confirmed. 
5.1.1 Coastal Resort Tourism in Queensland 
This section outlines the significance of coastal resort tourism in Queensland as well 
as illustrating the role of the various transport modes during the period 1982/83 to 
1996/97. 
Defining Coastal Tourism in Queensland 
In this thesis, the term coastal resort is defined as a destination that may include one 
or a number of adjoining and linked urban areas located adjacent to the ocean, 
economically focused on tourist activities and containing a range of accommodation, 
leisure and transport facilities specially directed towards satisfying the demands of 
tourists. The question of definition was previously discussed in section 1.6. 
QTTC and BTR figures use the terms destination or region when referting to tourist 
localities and may include large surtounding areas which have little or no tourism. As 
a consequence, a destination may contain a resort located on the coast as well as 
tourist areas that are located some distance from the coast. Data on specific resorts in 
each destination are not always available. To overcome this problem, QTTC and BTR 
statistics, based on destination regions, are used to illustrate the relationship between 
tourism and transport. 
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Table 5.1 Resorts Located in Major Tourism Destination Regions Using QTTC 
and BTR Statistical Boundaries 
QTTC Regions BTR Regions Beach Resorts in Region 
Gold Coast (Gold Coast City plus • Gold Coast 
Beaudesert and Booonah Shires) 
Greater Brisbane 
Sunshine Coast (Caloundra, Maroochy 
and Noosa Shires) 
Wide Bay-Bumett 
Capricom (formally Fitzroy and 
centered on Rockhampton and 
Gladstone) 
Mackay excluding the Whitsunday 
Shire and Islands 
Northem (Townsville) 
Brisbane 
Brisbane Valley 
Hinterland 
Sunshine Coast 
Bundaberg 
Gympie-Maryborough 
Fitzroy 
Gold Coast 
Nil 
and 
Mackay 
Northem 
Tropical North Queensland (Formally • Far Northem 
Far North Queensland and based on the 
Caims Statistical Division) 
Outback (formally Westem 
Queensland) 
Darling Downs (Statistical Division) 
Whitsundays (Whitsunday Shire plus 
Islands) 
Barrier Reef (1) 
Noosa 
Maroochydore 
Caloundra 
Hervey Bay 
Capricom Coast 
Town of 1770/Agnus Waters 
Mackay 
Airlie Beach 
Numerous off-shore islands 
such as Hamilton Island 
Townsville 
Cardwell 
Caims 
Mission Beach 
Port Douglas 
Cooktown 
Nil North West 
Central/South West 
Dariing Downs Nil (Inland area) 
Included in Mackay region Island Resorts such as 
Daydream Island, Hamilton 
Island 
North Reef Islands 
Source: dTlC 1998 
Note: (1) Coastal islands are included in relevant regions. However separate tabulations 
are also produced by the QTTC showing all islands north of Lady Elliott Island as a 
destination region. 
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To illustrate the extent of Queensland's resort sector, Table 5.1 shows the location of 
coastal resorts in each destination region in Queensland and indicates the regional 
boundaries used by the QTTC and the BTR. 
Of the twelve regions identified by the QTTC, only Westem Queensland, Darling 
Downs and Greater Brisbane are located in non-coastal areas. The remaining regions 
are predominantly coastal, although some minor accommodation facilities are located 
in non-coastal locations. For example, in the Far North Region based on Caims, 
minor non-coastal tourist centres are located at Kuranda on the Atherton Tablelands 
and at Chillago while in the Gold Coast Region a number of resorts are located in the 
Great Dividing Range to the west. Together, these non-coastal regions, including 
Brisbane, comprised 24 per cent of all available bed nights in 1996/97. 
Visitation Patterns 
Table 5.2 highlights the yearly growth pattem achieved in coastal resort areas in the 
period 1982/83 to 1996/7, with Caims recording 391.5 per cent growth in the period 
followed by the Sunshine Coast with 200.0 per cent growth and Wide Bay Bumett 
(Hervey Bay) with 132.9 per cent growth. A large proportion ofthe growth in Caims 
and the Gold Coast came about as the result of a significant increase in intemational 
visitors. 
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Table 5.2 Total Visitor Nights in Commercial Accommodation by Region in 
Queensland and Percentage Change for the Period 1982/83 to 
1996/97 
(OOO's) 
Gold Coast 
Greater Brisbane 
Sunshine Coast 
Wide Bay Bumett 
Fitzroy 
Mackay/Whitsunday's (I) 
Northem (T'ville) 
Far North (Caims) 
Westem Qld 
Darling Downs 
Barrier Reef (Note 2) 
Total 
1982/83 
6,263 
2,053 
3,074 
1,883 
1,539 
1,282 
916 
1,658 
484 
559 
N/A 
19,501 
1996/97 
10,656 
4,746 
6,147 
2,503 
1,782 
2,547 
1,767 
6,491 
826 
839 
662 
38,303 
Percentage 
Change 
1982/83 to 
1996/97 
70.1 
208.6 
100.0 
32.9 
31.1 
98.7 
93.1 
291.5 
70.7 
50.1 
N/A 
96.4 
Source: Queensland Visitor Survey (1983, 1998) 
Notes 
1 Begirming with the 1995/96 QVS Mackay and the Whitsunday's were treated as separate regions 
2 In 1982/83 the Barrier reef was incorporated in other regions 
Table 5.3 illustrates the origin of visitors to Queensland's regions based on intrastate, 
interstate and intemational classifications. Caims and the Gold Coast, Queensland's 
main intemational resorts, attracted the highest percentage of interstate and 
intemational visitors. Other less developed resort destinations, including Northem 
(Townsville), Wide Bay-Bumett and Sunshine Coast, have a higher proportion of 
intrastate visitors. Although the Sunshine Coast is Queensland's second largest 
coastal resort in terms of visitor nights, it has a small intemational market. 
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Table 5.3 The Origin of Visitors to Regions in Queensland in 1996/97 Based 
on Total Visitor Numbers and Visitor Nights Measured in Percent 
Origin of Visitors 
Year Ended 30 Junt 
Region Visited 
Visitors 
Gold Coast 
Greater Brisbane 
Sunshine Coast 
Wide Bay Bumett 
Fitzroy 
Mackay 
Whitsunday's 
Northern (T'ville) 
Far North (Caims) 
Westem Qld 
Darling Downs 
TOTAL QLD 
Visitor Nights 
Gold Coast 
Greater Brisbane 
Sunshine Coast 
Wide Bay Bumett 
Fitzroy 
Mackay 
Whitsunday's 
Northem (T'ville) 
Far North (Caims) 
Westem Qld 
Darling Downs 
TOTAL QLD 
!l997 Queensland 
(Intrastate) (%) 
21.1 
36.1 
59.0 
66.6 
71.6 
63.0 
27.5 
54.6 
31.8 
57.1 
59.2 
48.3 
14.1 
29.8 
54.7 
53.6 
61.0 
59.6 
19.9 
45.5 
22.0 
53.1 
59.5 
33.3 
Interstate (%) 
48.6 
40.6 
34.0 
24.5 
21.5 
17.4 
43.5 
23.4 
25.1 
38.1 
36.6 
32.7 
56.9 
44.2 
34.3 
34.9 
31.3 
26.1 
55.8 
28.6 
35.1 
41.9 
35.2 
44.5 
International (%) 
30.3 
23.3 
7.0 
8.9 
6.9 
19.6 
29.0 
22.0 
43.1 
4.8 
4.2 
19.0 
29.0 
26.0 
11.0 
11.5 
7.7 
14.3 
24.3 
25.9 
42.9 
5.0 
5.3 
24.2 
Source: Queensland Visitor Survey (1998): 
Note: In 1996/97 7,810,000 visitors stayed 39,561,000 visitor nights in commercial accommodation. 
Table 5.4 illustrates the interstate and intemational character of Queensland's tourism 
industry. In 1982/83, 47.4 per cent of all visitor nights in commercial accommodation 
were occupied by interstate visitors while 6.7 per cent of bed nights were occupied by 
overseas visitors. By 1996/97, the ratio of overseas visitors to interstate tourists had 
moved in favour of overseas visitors who accounted for 24.2 per cent of all bed nights 
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while the percentage of bed nights occupied by interstate visitors fell slightly to 44.5 
per cent. Strong growth occurted in inbound tourism and there was an increase in the 
number of interstate visitors in the period 1982/83 to 1996/97, illustrafing the 
significance of transport in closing the geographic gap between the tourist's origin and 
the destination. 
Table 5.4 Percentage Change in Visitor Nights in Commercial 
Accommodation in Queensland by Origin Markets and by Purpose 
in 1982/83 to 1996/97 (OOO's) 
Total 
By Origin 
Queensland 
New South Wales 
Victoria 
Other Interstate 
Total Interstate 
Total Overseas 
By Purpose 
Hoi iday/Recreation 
Business 
Other/Not Stated 
1982/83 
Visitor 
Nights 
19,532 
8,968 
4,564 
3,031 
1,660 
9,255 
1,309 
18,209 
1,059 
264 
1996/97 
Visitor 
Nights 
39,561 
12,395 
8,383 
6,449 
2,774 
17,606 
9,560 
31,652 
4,753 
3,156 
Percentage 
Change 
1982/82 to 
1996/97 
102.5 
38.2 
83.7 
112.8 
67.1 
90.2 
630.3 
73.8 
348.8 
1095.5 
Source: Queensland Tourism and Travel Corporation (1983, 1998). 
Coastal regions also generated the largest share of expenditure by tourists in 
Queensland 1996/97. Together, Queensland's coastal resorts generated 83.9 per cent 
of all tourism expenditure based on research conducted by the QTTC and illustrated in 
Table 5.5. 
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Table 5.5 Tourist Expenditure and Average Length of Stay in Nights by 
Region in Queensland 1996/97 
Region Visited Expenditure per night Total Average Length of 
($) Expenditure Stay (Nights) 
($000's) 
Gold Coast 
Brisbane 
Sunshine Coast 
Wide Bay Bumeft 
Fitzroy 
Mackay 
Whitsunday's 
Northem (Townsville) 
Far North (Caims) 
Westem Qld 
Darling Downs 
Barrier Reef 
TOTAL QLD 
Source: Queensland Visitor Survey (1998) 
Note. Research conducted by the QTTC does not include Visiting Friends and Relatives who are 
accommodated privately. The survey only applies to people staying in commercial accommodation. 
Transport Trends in Queensland 
For the research undertaken in this thesis, visitors are categorised as intrastate, 
interstate and intemational. The distance of travel required between tourist generating 
regions and tourist destination regions has a significant bearing on the type of 
transport used. Queensland's tourism industry relies heavily on interstate and 
intemational markets that together constituted 51.6 per cent of all visitors and 68.7 per 
cent of visitor nights in commercial accommodation in 1996/97. Table 5.6 ranks the 
mode of travel used by domestic visitors in the period 1982/83 to 1995/96 based on 
QVS figures. Figures published for 1996/97 were not used in Table 5.6 because ofthe 
high Other-Not Stated response rate of 18.1 per cent. Survey results from the QVS 
(1983 to 1998) show a number of significant shifts in transport use by mode. Use of 
air for interstate trips to Queensland grew from 21.7 per cent to 30.3 while use ofthe 
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102 
73 
113 
96 
164 
106 
179 
94 
103 
181 
137 
1,757,117 
691,661 
628,473 
193,230 
226,560 
99,016 
256,051 
185,000 
1,198,449 
86,346 
97,196 
245,716 
5,419,066 
4.86 
2.88 
4.74 
3.18 
2.6 
2.67 
4.58 
2.94 
4.75 
2.83 
1.93 
5.10 
5.07 
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car for interstate trips declined from 64.0 per cent in 1982/83 to 56.4 per cent in 
1995/96. 
In the intrastate market there was also a shift in the modal share of transport in the 
period 1982/83 to 1995/96. Use of air grew from 3.6 per cent in 1982/83 (BTR 1983) 
to 5.0 percent in 1995/96 (BTR 1997) while usage of cars also grew, increasing from 
84.0 per cent to 86.0 per cent in the same period. Travel by rail and coach declined 
during this period. The marked trend towards air as the preferted mode of travel can 
be attributed, in part, to the sharp fall in airfares that followed airline deregulation in 
1990. 
Table 5.6 Transport Usage Patterns by Interstate Visitors to Queensland in 
the Period 1982/83 to 1995/96 (per cent) 
% of Visitors 
Air 
Motor Vehicle 
Bus/Coach 
Train 
Other-Not Stated 
Total 
1982/83 
21.7 
64.0 
11.0 
1.7 
1.6 
100.0 
1995/96 
30.3 
56.4 
5.9 
1.8 
5.6 
100.0 
fewrce.-QTTC (1983, 1997) 
The modal mix of travel to each Queensland region is shown in Table 5.7. Survey 
results from 1995/96 are used because 1996/97 figures show a high rate of 'Don't 
Know' and failures to respond to the question on transport use. The Gold Coast figure 
indicates a high usage of coach, perhaps reflecting the fact that overseas visitors fly 
into Brisbane before being coached to their accommodation on the Gold Coast. Both 
the Gold Coast and Caims, Queensland's major intemational coastal resorts, are 
heavily reliant on air transport while other coastal resorts have a more intrastate focus. 
Fitzroy and Wide Bay/Bumett regions for example are heavily reliant on the private 
car. 
Analysis of these trends illustrates the type of transport infrastmcmre required to 
attract different classes of tourists. Resorts with an intemational focus such as the 
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Gold Coast and Caims depend on air transport for a large percentage of both domestic 
and overseas tourists while resorts with an intrastate focus are more likely to rely on 
road transport as demonstrated by Table 5.7. 
Table 5.7 Main Mode of Transport Used by Visitors to Regions in 
Queensland By Per cent of Visitors in 1995/96 
Destination Region Air Coach 
Private 
Vehicle 
Rental 
Car 
Rail Other-
Don't 
Know 
Gold Coast 
Brisbane 
Sunshine Coast 
Wide Bay Bumett 
Fitzroy 
Mackay 
Whitsunday's 
Northem 
(Townsville) 
Far North (Caims) 
Darling Downs 
Westem Queensland 
Barrier Reef 
Total Queensland 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
(%) 
35.8 
30.4 
7.2 
4.6 
9.5 
5.4 
49.7 
21.2 
55.5 
2.0 
5.7 
76.1 
29.3 
14.2 
3.6 
4.1 
4.6 
1.7 
4.7 
4.8 
13.1 
5.7 
1.2 
7.1 
3.5 
6.7 
37.5 
42.1 
82.0 
75.8 
76.1 
76.4 
24.6 
49.3 
25.0 
86.4 
63.6 
10.6 
53.1 
6.2 
4.5 
4.8 
8.7 
5.4 
6.7 
5.4 
5.0 
4.8 
1.9 
3.4 
0.5 
4.1 
1.3 
2.4 
0.2 
0.8 
2.8 
0 
5.7 
4.0 
2.3 
2.3 
13.2 
3.4 
2.0 
5.0 
7.0 
1.7 
5.6 
5..5 
6,7 
2.8 
7.3 
6.6 
6.2 
6.9 
5.8 
0.1 
Source: QTTC (1997) 
Tables 5.3 to 5.7 outline the main characteristics of Queensland's coastal resort 
tourism industry in terms of visitor numbers, expenditure pattems and transport 
pattems. A number of trends are apparent. 
• The distance from origin to destination will influence the mode of transport used to 
travel to the resort. Intrastate visitors are more likely to travel by car. Conversely, 
intemational and interstate visitors exhibit a strong preference for air travel. 
• Access to intemational airports has enabled the Gold Coast and Caims to access 
the intemational tourism market. 
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• Although the Sunshine Coast has access to the nearby Brisbane intemational 
airport, the resort has not succeeded in developing a significant intemational 
market. This indicates the impact of a range of non-transport factors. 
• Resorts with access to jet capable airports tend to attract interstate travellers. 
• Small resorts such as Hervey Bay and Mackay have a greater focus on intrastate 
visitors and are almost entirely reliant on road as the main form of tourist transport 
to the resort. 
The foregoing discussion and analysis of Queensland tourism statistics emphasise the 
synergy between transport and tourism development. Similar pattems of development 
based on transport access can be observed in other countries. For example, in a smdy 
of the growth of tourist accommodation on Vancouver Island (Canada) Nelson and 
Wall (1986) found that the development of mass tourism in the area was initiated by 
growth in automobile ownership. In Britain rail and later coaches played a significant 
role in the development of resorts (Cooper 1997). Air transport has made a significant 
contribution to the growth of tourism in many parts of the world including Spain, 
Hong Kong, and South Afi-ica. In the holiday islands ofthe Caribbean, airlines are the 
primary means of transport for long haul travellers from the United States and Europe 
(Wheatcroft 1994:12-15). After World War \\, the development of new generations of 
fast passenger jets provided the foundations for the development of the long-haul 
passenger market which almost always involves significant over-water joumeys. 
In the 1992 National Tourism Strategy (p35), the Commonwealth Department of 
Tourism stated that development of Australia's relatively decentralised tourism 
industry relied on the efficiency, quality and capacity of the nation's transportation 
networks. In a smdy of the economic significance of tourism in Queensland, West 
(1993) observed that it was imperative that investment in tourism infrastmcmre such 
as transport networks was undertaken if projected tourism demand was to be met. 
The following sections of this chapter analyse growth in three resorts based on 
infrastmcmre development. Transport infrastmcture is emphasised but within the 
context of overall development pattems. 
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The locafion ofthe resorts within South Queensland is illustrated in Diagram 5.1. 
Diagram 5.1 Location of Hervey Bay, Sunshine Coast and Gold Coast in South 
Queensland 
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5.2 Hervey Bay 
Hervey Bay, located north of Brisbane, has been the focus of coastal tourism in the 
Wide Bay-Bumett Region from late last century to the present. Diagram 5.2 illustrates 
the location of Hervey Bay relative to other major urban centres in the Wide Bay-
Bumett Region. In recent decades Hervey Bay has attracted an increasing number of 
tourists as well as retirees. Although still predominantly a beach holiday centre for 
Queensland residents, recent changes in the pattem of visitor origins indicate that there 
is potential for the area's tourism industry to develop a national and perhaps in time an 
intemational focus. The resort's tourism industry is presently built around visitor's 
interest in the natural environment with few built or culmral attractions of note. 
Aspects ofthe natural environment that are the central focus of tourism industry are; 
• Fraser Island 
• Whale watching, and 
• Relatively undisturbed beaches. 
This section will examine the resort's growth in terms ofthe Tourism Resort Spectmm 
and discuss the potential for Hervey Bay to develop its tourism from the current phase 
of development into the next developmental phase. National Tourism. 
5.2.1 Physical Aspects of the Region 
Located approximately 300 kilometres north of Brisbane the state capital, the City of 
Hervey Bay occupies an area of 2393 square kilometres, much of which is either 
farmland or undeveloped forest. In geographic terms, the area is flanked by Fraser 
Island to the east and the mountains of the Great Dividing Range to the west. Several 
rivers traverse the area including the Isis and Mary Rivers and Saltwater Creek. The 
region's coastal areas are a patchwork of protected sandy beaches interspersed with 
swamps and mangrove forests at the mouths ofthe coastal rivers and creeks. Most of 
the area's beaches exhibit frontal dunes backed by a series of beach ridges 
(Queensland Department of Housing Local Govemment and Planning 1996). 
Building in most beach areas in Hervey Bay has been some distance from the 
shoreline although seawalls have been built at Urangan Beach and Torquay to protect 
these areas from erosion. Beaches between Point Vemon and Burmm River are 
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sheltered from wave action and are typified by a very wide inter-tidal flat. Sheltering 
ofthe area's beaches from severe wave action precludes their use for surfing. 
Diagram 5.2 Location of Hervey Bay in the Wide Bay-Burnett Region 
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SOUTH 
GREAT SANDY NATIONAL PARK 
PACIFIC 
Source: Sunmap 1997 
To the east, the area is bounded by Fraser Island, a namrally formed sand island that is 
relatively undeveloped but has significant eco-tourism qualities. The Hervey Bay City 
Council administers the northem portion of the island. Fraser Island, although 
relatively undeveloped, is a major tourist focus. The Island contains a number of 
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unique landforms including 250 kilometres of beaches, sand dunes up to 240 meters in 
height and 40 freshwater lakes. The uniqueness of the area as a environmental region 
resulted in its listing as a World Heritage region in 1993. As part of the listing 
process, forestry and beach mining activities ceased and tourism development was 
severely restricted. 
The waters between Fraser Island and Hervey Bay form the Great Sandy Strait. 
Humpback Wales visit these waters each year and have become the focus of 
considerable tourist interest. The remaining namral area does not exhibit high 
conservation values as it lacks unique ecosystems or unusual species of flora and 
fauna. 
5.2.2 Urban Structure and Settlement Patterns 
The existing urban stmcmre of Hervey Bay consists of a scattered series of villages 
which developed independently of each other but which have been brought together 
over time to form a single administrative region administered by the Hervey Bay City 
Council. Most settlements were established adjacent to the coast, the exception being 
Howard which developed as a coal mine. Major urban settlements in the area are as 
follows. 
• Point Vemon 
• Ugangan 
• Toogoom 
• Burmm Heads 
• Howard 
• Torbanlea 
• Aldershot 
• River Heads. 
Outside these urban areas lie a patchwork of mral residential settlement, farmlands, 
privately owned but relatively undeveloped forest and state forest reserves. 
The physical pattem of urban development reflects the early settlement pattem of the 
area, based initially on agriculmre and mining and later on tourism. The first recorded 
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settlement of the area occurted in 1863 when Martin Boyle, a timber cutter, settled in 
the Urangan/Point Vemon area with his family. In the same year, the discovery of 
coal at Howard lead to a series of mining ventures which fostered further settlement in 
the area (Queensland Department of Housing Local Govemment and Planning 
1996:3). Other settlers soon followed establishing a series of industries that included 
sheep and cattle grazing as well as horticulture. 
Gold discoveries at nearby Maryborough and Bundaberg generated considerable 
wealth and created the ideal conditions for fiirther settlement at the beach areas of 
Hervey Bay. Residents of Maryborough and Bundaberg commenced buying the first 
coastal subdivisions in the mid-1890s to build sea front holiday homes. Development 
of a substantial sugar industry in the latter part of the Nineteenth Cenmry provided a 
ftirther stimulus to the area's economic development (Queensland Department of 
Housing Local Govemment and Planning 1996:3). During the 1950s and 1960s, the 
coastal townships of Pialba, Torquay, Scamess and Urangan began to slowly coalesce 
into a single urban area as the area's population grew. 
Initially administered by the Burmm Divisional Board from the 1880s, the Local 
Authorities Act of 1902 abolished the Board and established the Shires of Pialba, 
Howard, Antigua, Granville and Tinana. In 1917, the 1902 Shire boundaries were 
amended and the Shires of Pialba, Howard and Antigua were amalgamated to form the 
Shire of Burmm. After a series of minor boundary changes, the Burmm Shire was 
reconstimted as Hervey Bay Shire in 1976 and in 1977 was proclaimed a Town. 
Again after some minor changes which enlarged the Local Authority area, Hervey Bay 
was proclaimed a City in 1984 (Queensland Department of Housing Local 
Govemment and Planning 1996:3). 
5.2.3 Major Tourism Attractions 
The major components of Hervey Bay's tourism industry are the area's natural 
environment consisting of a series of unique landforms and ecosystems on Fraser 
Island, the marine environment including whales and dolphins as well as relatively 
undismrbed beaches. Together, these natural features constitute a unique, nature based 
tourism product, hi contrast, built tourism attractions are relatively small and 
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complement rather than compete with the area's focus on nature. For example, there 
are several small attractions based on the marine environment as well as a fleet of 
whale watching boats. Other facilities such as shops and restaurants fulfil a support 
role for the tourism industry. 
Fraser Island 
Fraser Island has developed as a major tourist focus in the last 20 years. The island 
contains a number of unique ecosystems and landforms including 250 kilometres of 
beaches, sand dunes up to 240 meters in height and freshwater lakes. Fraser Island is 
184,000 hectares in size, an area about half the size of the popular Indonesian tourism 
desfination island of Bali. Prior to the recognition ofthe island's potential as a world 
class tourism attraction, the island supported an extensive timber industry based on 
logging of virgin and regrowth forests as well as whaling and extraction of mineral 
sands. Although the uniqueness of the island's environment has been recognised for 
some time, a decades long campaign by environmentalists finally saw Fraser Island 
listed as a World Heritage region in 1993. To preserve the island's unique character, 
forestry and beach mining activities ceased and tourism development was severely 
restricted. 
World Heritage listing by UNESCO was the combination of one of Australia's longest 
mnning conservation controversies that started in the early 1970's. The first victory 
against continued commercial logging came in 1976 when Fraser Island was the first 
site to be listed on the Register ofthe National Estate. However the Queensland State 
govemment resisted calls for the cessation of logging and in 1980 declined to support 
the island's listing as a World Heritage site. Sponsored by UNESCO, world heritage 
listing required Federal govemment support as well as successfully meeting one of 
four selection criteria. World Heritage values ofthe island included; 
• biological significance based on the marine environment of Hervey Bay and the 
nearby Great Sandy Strait, 
• archaeological relics which included the complete tribal territory of the 
Ngulungbara aboriginal people, and 
• geomorphologic feamres based on retrogression plant successions and perched 
lakes. 
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Fraser Island's main attractiveness is its unique landforms as well as its flora and 
fauna. For example, Fraser Island contains many perched freshwater dune lakes and 
subtropical forests. The island's flora includes the Angiopteris Fem, one ofthe oldest 
surviving fem species in world and fauna which includes Australia's most pure strain 
of Dingo (nafive dog). Fraser Island also has one of the world's best examples of 
retrogression of plant succession. As soils become poorer, plant communities 
degenerate from rainforests to stunted heaths (Sinclair 1990). 
Tourism development commenced in 1934 when The Fraser Island Tourism and 
Resort Company commenced guided tours to the Island and built a small number of 
huts (Sinclair 1990). The remoteness ofthe resort and the commencement of World 
War 11 combined to fmstrate the companies operations and the venture ceased trading 
after only 5 years. By the 1960s the rate of visitation had climbed to approximately 
5,000 (Commission of Inquiry into the Conservation and use of Fraser Island and the 
Great Sandy Region 1991). 
The growing popularity of Fraser Island is evidenced by the rapid increase in the 
volume of visitors in the period from the mid 1970s to present. According to the 
Commission of Enquiry established to investigate the management of the Island and 
the nearby Great Sandy Region (Commission of Inquiry into the Conservation and use 
of Fraser Island and the Great Sandy Region 1991) visitor numbers grew from 20,000 
in the mid-1970s to 200,000 by 1985. These numbers have continued to grow and in 
1995/96 the Department of Environment issued 366,449 visitors permits, including 
146,638 for visitors travelling on commercial tours (Department of Environment 
1997). 
The island's urban development is restricted to a small number of settlements at 
Eurong Beach, Second Valley, Happy Valley and Orchid Beach. An interesting aspect 
of tourism development on the island has been the almost complete lack of 
infrastmcture normally associated with a tourism attraction generating such high 
visitation rates. The accommodation sector consists of a mix of resort hotel rooms, 
private holiday homes, holiday units and camping grounds. The Commission of 
Inquiry (1991:66-67) estimated that by 1990, the island's capacity in terms of 
ovemight visitors was 3211 including 1686 camping sites but excluding bush camping 
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which is popular with many visitors. Fraser Island's accommodation stock (RACQ 
1998) consists of; 
• 249 resort hotel rooms owned by Kingfisher Bay Resort and Village, and Eurong 
Beach Resort, 
• 25 holiday units, 
• 62 caravan sites, and 
• camping grounds consisting of 11 National Parks Service camping areas, including 
some without toilets and showers, and one private camping ground with 136 
serviced camp sites. 
Fraser Island's other tourism infrastmcmre is similarly undeveloped. Access is gained 
by vehicular ferties operating from Rainbow Beach to Hook Point on the south coast 
and from Hervey Bay to Kingfisher Bay Resort and Wangoolver Creek. A network of 
4WD tracks connects the island's scattered settlements. Further development of the 
road network is unlikely. The namre of the road system restricts vehicle use to four 
wheel drive only. Air access is limited to two small light aircraft all-weather airstrips 
located at Orchid Beach and Eurong Bay Resort. Charter flights and private planes are 
the main uses of these airstrips. Curtently, there are no plans to upgrade these airstrips 
or the road system. 
Whale Watching 
Hervey Bay is the seasonal home to migrating Humpback Whales (Magaptesa 
novaeangliae) that visit the area between mid August and mid October. The 
population numbers in excess of 200 and appear to use the waters of Platypus Bay and 
adjacent Wathumba Creek to mate and as a nursery for mothers and calves prior to 
their retum to Antarctic waters. Commercial whaling ceased in 1963 after a period of 
commercial hunting lasting over 100 years. Interest in whales has provided Hervey 
Bay with a major opportunity to develop a new nature based tourism sector based on 
whale watching. During the 1990s, tourist interest in whale watching has increased, 
supported by an expansion of whale watching tours. During the whale watching 
season up to 20 privately operated passengers vessels conduct whale watching tours 
within the Whale Management and Monitoring Area in the Hervey Bay Marine Park. 
In conjunction with whale watching activities an annual Whale Festival is held. In 
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1995/96 a total of 83,100 passengers were carried on whale watching boats with this 
activity growing at a yearly average of 16 per cent in the four year period 1992/93 to 
1995/96 (QTTC 1998). 
Built Attractions 
To capitalise on the popularity of the Hervey Bay a number of small attractions have 
been constmcted over the last 40 years. Attractions are generally small and have 
adopted themes that centre on the sea or nature. These include; 
• Neptune's Reefworld and Education Centre 
• Vic Hislop Shark Show 
• Miniature Village and Model Railway 
• Aquatic Centre 
• Namreworld Wildlife Park, and 
• Hervey Bay Historical Museum 
In addition a number of festivals and competitions are held during the year including 
the Toyota Fishing Competition. 
5.2.4 The Development of Tourism 
The following section traces the tourism development of Hervey Bay between the 
1860s and 1998 using the framework ofthe Resort Development Spectmm. 
5.2.4.1 First Phase of Development 1865 to the Late 1940s 
Hervey Bay's first phase of tourism development, based on providing seaside holidays 
and recreation for residents of nearby towns, commenced in 1865 and lasted until the 
late 1940s or perhaps the early 1950s. The absence of tourism data sets precludes a 
precise identification ofthe time span ofthe first phase of tourism development. 
Initial tourism development in Hervey Bay commenced when residents of 
Maryborough began building seaside holiday homes in beachfront subdivisions in the 
mid-1860s. By 1895, Hervey Bay's populafion was estimated to be eighty-five 
persons. During the Christmas and Easter holiday period this number swelled to 
between sixteen hundred and two thousand persons, mainly from nearby towns and 
disfricts (Queensland Department of Housing Local Govemment and Planning 
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1996:3). Settlement in the area, as well as its growing tourism industry, was given a 
significant boost when the Pialba railway line from Pialba to Maryborough was 
completed in 1896. The line was fiirther extended to Urangan in 1913 and to the 
Urangan Jetty in 1917. Although buih to service the mral producers ofthe area, 
primarily the sugar industry, these rail lines gave a significant boost to the weekend 
holiday market from Maryborough and other mral towns in the region. In the 1920s, 
Queensland Airlines Ltd operated regular air services to Brisbane for a short period. 
The ensuing depression and war years caused a cessation of air services until I960. 
A significant transport infrastmcture development that gave an impetus to Hervey 
Bay's tourism industry was the completion of a bitumen road connecting Urangan and 
Maryborough in the 1930s. Rapid growth in ownership of motor vehicles made the 
Hervey Bay area even more accessible to residents in nearby towns. 
Based on available evidence it is apparent that from the time when the first visits to the 
beach commenced in the 1860s through to the late 1940s, Hervey Bay was primarily a 
beach resort for residents of nearby Maryborough and Gympie. The relative 
inaccessibility of the region and its undeveloped accommodation sector precluded the 
development of large-scale flows of tourists from more distant areas. During this 
period of tourism, accommodation consisted mainly of beach houses, holiday flats and 
extensive camping grounds. 
5.2.4.2 Second Phase of Development Intrastate Tourism 
Limitations on Use of QVS Statistical Data 
Data collected by the QTTC for the Wide Bay-Bumett Tourism Region as part of the 
QVS series includes the cities of Maryborough, Bundaberg and several other small 
mral settlements. From 1995/96, the Wide Bay-Bumett Tourism region was 
subdivided into two sub regions; the Fraser Coast - South Bumett Region which 
encompasses Hervey Bay and Maryborough and Bumett which includes Bundaberg. 
Data for the Fraser Coast - South Bumett Region is only available for the period 
1995/95 and 1996/97. The DTM (BTR 1992 to 1997) has limited data for the Fraser 
Coast for the period 1991/92 to 1996/97. As discussed in secfion 5.1, the DTM and 
QVS data series are not readily comparable because of differences in the methods of 
estimation. A further complication arose due to the break in series for the DTM. 
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According to the Queensland Visitors Survey (1998) 56.0 per cent of domestic visitors 
to the Wide Bay-Bumett Tourism region visited Maryborough/Hervey Bay while 44.0 
per cent visited the Bundaberg region. Table 5.8 illustrates outlines the region's 
accommodation sector in 1999, indicating the relative importance of Hervey Bay 
compared to other cities in the region. As separate data for Hervey Bay is not 
available for the entire period 1982/83 to 1996/97, the following tables illustrate trends 
for the entire Wide Bay-Bumett Region. 
Table 5.8 Tourism Accommodation in the Wide Bay-Burnett Region 1999 in 
Room Numbers and Caravan Site Numbers 
Urban Centre 
Hervey Bay 
Maryborough 
Bundaberg 
Caravan Park 
Sites 
1537 
319 
810 
Motels 
374 
207 
449 
Hotels (1) 
Nil 
Nil 
Nil 
Apartments 
403 
Nil 
Nil 
Source: RACQ 1999 
Note (1) Accommodation in pubs is not included. 
Growth Patterns in Hervey Bay 
In the post World War 11 era of economic prosperity, car ownership increased rapidly 
and caravanning became a popular form of holidaying allowing tourists to travel 
greater distances from home. Hervey Bay's camping grounds began to change 
eventually being converted into caravan parks. In the 1960s Hervey Bay became a 
popular caravarming centre and developed a reputation as the 'Caravan Capital of 
Australia'. The composition of visitors to the Wide Bay-Bumett Tourism Region 
reflects a heavy emphasis on intrastate visitors. Figure 5.1 illustrates the growth in the 
Wide Bay-Bumett Tourism Region according to visitor origin based on QVS data. In 
1982/83 intrastate visitors comprised 69.0 per cent of all visitors while only 0.02 
percent originated from overseas. Between 1982/83 and 1996/97 the percentage of 
intrastate visitors fell to 60.5 per cent while the number of intemational visitors rose to 
10.8 per cent. Following a rapid increase in overseas visitors (primarily from New 
Zealand as well as Backpackers) in the latter part ofthe 1980s, numbers have not 
increased in percentage terms during the 1990s. Listing of Fraser Island as a World 
170 
Resort Case Studies 
Heritage Park and the commencement of whale watching appear to have been triggers 
for the growth of mtemational tourism in the area. 
hi 1996/67, sub regional data for the Fraser Coast - South Bumett Region (QVS 1998) 
indicated that the largest visitor group by age were the 45 to 59 year age group (32.5 
per cent), followed in descending order by the 60+ year age group (23.4 per cent), 25 
to 34 year age group (18.5 per cent) and 35 to 44 year age group (15.7 per cent) with 
the majority of visitors travellmg as couples. The QVS (1998) reported that in 
1996/97 the main soiu-ces of domestic visitors to the Maryborough-Hervey Bay region 
were from mtrastate (61.8 per cent) followed by interstate (28.6 per cent) and 
intemational (9.7 per cent). 
Figure 5.1 Visitor Origins in the Wide Bay-Burnett Tourism Region 1982/83 
to 1996/97 
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Analysis of DTM (1998) survey data indicates a higher percentage of kitrcistate 
visitors compared to the QVS. The DTM (1998) reported that in 1996/97 the largest 
group of Fraser Coast visitors were from Brisbane (41 per cent) followed by country 
Queensland (39.0 per cent) and NSW (12 per cent). As discussed in section 5.1 the 
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difference between data sets stems from the inclusion of VFR visitors in the DTM and 
for the purposes of this analysis the DTM appears to gives a clearer picture of the 
origin of visitors to Hervey Bay. 
Accommodation Sector 
As illustrated in Figure 5.2, the popularity of the resort as a caravaning centre has 
increased throughout the period 1974 to 1998. After a period of static growth in 
caravan sites in the period 1974 to 1980 there was a sharp increase in site numbers 
between 1980 to 1998. Over this period there was also an increase m the number of 
motel rooms and since 1992, an increase in the number of apartments. The curtent 
mix of accommodation does not include hotel properties although a number of 3 star 
properties have been proposed. In keeping with development trends in other 
Queensland resorts, the popularity of holiday apartments has grown and are seen as an 
affordable altemative to resort hotels. 
Figure 5.2 Growth of Accommodation Establishments 1974 to 1996 
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Notes 
1. Figure 5.2 measures growth in the number of accommodation units. Thus one unit of a caravan 
park equates to one caravan site and one unit of hotel is one room. 
2. This table was compiled trom annual surveys of accommodation conducted by the Royal 
Queensland Automobile Club. Accommodation ratings have changed over time and were adjusted. 
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DTM data (1998) shows that in 1996/97 a total of 893,000 domestic tourists visited 
the Fraser Coast. Based on origin, 71.6 per cent of visitors were Queensland residents 
(41 per cent from Brisbane and 39 per cent from Queensland country) and the 
remainder were from interstate, principally Sydney (8 per cent), NSW country (4 per 
cent) and Melboume (3 per cent). 
Transport 
Figure 5.3 illustrates the use of major transport modes for tourism travel to the Wide 
Bay-Bumett Tourism Region in the period 1986/87 to 1996/97 based on Queensland 
Visitors Survey data. The most popular mode of travel was by car (82.9 per cent), 
followed by coach (6.5 per cent), rail (5.3 per cent) and air (0.16 per cent). 
Hervey Bay airport is owned by the Hervey Bay City Council and is one of three in 
the Region, the others being located at Bundaberg and Maryborough. The current 
mnway was specifically designed for operations by propjet aircraft up to the size of 
the Fokker Friendship F27. In 1998 several regional airlines serviced Hervey Bay 
using a mix of aircraft types including Embraer EMBllO Bandeirante (Flight West 
Airlines) and Shorts SD3-60 aircraft (Sunstate Airlines). The airport is also capable of 
jet operations but with some restrictions. 
Compared to other airports in the region, Hervey Bay has exhibited strong growth 
(16.4 per cent annum since 1980) based mainly on holiday traffic. In comparison, 
passenger movements at Bundaberg Airport have remained stationary while passenger 
numbers at Maryborough have declined (39.6 per cent) in the period from 1980. In a 
1994 study of the growth potential of the Hervey Bay airport Connell Wagner 
Queensland (1994) forecast that tourism would grow from 300,000 visitors in 1992 to 
453,000 visitors in 2006 (consisting of 290,000 intrastate visitors, 98,000 interstate 
visitors and 65,000 intemafional visitors) and 525,000 visitors in 2011 (consisting of 
336,000 intrastate visitors, 114,000 interstate visitors and 75,000 intemational 
visitors). The report stated that if growth continued and at some stage reached an 
similar stage of development found at the Sunshine Coast in the mid 1990s, the 
proportion of tourists travelling by air would rise by 7 to 10 per cent. The Connell 
Wagner Queensland (1994) report also noted that should one ofthe national airline 
operators(Ansett and Qantas) commence large aircraft operations into a fumre 
73 
Resort Case Studies 
enlarged Hervey Bay Auport a catalyst effect, similar to the Sunshine Coast 
experience with Maroochydore Auport, might occur in the resort's tourism industry. 
Figure 5.3 Transport Modes the Wide Bay-Burnett Tourism Region 1986/87 
to 1996/97 
o o 
(A 
O 
> 
• other 
DRail 
D Coach 
• Car 
DAir 
N^' 
^ ^ ^ ^ ^ ^ ^ 4" ^ ^ 
>^ ^ ^ • N^- N^- N^- N^- N^- N^-
Year 
Source: QTTC (1987 to 1997) 
Notes 
1. 1989/90 is not included due to absence of data 
2. There appears to be a statistical anomaly in 1990/91 that indicates a significant shift from car travel 
to coach travel. It would appear that incorrect data were entered into the database but it is not 
possible to obtain original data. 
3. The number of respondents in the Other section was much higher in 1996/97 than in preceding 
years reflecting a change in the methodology used in collection. 
A major drawback to fiiture expansion uito the interstate market is the modest nature 
ofthe resort's airport and lack of direct flights to Sydney and Melboume. Given that 
there are two airports in the Maryborough-Hervey Bay area and that traffic through 
Hervey Bay is increasing while traffic through Maryborough is declining it is possible 
that the fiinctions of both airports will be rationalised and Maryborough afrport closed 
in the fiiture. Indeed this decision may be taken out ofthe hands ofthe curtent airport 
owners (Hervey Bay City Council and Maryborough City Council) and occur as a 
consequence of reartangement of airline schedules. Considerable local debate has 
surtounded the fiiture of airports in the Maryborough-Hervey Bay area with the 
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Maryborough City Council favouring a new site between the two centres. This issue 
will need to be resolved before the area can hope to attract new investors interested in 
expanding into the interstate market. 
Current Phase of Tourism Development 
Data from the QVS indicates that Hervey Bay has consolidated its stams as a Phase 
Two resort and is showing early signs of embarking on the next phase of development 
as an increasing number of intemational tourists' visit the resort. Growth in the 
resort's intemational sector commenced in 1986/87 and currently comprises 
backpackers and New Zealanders. When DTM data is used, a different picmre 
emerges and the resort appears to be some way off from embarking on the next phase 
of development. On balance and using both data series it is apparent that Hervey Bay 
has commenced the process that may enable it to eventually growth into a Phase Three 
resort providing there is a significant increase in the number of interstate visitors and 
that additional supply side infrastmcmre is constmcted. The profile of Hervey Bay's 
current tourism industry indicates a high degree of dependence on intrastate visitors, 
supplemented by a slowly increasing number of interstate and intemational visitors. 
There appears to be a number of deficiencies that need to be overcome prior to further 
growth ofthe interstate market. The impediments to fiirther development of interstate 
and intemational markets appear to include the following. 
• The resort lacks suitable upmarket accommodation including resort hotels of 3 star 
or better rating. 
• Road continues to the major method of transport to the resort. 
• The lack of suitable airport facilities hampers direct interstate connections. The 
existing facility caters for turboprop aircraft. Tourists travelling by air have to 
travel to an intermediate port such as Brisbane and change aircraft. Further growth 
in air traffic is likely to be constrained in the absence of direct jet services to major 
southem capital cities. 
• Lasting only two months, the whale watching season is too short to become the 
principle tourism attraction ofthe area. 
• Fraser Island is not available for large-scale development. Although a major 
tourism attraction, with potential to attract large numbers of interstate and 
intemational visitors, Fraser Island is subject to strict environmental controls that 
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effectively preclude the development of a large island based resort sector. These is 
scope to utilise the island as a day tour site, basing hotel development on the 
mainland 
• The resort lacks other major natural or built tourism attractions. 
The operation of the Resort Development Spectmm is illustrated in a stylised maimer 
in Figure 5.4 because data prior to 1982/83 is not available. Growth since 1982/83 has 
trended upwards as illustrated in Figure 5.1. The role of transport in the development 
ofthe resort's tourism industry is apparent. 
Figure 5.4 The Resort Development Spectrum in Hervey Bay 
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Future Prospects 
The curtent phase of development, based on intrastate tourism and a growing number 
of interstate visitors, is likely to continue for some time. Further development could 
be either demand or supply lead. In either case, further growth of the interstate market 
will hinge on introducfion of air services that provide direct jet links to southem ports 
and the development of a new accommodation sector based on 3 star resort hotels, a 
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new range of more capital intensive attractions, more aggressive promotion designed 
to attract interstate visitors as well as new investors and an increased stock of high 
quality holiday apartments. In the absence of these forms of development the resort 
will find it difficult to maintain the rate of growth experienced in recent years and may 
not move beyond the transition zone to develop into a Phase Three resort. 
5.3 The Sunshine Coast 
The Sunshine Coast, located north of Brisbane, is a relatively new interstate tourism 
destination although residents of nearby mral communities have been visiting the area 
since last century. Diagram 5.3 illustrates the location ofthe Sunshine Coast. Now 
commonly referted to as the Sunshine Coast, the beach communities that stretch 
between Caloundra in the south and Noosa in the north were previously referred to as 
the north coast. Likewise, the present area occupied by the Gold Coast to the south 
was popularly referred to as the south coast. For the purposes of this thesis, the beach 
communities that stretch between Caloundra in the south and Noosa in the north are 
referted to collectively as the Sunshine Coast or occasionally as simply 'area'. 
Although still predominantly a beach holiday centre for Queensland residents, recent 
development of direct flights to southem capitals, constmction of 5 star resort hotels 
and the development of a large apartment sector has increased the resort's 
attractiveness to interstate visitors and created a small intemational market primarily 
based on New Zealand. The resort's tourism industry is built on its reputation for 
having excellent swimming and surfing beaches and ready access to a range of 
spectacular natural attractions including the Glass House Mountains, hinterland 
rainforests and national parks including Noosa National Park and Cooloola National 
Park. The resort also has a large number of built tourism attractions although none 
compare in size and variety to the theme parks found at the Gold Coast. 
This section will examine the Sunshine Coast's growth in terms of the Tourism Resort 
Spectmm and discuss the potential for fiiture development its tourism industry. 
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Diagram 5.3 The Sunshine Coast 
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5.3.1 Physical Aspects of the Region 
The Sunshine Coast region has two major topographical systems; 
• the coastal lowlands, and 
• a mountainous region in the west. 
The coastal plains consist of coastal dunes, swamps, rivers and flood plains. The 
region's river system comprises the Marcoochy and Noosa Rivers. Coastal dunes are 
a prominent feature of the coastal area as are the waterways and swamps adjacent to 
the coastal dunes. The coastal plain rises to the steep escarpments of the D'Aguilar, 
Conondale and Blackall Ranges. Between the coastal plain and the ranges to the west 
lie the Glass House Mountains, a series of 13 extinct volcanic peaks that are remnants 
of volcanic activity in the past. Beyond the westem escarpment the area is undulating. 
5.3.2 Urban Structure and Settlement Pattern 
The Sunshine Coast, illustrated in Diagram 5.3, comprises a number of cities and 
towns and is administered by three local authorities, Caloundra City Council, 
Maroochy Shire Council and Noosa Shire Council. Maroochy is the most populous 
shire followed by Caloundra and Noosa. In the period 1989 to 1997 population 
growth was greatest in Noosa (102.7 per cent) followed by Caloundra (88.7 per cent) 
and Maroochy (83.4 per cent) (Rafter and O'Hagan 1998). The Sunshine Coast 
clearly sees itself as both a collection of coastal resorts, each with its own local 
authority but collectively, the area also sees itself as a resort destination in a number of 
ways. For example, the area has a joint tourism authority 'Tourism Sunshine Coast', 
joint development body 'Sunshine Coast Economic Development Board' and 
participates in joint out-of-state marketing campaigns with the Queensland Tourism. 
Similarly, the area's airport is located at Maroochydore and owned by the Maroochy 
Shire Council but operated on behalf of the entire area. In 1995 a Sunshine Coast 
Airport Advisory Committee was established to advise on matters concemed with 
bringing more passengers to the Sunshine Coast as a whole. Accordingly, for the 
purpose of this smdy the three local authority areas consisting of Caloundra City, 
Maroochy Shire and Noosa Shire are treated as a single coastal resort (Sunshine 
Coast) on the grounds that; 
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• -the area is collectively referred to as the Sunshine Coast by many local tourism 
operators; 
• -the area is marketed domestically and intemationally as the Sunshine Coast, 
• 'air and road links treat the area as a collective entirety, and 
• for statistical purposes, both the Tourism Queensland and BTR treat the area as a 
single entity. 
The existing morphology of the area is reminiscent of the Gold Coast after World War 
II, that is, a recognised tourist area comprising a number of separate, though closely 
linked resort towns each with its own local authority. Current development trends in 
the area suggest that in time, and if tourism development continues to progress, the 
existing local authority boundaries will cease to be of importance and may ultimately 
be replaced by a region wide local authority of the type that administers the Gold 
Coast. 
Maroochy Shire 
Maroochy Shire consists of three broad geographic regions, a coastal region containing 
the shire's beach settlements, a lowlands farming region and a mountainous region to 
the west. The coastal region is the main focus of tourist activity and contains the 
seaside holiday towns of Mooloolaba, Alexandra Headland, Maroochydore, 
Mudjimba, Coolum and Peregian Beach. Mooloolaba is a major residential area and 
contains a large number of canal estates and several of the Sunshine Coast's largest 
retail shopping complexes. Inland from the shire's beaches agriculmre is the main 
focus of economic activity. Off-beach towns include Buderim, Eumundi, Woombye 
and Nambour which is the administrative centre of the Shire. Further inland, the 
Blackall Ranges form the westem portion ofthe shire. This part ofthe shire is also an 
area of tourism activity and contains the mountain tourist towns of Mapleton, Flaxton 
and Montville. 
Caloundra City Council 
Caloundra, located at the southem end of the Sunshine Coast, is the second largest 
urban centre on the Sunshine Coast and has a population of 67,839 in 1997 (Rafter and 
O'Hagan 1998). The city is located adjacent to the beach and is a major focus of 
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tourism activity. Beaches in the area include surf beaches such as Kings Beach and 
calm water beaches including Bulcock and Golden beaches. The other major urban 
centres include Landsborough, the centre of local govemment prior to the 
administration being relocated to Caloundra and Maleny, a popular tourist town 
situated in the Blackall Ranges. Geographically, the city contains a coastal plain 
giving way to mountains in the west. The remanent volcanic hills known as the Glass 
House Mountains are located on the westem extreme ofthe coastal plain. 
Noosa Shire 
Following a protracted battle between conservationist and developers Noosa Shire has 
emerged as the Sunshine Coast's premier tourism destination. The shire's tourism 
product is based on its beaches, a village atmosphere centred on the Noosa's Hastings 
Street shopping and accommodation precinct and national parks. Efforts by 
developers to convert parts of Noosa township into a large integrated resort with high 
rise and canal developments were thwarted when a pro-conservationist council was 
elected in 1982 (Gloster 1997). Subsequent councils have limited the height of 
buildings and actively promoted the expansion ofthe shire's national parks. The 1997 
Noosa Strategic Town Plan incorporated a population cap based on the shire's 
environmental cartying capacity. 
The shire can be divided into three main topographic zones consisting of coastal sand 
dunes, coastal lowlands, and hilly undulating country to the west. The coastal zones 
comprising coastal dunes and lowlands has a significant conservation value and 
includes a series of lakes and large areas of forest and swamp vegetation. Major 
national parks in this area include Noosa National Park and the Cooloola National 
Park. Other settlements in the shire include the coastal towns of Sunrise Beach, 
Marcus Beach, Tewantin and Noosaville. Non coastal settlements include Cooroy, 
Eumandi and Pamona, the seat of local govemment until 1980. 
5.3.3 Major Tourism Attractions 
The Sunshine Coast's tourism attractions can be divided into two groups, natural 
attractions and buih attractions. This section will briefly outline the stmcture and 
composition of these sectors. 
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Natural Attractions 
The Sunshine Coast's principle natural attractions are beaches, the Glass House 
Mountains, national parks and the rainforests of the hinterland. The beaches are a 
major attraction and consist of a series of ocean beaches separated by rocky headlands. 
To the south of Caloundra, Bulcock and Golden Beaches offer calm water bathing, the 
area being protected from ocean swells by Bribie Island. The Pumicestone Passage 
between Bribie Island and the coast south of Caloundra is a popular fishing and water 
sports area. The Sunshine Coast also contains a large number of national parks. In the 
southem part of the Sunshine Coast the main focus of national parks has been on 
preserving the areas surtoimding the Glass House Mountains. In Maroochy Shire 
large areas set aside for national parks are found in the Blackall Ranges where 
rainforest ecosystems are the major focus of interest. Noosa Shire contains a number 
of national parks including Noosa Heads and the Cooloola National Park, which, with 
Fraser Island to the north, comprises the Great Sandy Region, the largest sand mass in 
the world (Gaber 1996). 
Budt Attractions 
Unlike the Gold Coast located to the south, the Sunshine Coast does not posses large-
scale theme park attractions. The Sunshine Coast's built tourism attraction sector 
consists of a small number of medium size attractions supported by a larger number of 
relatively small attractions. The natural environment is a theme adopted by a number 
of the attractions. Medium size attractions in the area are Underwater World, Forest 
Glen Sancmary, the Big Pineapple, Bli Bli Castle and the Ginger Factory. The 
Sunshine Coast's other attractions include; 
• Queensland Air Museum, 
• Aussie World and the Ettamogah Pub, 
• Ski and Surf, 
• Endeavour Replica, 
• Eumundi Thunder Egg Farm, 
• Queensland Reptile and Fauna Park, and 
• Nostalgia Town. 
In addition a number of firms operate sea and land tour operators, many based on 
ecotourism themes. 
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Limitations to Study 
Although marketed nationally as a single entity, the Sunshine Coast is a composite 
resort consisting of three separate municipalities. However, as argued in Chapter 1 
disaggregation of the Sunshine Coast into separate resorts does not add to the 
understanding of the processes at work because the transport system in place services 
all three local govemment areas equally. Each local govemment authority depends 
equally on the Bmce Highway for the bulk of its intrastate visitors and on Maroochy 
airport for many of their intestate visitors. 
A major limitation encountered in the analysis of Sunshine Coast tourism growth prior 
to 1982 was the lack of quantitative data on visitor numbers. Accordingly, analysis of 
the development of tourism prior to the publication of Queensland Visitor Survey 
results (QTTC 1983) was based on interpretation of secondary sources such as 
newspapers and published records. As previously discussed in section 5.1 QVS data 
have been used to identify the pattems of tourism development on the Sunshine Coast 
in preference to the DTM. 
5.3.4 Tourism Development on the Sunshine Coast 
The following discussion traces the development of the Sunshine Coast over the last 
135 years using the framework of the Resort Development Spectmm. For much of 
this time the coastal settlements developed in isolation from each other connected only 
to nearby mral communities by road and river but not to each other via a north-south 
axis. Accordingly, the early phase of tourism development is analysed on the basis of 
individual beach settlements. Rapid development of the area's tourism industry 
occurted only after World War II. Although each of the Sunshine Coast's Local 
Govemment Authorities (LGA) maintain separate tourism promotion offices and 
conduct their own marketing campaigns, the region is usually promoted nationally and 
intemationally as a single resort. 
5.3.4.1 The First Phase of Development 1888s to 1940s 
Introduction 
The first visitors to the beaches of the Sunshine Coast were residents of nearby mral 
settlements who engaged in camping, swimming and fishing. The various settlements 
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that today comprise the Sunshine Coast were not connected from north to south and 
were only assessable by rough bush tracks from the farming communities located to 
the west. As a consequence, each of the beach settlements tended to draw its visitors 
from the nearest hinterland town it had access to via road, river or later tramline. Thus 
Caloundra became the beach for Landsborough while Maroochydore developed as the 
beach resort for Nambour. Early tourism activity revolved around residents of nearby 
towns travelling to the beach for camping and fishing. Poor transport links limited the 
scale of tourism to surtounding towns even when rail services cormected nearby towns 
such as Landsborough to Brisbane in 1890. 
During the early years of tourism development swimming fashions mirrored those of 
England and bathing in calm water ocean beaches was preferted to the more 
boisterous experience of open surf beaches. The early preference for calm water 
bathing gave the near Brisbane beach settlements of Redcliffe, Shomcliffe and 
Sandgate a competitive advantage based on distance at least until the end of World 
War I. The near Brisbane beaches also enjoyed easy access to metropolitan residents 
via rail, boat and road. Even as late as 1936, when the first public bathing pavilion 
was built at Caloundra, Redcliffe boosted five swimming pavilions, an amusement 
pier and attracted 60,000 visitors over the Christmas holidays (Gerard Murtagh 1993). 
Beach resorts south of Brisbane (today's Gold Coast) also commenced at an earlier 
date than the Sunshine Coast. The constmction of a rail link to Southport in 1889 
opened the south coast, as it was then known, to rapid tourism development well 
before similar development occurted on the Sunshine Coast. 
Although the resort towns of the Sunshine Coast were advertised in the metropolitan 
press from the 1910s, the focus of tourism activity and development retained a local 
flavour until the late 1930s when improved roads and increasing levels of car 
ownership expanded the potential market to include residents of South East 
Queensland including Brisbane, Ipswich and Toowoomba. Following the end of 
World War 11 and increased prosperity, the Sunshine Coast's appeal to the large South 
East Queensland market continued to gain momenmm signalling the end of the first 
phase of tourism development. The following sections recount the development of 
tourism in each of the Sunshine Coast's local authority areas in the first phase of 
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development. The pattem of development shows many similarities and illustrates the 
importance ofthe transport network as a catalyst for tourism development. 
Caloundra 
The growth of Caloundra has been described as one of delayed development (Gerard 
Murtagh 1993) in contrast to the pace of tourism related growth of other seaside 
resorts in South East Queensland. The delayed development of Caloundra was the 
resuh ofthe area's location in an Aboriginal Reserve from 1842 to I860 and the 
limited availability of freehold land around Kings and Bulcock Beaches from 1878 
until the First World War (Gerard Murtagh 1993). Having acquired considerable 
parcels of land, Robert Bulcock, later remembered as one of Caloundra's major 
developers and supporters of tourism, waited almost 40 years before releasing land for 
subdivision. The first permanent settlement was established to support the fishing 
industry in nearby Pumicestone Passage and small sheep and cattle grazing 
enterprises. The availability of calm water beaches soon attracted visitors and in 1888 
Caloundra's first guesthouse "Sea Glint" opened for business. A trickle of Brisbane 
tourists found their way to Caloundra after the railway was extended to Landsborough 
in 1890 and a passenger boat service from Brisbane to settlements along the 
Pumicestone Passage, including Caloundra, commenced in 1913 (Gerard Murtagh 
1993 ). Travel from Landsborough was arduous with bullock carts being the main 
form of transport. The first purpose built shop was established in 1915 and the release 
of land by Robert Bulcock during Word War I and in 1919 saw the development of a 
commercial strip along Bulcock Street to support the growing tourism industry. 
Several guesthouses and a hotel were built during this period although on land not 
originally owned by Bulcock. The Kings Beach area was not developed until 1927 
when Bulcock released additional land for subdivision (Gerard Murtagh 1993). The 
establishment of a Surf Life Saving Club at Kings Beach and introduction of weekend 
surf lifesaving patrols in 1933 gave the local tourism industry a considerable boost. 
The Depression of the 1930s was a twin edged sword for tourism development in 
Caloundra causing a decline in tourism numbers but an increase in constmction of 
transport infrastmcture projects. To provide employment relief for the jobless, the 
state govemment commissioned a number of road building projects including the 
'Great North Road' (Bmce Highway) project connecting Brisbane to many provincial 
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towns such as Nambour (Riis 1994). During this time roads to beauty spots around the 
Glass House Mountains were also extended and upgraded. These projects opened up 
Landsborough Shire to road travel from Brisbane. Road development also had a 
significant impact on tourism development. In 1936 a graded dirt road was built to 
connect Caloundra with the Bmce Highway and in the following year the road was 
bituminised. For the first time Caloundra had become a reasonable one-day round trip 
for Brisbane residents. By 1936, between 600 and 700 cars were often counted on the 
Kings Beach foreshore on a typical Sunday (Riis 1994). During the 1930s many 
visitors camped on vacant land near the beach (Riis 1994). 
Maroochydore 
The earliest record of tourism interest in Maroochy Shire can be found in 
Maroochydore where the first house was built in 1884. A short time later the 
Salvation Army established a Christmas camping site at Cotton Tree. Development of 
Maroochydore's tourism industry gained pace when the first land sales took place in 
1908 and within a short time the area was recorded as having the appearance of a 
residential seaside resort. The Nambour Chronicle (1908 cited in Gregory 1991), 
reporting on the land sales wrote 'The birth of a new town with a certain future as a 
favourite seaside resort has been witnessed, consequent upon the first sale of 
allotments'. A calm water beaches near the mouth ofthe Maroochydore River was a 
major attraction although later the focus of attention moved to the nearby open water 
surf beaches. The growth in the number of visitors encouraged the constmction ofthe 
Club Hotel, the first on the coast, at Maroochydore in 1912. Many ofthe early visitors 
were from the nearby town of Nambour although the area was also promoted by 
Queensland Railways as a seaside resort as early as 1910 (Gregory 1991). Travel for 
tourists from Brisbane entailed travelling by rail to Nambour followed by river or 
sugar tramline to Maroochydore. The potential to develop Maroochydore as a seaside 
resort was recognised by state govemment officials as early as 1910 when the 
Queensland Intelligence and Tourism Bureau, the state's first tourism promotion body 
established in 1909, hosted a visit to Maroochydore by a group for joumalists. The 
joumey from Brisbane entailed travel by rail, tram and boat to Maroochydore. 
Paralleling the growth of Maroochydore, beaches to the north became popular when 
passenger services operated by tram were introduced. Coolum by tram became 
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popular. During the Christmas - New Year holiday period 1922 up to 1000 day-
trippers travelled to the beach daily (Gregory 1991). Camping grounds also housed 
many other holiday-makers. 
In the 1921 census, the shire's populafion numbered 10,046. At that time 100 people 
resided in Maroochydore and 1893 resided in Nambour. Early public transport from 
Nambour to Maroochydore consisted of motor launches plying the Maroochy River 
and passenger services on the tramways built to service the area's mral industries. In 
1922 a 16 seat motor bus commenced services between Maroochydore to Nambour. 
About the same time, the motor launch 'Mooloolaba' commenced weekly services 
between Mooloolaba and Brisbane. The Mooloolaba Sports and Life Saving Club 
commenced regular surf life saving patrols over the Christmas holidays in 1924 and 
organised a number of activities including a camival to attract visitors. Access by 
Queensland railways mainline rail services to the beach areas was limited to services 
that terminated at Yandina, some distance inland from the beaches. In 1928 a road 
was built to connect Maroochydore with the Bmce Highway, the main road 
connecting Nambour and Maryborough with Brisbane. By 1927 Maroochydore was 
being advertised as a seaside resort (Maroochy Shire Council 1924) however 
competition from near Brisbane beach resorts and from the south coast resorts 
precluded substantial growth from this market until the post World War 11 years. 
Noosa 
The early development ofthe Noosa Shire revolved around the export of timber cut in 
the area's lowland forests. Tewantin, on the Noosa River, developed as a port for the 
gold mshes at Gympie to the north and later as a holiday site for miners and cattlemen 
seeking a quite holiday on the coast (Holthouse 1982 b). Swamps and small streams 
effectively cut off Noosa Heads from the inland although by the mm of the cenmry 
some tourism development had taken place. Visitors travelled by motor boat along 
the Noosa River and were able to holiday at guesthouses such as Bay View House 
built in 1882, Halse Lodge and Lagoona House (Butler 199?). In 1906 Lagoona 
House, built around the tum of the century in Noosa, was purchased by John Donovan 
and soon gained a reputation for its excellent seafood meals (Holthouse 1982.b). 
Although Tewantin's hotels offered visitor accommodation the town did not attract a 
great number of visitors. Constmcfion of a road to Noosa Heads in 1927 opened the 
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area up for development as a seaside resort. At first development centred on the 
building of holiday and retirement houses for residents of nearby Gympie. Although 
other guesthouses joined Lagoona House camping remained a popular form of 
accommodafion until the 1950s. 
5.3.4.2 The Second Phase of Development Late 1940s to Early 1980s 
The constmction of the all-weather highway linking the beach settlements of the 
Sunshine Coast with Brisbane in the 1930s laid the foundations for the second phase 
of development that commenced during the early 1950s. The remm of prosperity in 
the post World War II period and increase in leisure time provided the remaining 
ingredients for the subsequent expansion of the Sunshine Coast's tourism industry. 
Unfortunately, records of tourist numbers were not collected until the start of the 
Queensland Visitors Survey in 1982. A similar deficiency exists in collection of 
records of accommodation constmction although limited data from 1964 is available 
based on RACQ accommodation guides. As a consequence it is not possible to 
illustrate the development ofthe Sunshine Coast's tourism industry using quantitative 
dataunfil 1982. 
Despite the growing popularity of the coastal settlements as tourism resorts during the 
1930s, the bulk of regional economy activity focused on primary industries, 
principally sugar cane, pineapples and bananas. In Maroochy Shire sugar was not 
supplanted by tourism as the main industry until 1985 (Gregory 1991). Local 
govemment for the region resided in the non-coastal towns of Nambour, Ponoma and 
Landsborough. From the 1950s onward the position ofthe mral economy began to 
decline as interest in coastal resort development increased. As the focus of 
development shifted towards the coast the need for a north-south coastal road system 
became apparent. The election of David Low as the Chairman of Maroochy Shire in 
1952 became a mming point for the Sunshine Coast's tourism industry. Low 
developed a strategy for improving transport linkages within the shire and between 
Maroochy and surrounding shires, aimed at stimulating tourism (Gregory 1991:151). 
Low's primary achievements were the constmction of a north-south coastal road that 
eventually linked Noosa to Caloundra and the acquisition of land by the 
Commonwealth for the later constmction ofthe Maroochydore airport. 
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During the 1950s and 1960s the enhanced road access to the Sunshine Coast lead to an 
increase in the number of visitors from Brisbane and other cities and towns in South 
East Queensland. The pre war popularity of camping continued although it was 
gradually gave way to caravan parks. Caloundra's first caravan part, the Hibiscus, 
opened in 1957 (Riis 1998). Development ofthe Sunshine Coast was also stimulated 
by a gradual change in preference from calm water swimming to swimming in the 
surf The popularity of calm water ocean beaches declined during the 1920s and 
1930s as the popularity of surf beaches increased with the formation of Surf Life 
Saving Clubs. The siting of Surf Life Saving Clubs on popular beaches during the 
1920s and 1930s paved the way for their later development as tourism centres. The 
effect of this general change in swimming preferences was profound and near 
Brisbane resorts such as Sandgate, Margate and Redcliffe rapidly declined in 
popularity. Caloundra benefited from the enhanced access to Brisbane and growing 
popularity of swimming in the surf and between 1954 and 1955 the number of visitors 
over the popular Christmas period increased from 20,000 to 30,000 (Riis 1998:46). 
The popularity of the beaches grew as the surfing culmre found its way to Australia in 
the 1960s. Surfing brought with it its own distinctive culmre characterised by 
distinctive music, fashions and reverence for tanned athleticism (Gregory 1991:164). 
Added to the beach culmre previously established by the Sunshine Coast's Surf Life 
Saving Clubs, surfing added a new dimension to the attractiveness of the Sunshine 
Coast as a holiday resort. During the 1960s and 1970s the pace of development 
quickened as developers moved in constmcting resort and residential accommodation. 
The 1970s also saw the development of new forms of tourism infrastmcture on the 
Sunshine Coast commencing with the Surfair Hotel, an 81 room high rise, which 
opened at Mudjimba in 1973. The opening ofthe Sunshine Plantation (later known as 
the Big Pineapple) in 1971 provided the Sunshine Coast with its first major off-beach 
tourism attraction. By 1976 the plantation was attracting an estimated 500,000 visitors 
per armum (Department of Primary Industries Queensland 1979:198). Other off-beach 
tourism attractions built at the Sunshine Coast included Bli Bli Castle (opened in 
1973), the 'The Big Cow' near Nambour (opened in 1976), Gingertown and 
Underwater World (opened in 1989) 
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After the intermption caused by World War 11 the growth of the Sunshine Coast's 
intrastate market based on South East Queensland resumed in the late 1940s and 
gathered momentum during the 1950s. The development of the Sunshine Coast's 
beach culture was based on the establishment of Surf Life Saving Clubs in the 1920s 
and 1930s and the later growth of the 1960s surfing culture. Establishment of a 
number of off-beach attractions consolidated the growth of intrastate tourism during 
the 1970s. These developments laid the foundation for the Sunshine Coast to shift its 
attention to the larger national market in the next two decades. 
5.3.4.3 The Third Phase of Development 1980s 
Introduction 
This section will outline the factors that contributed to the transformation of the 
Sunshine Coast from a Phase Two resort to a Phase Three resort. Data used will 
include transport, accommodation and visitor characteristics. 
Reconstmction of the Bmce Highway connecting the Sunshine Coast to Brisbane 
between 1979 and 1985 generated considerable investment in new accommodation 
and instilled a sense of confidence in the resort's tourism industry. During the 1980s, 
a number of projects established the infrastmcture base that allowed the Sunshine 
Coast to project itself into the national tourism market. These developments enabled 
the Sunshine Coast to look beyond the intrastate market based on Brisbane to the 
interstate market, principally based on Sydney and Melboume. A major hurdle faced 
by the Sunshine Coast in exploiting these markets was the lack of adequate air 
services and the relatively primitive nature of the resort's only airport located in 
Maroochy Shire and owned by the Maroochy Shire Council. Figure 5.5 illustrates the 
growth of interstate tourism between 1982/83 and 1996/97. Growth of interstate 
visitors in the early 1980s paralleled the introduction of interstate air services while 
growth in the 1990s paralleled the introduction of direct jet services by major trunk 
airline operators, Ansett and Australian. In spite of the development of the interstate 
market, the intrastate market based on Brisbane has remained the Sunshine Coast's 
predominate market. During the period 1982/83 to 1996/97 the intrastate market has 
continued to grow rapidly paralleling growth in the interstate market. 
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Applying the Resort Development Spectmm to the pattems of growth in interstate 
markets during the period 1982/83 to 1996/97, it is apparent that the Sunshine Coast 
has entered the transition zone lying between Phase Two and Phase, although it has 
some way to go before the transformation is complete. On a more localised scale, 
Noosa is some way ahead of Caloundra and Maroochy in its transformation into a 
Phase Three resort. QVS visitor origin data for 1996/97 indicate that 43.8 per cent of 
visitors to Noosa were from interstate compared 26.4 per cent for Caloundra and 29.3 
per cent for Maroochy. 
Visitor Composition 
QVS data in 1996/97 indicated that 54.8 per cent of visitors originated from 
Queensland, 34.2 per cent from interstate and 11.0 per cent were from overseas. 
Given that the QVS data does not include VFR visitors, it is possible that the 
composition of interstate to intrastate visitors is more likely to be in line with DTM 
data which indicated that 74 per cent of domestic visitors originated from intrastate 
(52 per cent from Brisbane and 22 per cent from Queensland country) while 26 per 
cent originated form interstate. 
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Figure 5.5 Composition of Visitors to the Sunshine Coast 1982/83 to 1996/97 
Source: QTTC (1983 to 1997) 
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A ccommodation 
During the 1970s caravan parks dominated the Sunshine Coast's accommodation 
sector. From the early 1980s this pattem changed and apartments became increasingly 
popular while motels experienced little growth. In 1989 two 5 star hotels, the Hyatt 
Regency and Sheraton Noosa, were opened followed shortly after by the Twin Waters 
resort at Mudjimba in 1990. During the 1990s the resort hotel sector did not 
experience growth however the rate of constmction of holiday apartments continued to 
increase. The caravan sector has also continued to expand throughout the period 1974 
to 1996 reflecting the popularity ofthe car as a preferted mode of transport. Hotels 
and motels constitute a relatively minor sector of the Sunshine Coast's 
accommodation sector and in 1996 comprised 19.8 per cent of total accommodation 
units. The significance of Figure 5.6 is its illustration of the relatively minor 
contribution to the Sunshine Coast's tourism industry by 4 and 5 star hotels compared 
to apartments and caravan parks. 
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Figure 5.6 Accommodation Availability at the Sunshine Coast 1974 to 1996 
Source: RACQ (1974-1996) 
Notes 
1. Figure 5.6 measures growth in the number of accommodation units. Thus one unit in a caravan park 
equates to one caravan site and one unit of hotel is one room. 
2. This table was complied from annual surveys of accommodation conducted by the Royal Queensland 
Automobile Club. Accommodation ratings have changed over time and were adjusted. 
3. Data for 1994 was not available. 
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Transport Developments 
Air services 
Domestic air traffic is centred on Maroochy airport while Intemational traffic is 
centred on the nearby Brisbane Intemational airport. Intemational passengers landing 
in Brisbane have the option of travelling to the Sunshine Coast by commuter airlines 
operating small turboprop aircraft or by coach. During the 1970s Maroochy airport 
was serviced by commuter airlines operating small turboprop aircraft such as the 
Shorts Skyvan and F27 Friendship. Interstate passengers flying on services operated 
by tmnk carriers Australian and Ansett had to fly by jet to Brisbane and then complete 
the joumey in a small non-jet aircraft. 
The development of direct flights to capital cities using jet aircraft of B737 size was a 
slow process. The first interstate flight commenced in 1970 when Air NSW 
introduced the relatively slow and small F27 non-jet commuter airliner. As traffic 
grew, F28 jets were introduced in 1984 followed in 1987 by intermittent B737 services 
operated by Ansett and Australian (Shire of Maroochy 1998). The deregulation of 
domestic aviation in Australia in 1990 created new opportunities for the Sunshine 
coast. Following the constmction of a new terminal in 1990 and upgrading of the 
mnway during 1993 both domestic tmnk airlines introduced more frequent Boeing 
737 services providing direct flights to major southem capital cities. In 1994 the 
Maroochy Shire Council commissioned a study into the constmction of a new east-
west mnway to take Boeing 747 aircraft. 
Figure 5.7 illustrates the growth in passenger traffic through Maroochy Airport in the 
period 1986/87 to 1996/97. Prior to this period passenger traffic grew from 14,599 in 
1973 to 86,000 in 1986 reflecting the impact of the introduction of direct flights 
between the Sunshine Coast and southem capitals in the early 1980s. Following a fall 
of 50.4 per cent in traffic during the 1989 pilot's strike, Maroochy Airport has 
recorded consistently high rates of growth in passenger numbers during the 1990s. 
Between 1991/92 and 1996/97 passenger traffic grew by 327.7 per cent reflecting the 
growth of interstate traffic as interstate tourism markets were developed by the 
Sunshine Coast's tourism industry. Based on the pattems of growth observed between 
1991 and 1995, and allowing for the anomalies caused to passenger traffic by the 
impact ofthe pilot's strike and the intense competition following airline deregulation 
193 
Resort Case Studies 
in 1991, Michael Kellaway Intemational (1996:67) forecast that more than one million 
passengers would pass through Sunshine Coast Airport by 2010. 
Figure 5.7 Total RPT Revenue Passenger 1986-87 to 1996-97 at 
Maroochydore Airport 
Source: Commonwealth Department of Transport and Regional Development (1998) 
Future growth of tourism on the Simshine Coast will hinge on the ability of the airport 
to play an increasing role as the main entry point for interstate tourists. The Michael 
Kellaway hitemational Report (1996:88) on ftimre development opdons for the 
Sunshine Coast Auport noted that the existing facility could accommodate additional 
B737 size aircraft with the scope for one daily B767 service until the period 2005 to 
2010 before a new East-West mnway was required. The report noted however, that 
development of the airport to take B747 size aircraft was not possible given land take 
requirements, environmental impacts, and economic feasibility. Based on this 
observation fiiture expansion into the mtemational market will be restricted to markets 
that can be adequately serviced by B767 sized aircraft as well as continued reliance on 
passengers travelling via Brisbane hitemational Airport. A fiirther possibility may be 
to relocate the airport to another site that can accommodate B747 sized aircraft. 
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Travel by Other Modes 
Figure 5.8 illustrates the modal mix of transport utilised by visitors to the Sunshine 
Coast over the period 1986/87 to 1996/97. The preference for travel by car reflects 
the composition of visitors illustrated in Figure 5.5. Redevelopment of the Bmce 
Highway in the 1980s and opening ofthe first stage ofthe Sunshine Motorway in 
1989 gave the Sunshine Coast's tourism industry enhanced access to the South East 
Queensland market and enabled the resort to more effectively compete with the Gold 
Coast. Further road building projects, including constmction of the Sunshine Coast 
toll way, enhanced the attractiveness of the Sunshine Coast to visitors who relied on 
cars for their transport. Rail travel, although a relatively minor mode, has benefited 
from electrification of the rail line from Brisbane to Nambour in 1989 and the 
introduction of fast tilt train services in 1998. Planning is currently underway for the 
constmction of a branch line into the Sunshine Coast but the exact route had not been 
determined by 1999. 
Although not reflected in Figure 5.8 there has been a significant increase in travel by 
air in the period 1991/92 to 1996/97 as illustrated in Figure 5.7. Given the current 
composition of tourists visiting the Sunshine Coast it is unlikely that there will be an 
appreciable substimtion of travel by car with air travel in the near future. However, if 
the interstate market continues to expand it is likely that a significant proportion of 
ftiture growth will travel by air. 
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Figure 5.8 Transport Modes 1986/87 to 1996/97 Sunshine Coast 
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Source: QTTC (1987 to 1997) 
Notes 
1. 1989/90 is not included due to absence of data 
2. The number of respondents in the other classification was much higher in 1996/97 than in preceding 
years reflecting a change in methodology in collection. 
5.3.4.4 Operation of the Resort Development Spectrum on the Sunshine Coast 
The operation of the Resort Development Spectmm on the Sunshine Coast is 
illustrated in Figure 5.9 in a stylised maimer because data prior to 1982/83 is not 
available. Growth since 1982/83 has trended upwards as illustrated in Figure 5.5. The 
expansion of interstate air services in the mid 1980s combined with the constmction of 
resort hotels over the period 1988 to 1990 provided the basis for the Sunshine Coast to 
look beyond the intrastate market and commence its drive into the interstate market. 
Given the curtent size of the interstate market in comparison to the intrastate market it 
is apparent that the Sunshme Coast has almost completed its transformation into a 
Phase Three resort. 
196 
Resort Case Studies 
Figure 5.9 The Operation of the Resort Development Spectrum on the 
Sunshine Coast 
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The Future 
The bulk ofthe Sunshine Coast's visitors live within Queensland and it is likely that 
this market will remain the main source of visitors for a long period of time. Although 
interstate tourism is increasing the evenmal size of this market sector will depend on 
the ability ofthe Sunshine Coast's tourism industry to compete with other Queensland 
resorts, destinations in other states and low priced intemational destinations such as 
New Zealand, Bali and Fiji. In attempting to successfiilly compete with resorts such 
as Caims and the Gold Coast the Sunshine Coast will need to develop a greater range 
of non beach attractions to stimulate visitor interest. 
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5.4 The Gold Coast 
This section will trace the development of the tourism industry on the Gold Coast to 
test the validity of the Resort Development Spectmm as a valid method of explaining 
resort development. The principle urban localifies in the Gold Coast described in this 
section are referted to using present day names. Over a period of 150 years, the Gold 
Coast has evolved from humble beginnings as a coastal timber and agricultural region 
to become one of Australia's major coastal resorts. Tourism is largely responsible for 
the development of the Gold Coast in its present form and has had a unique influence 
on the development ofthe resort's economic and social profile. 
Although now administered as a single geographic entity by the Gold Coast City 
Council, the region has in the past been administered by a number of Shire and City 
Councils. In 1949 the Town of South Coast was created by amalgamating the towns 
of Southport and Coolangatta with the Burleigh Division ofthe Nerang Shire. In 1959 
the area was renamed the City of Gold Coast and in 1995 the adjacent Albert Shire 
was amalgamated with the Gold Coast City Council to bring the entire area under a 
single local govemment authority. 
In the course of the nartation of the history of the Coast, the terms 'The Gold Coast' 
and the 'Coast' will be applied as a generic term of reference and refer to the entire 
region encompassed by Paradise Point in the north, the Queensland/New South Wales 
border in the south, the sand islands to the east and Nerang and Mudgeeraba to the 
west. Developments that occurred in specific areas will be described using the name 
of the locality in which they occurred. Thus, discussions about airport development 
will refer to Coolangatta as the site of the airport. Over the course of time, names 
have changed as in the case of Surfers Paradise which was known as Elston unfil 1933. 
In most instances the current name for specific areas will be used in this thesis. Even 
the curtent name of the region is relatively new. Until the 1950s the region was 
generally referted to as South Coast, a reference to its fiinction as a holiday resort 
servicing Brisbane. 
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Diagram 5.4 Map of the Gold Coast 
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For the purpose of this study, the Gold Coast is defined as that area administered by 
the Gold Coast City Council. A further possible method of defining the area is to 
adopt the boundaries delineated by the Australian Bureau of Statistics (ABS) which 
has recognised the regional nature of the area and developed a specific statistical 
district (the Gold Coast SSD) for the area. The ABS SSD differs in a number of 
aspects from the area administered by the Gold Coast City Council. The Gold Coast 
SSD includes the area administered by the Gold Coast City Council less some of the 
westem parts of the city located in the Great Dividing Range, but incorporating The 
Tweed Shire south to Kingscliff New South Wales (NSW). The Australian Bureau of 
Statistics definition of the Gold Coast is not used because of the inclusion of parts of 
the Tweed Shire which is located in New South Wales and the non inclusion of some 
parts ofthe Gold Coast. 
5.4.1 Physical Characteristics 
Initial tourism development at the Gold Coast was largely beach focused. Although 
the focus of tourism attention has shifted away from the beach in recent years, its 
amenity as a tourism attraction is still important. This section describes the physical 
characteristics ofthe region, as well as outlining the role ofthe physical environment 
in the Gold Coast's tourism development. The region is approximately 42 kilometres 
in length, commencing at Runaway Bay in the north and stretching to the 
Queensland/New South Wales border in the south. The region contains a number of 
distinct urban foci that have in recent years combined to develop one continuous 
urbanised strip paralleling the beach. The Gold Coast is sited on a nartow coastal 
plain bounded by the Pacific Ocean to the East and the Great Dividing Range to the 
west. Rivers traversing the area tend to be short and dependent on rainfall in the 
mountainous areas to the west. In the past, the region's rivers, the Tweed, Nerang and 
Coomera, acted to divide the region into separate and distinct entities however this is 
no longer the case. 
The resort's beaches were formed by the interaction ofthe net long shore transport of 
sediment northward along the east coast of the continent driven by the dominant 
south-easterly wind systems and associated ocean swells. The interaction between 
longshore drift with the region's rocky headlands has helped shape the area's existing 
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beachscape and the offshore sand islands. Cyclonic activity has also had a significant 
impact and regularly causes significant beach erosion. The high energy waves 
generated by the south-easterly winds and associated ocean swells create wide, clean 
surfing beaches along most of the area's foreshore. Prior to white settlement, the 
beach was flanked by a series of low, slightly undulating sand dunes which provided a 
buffer in periods of accelerated beach erosion. Buildings have encroached almost to 
the foreshore in many areas, creating problems with sand loss during adverse wind and 
swell condifions. The loss of the natural dune buffer and building of groins in New 
South Wales, has necessitated frequent and costly beach replenishment projects with 
costs often mrming into millions of dollars. 
The region feamres a number of unique estuarine environments that are located in the 
intertidal zone of the creeks and rivers that traverse the Gold Coast region. The 
Broadwater, a broad shallow-tide esmarine area at the mouth of the Nerang River, has 
been heavily exploited for residential canal development and as a site for the operation 
of cmise boats. 
Offshore islands are also a unique feature of the area. South Stradbroke Island and the 
Broadwater Islands protect the region's northem beaches enabling still water ocean 
bathing as well as providing opportunities for recreational fishing and water sports. 
The islands have not been extensively developed for residential or tourism purposes. 
A series of mountain ranges, including the McPherson, Beechmont and Wunburta 
Ranges flank the westem side of the region. These mountains contain a diversity of 
flora and fauna, including a number of species classed as rare and/or endangered. The 
uniqueness of this area has been recognised in recent years and much of the rainforest 
area has been preserved as National Parks, including some areas that are world 
heritage listed. Principle parks in this area are Lamington National Park, Wartie 
National Park, and in New South Wales, the large Boarder Ranges National Park. To 
date, use of the namral wildemess areas has been minimal, however the recent focus 
on ecotourism has resulted in increased tourism activity in the area. 
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5.4.2 Urban Structure and Settlement Pattern 
Diagram 5.1 illustrated the location ofthe Gold Coast relative to the remainder of 
South Queensland. The region can best be described as an urban conglomeration that 
has, in recent years, expanded inland from the coast with major development nodes 
found at Nerang and Robina. It is not uncommon for Gold Coast residents to 
commute to jobs in Brisbane or Brisbane residents to commute to the Gold Coast. 
Reconstmction ofthe Brisbane to Gold Coast Motorway commenced in 1997 and will 
expedite the development of a Brisbane-Gold Coast conurbation. A fiirther significant 
transport link that will assist this trend is the Brisbane Gold Coast fast suburban 
passenger train which commenced operations in 1996. The development of efficient 
and speedy transport links between the Gold Coast and Brisbane can be expected to 
give fiirther impetus to development of commuting and encourage development of 
vacant land stocks curtently found between the two cities. 
The Gold Coast itself is a single, relatively homogeneous urban region that lacks 
significant natural barriers to the north and south. On the east, the region parallels the 
Pacific Ocean and to the west development is constrained by the rainforest-clad 
mountain ranges. Aside from several long established mountain guesthouses and a 
small private rental accommodation sector there has been limited development of 
these mountainous areas for tourism purposes. In the south, some urban development 
has spilled over into New South Wales. The principle urban area in the New South 
Wales section of the Gold Coast is Tweed Heads, generally referred to as a twin city 
with the boarder town of Coolangatta. South of Tweed Heads, development of the 
types of facilities commonly associated with tourism such as high rise unit 
developments and hotels, is relatively scarce. This contrasts with the Gold Coast 
which is characterised by a skyline dotted with multi-story hotels and tourist apartment 
towers that dominate the area's existing urban landscape. 
Traces ofthe early settlement pattem of distinct towns are still visible in Diagram 5.4. 
In the north, the main settlements are Southport and Surfers Paradise. Surfers Paradise 
has become the centre of intemational tourism activity and contains most of the 
Coast's duty free shops and up-market shopping malls. Many of the Gold Coast's 
major 4 and 5 star hotels have been constmcted in this area. To the south the focus of 
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activity remains on domestic tourism and the main centres are Coolangatta and 
Burleigh Heads. 
5.4.3 Limitations of the Study 
The history of the development of the tourism industry on the Gold Coast illustrates 
the manner in which transport has contributed to tourism growth. When applying the 
Resort Development Spectmm to the Gold Coast, a number of limitations were 
identified. The most significant limitations were the need to take into account the vast 
changes that have occurred in transport technology and leisure time in the past 150 
years and the absence of reliable time-series data prior to 1982-83. In the period from 
first settlement to the present, the stmcmre ofthe regional and national economies, and 
the working conditions of the population, have changed significantly. The amount of 
leisure time available to the individual has expanded and the ability of people to travel 
long distances has increased by many times. For example, when the first train services 
commenced operating to the Gold Coast in 1889 most employees worked a 6 day 
week and the idea of annual holidays was still a dream for most people. Changing 
transport technologies have seen rail and sea replaced by road and air as the preferted 
modes of domestic travel in Australia. Developments in aviation technology have 
enabled the development of an intemational tourism sector that would not be possible 
if sea were the main form of transport for this market. 
Commencing in the 1840s, the area was settled first by timber cutters and later by 
agriculturists. A number of settlements emerged independently of each other, creating 
a series of competing towns that were later to combine to form the present Gold Coast 
in the Twentieth Century. In the Nineteenth Century, transport links were restricted to 
sea, rough roads over which horse drawn cartiages travelled and in 1889, by rail. New 
transport technologies introduced in the Twentieth Century, commencing with 
automobiles and followed later by air improved access. As the settlements grew in 
popularity their image changed and by the 1950s the term Gold Coast had been coined 
to describe the entire area, stretching from Jumpingpin in the north to Coolangatta in 
the south. Even though a single local govemment authority now administers the 
region, the former settlement pattems are still in evidence with the region exhibiting a 
series of multiple tourist nuclei. 
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5.4.4 The Gold Coast's Development Phases 
The following section will outline the development of the Gold Coast based on the 
development phases outlined in the Resort Development Spectmm. 
5.4.4.1 Phase One 
Tourism development on the Gold Coast skipped the first phase of development 
postulated in the Resort Development Spectmm because of its proximity to Brisbane 
and the historical conditions that existed in the Nineteenth Century. The Resort 
Development Spectmm postulates that resorts will normally pass through a number of 
phases commencing with local tourism followed by regional tourism. Tourism 
development on the Gold Coast commenced in an era when few people were entitled 
to annual holidays and when transport was both slower and far less convenient than in 
the late Twentieth Century. The Gold Coast's close proximity to Brisbane, and 
through Brisbane to the state's northem settlements, resulted in the telescoping of 
phases one and two together. The model envisages separate and distinct phases one 
and two occurring when the resort is some distance from the state capital. When these 
conditions exist, distance will deter any day tripping from areas other than those in 
close proximity. However, as Brisbane was the closest population centre to the region, 
the city became the first source of visitors to the Gold Coast. Thus the Gold Coast's 
tourism industry never experienced the first phase of development and instead 
commenced its development as a Phase Two tourism resort. The key to the Gold 
Coast's initial tourism development lay with the grow1;h of transport links to Brisbane 
commencing in the I870's (Gold Coast City Council [GCCC] 1991). 
5.4.4.2 Phase 2 Development -1870 to Early 1950s 
Initial white settlement centred on the timber industry as timber cutters moved into the 
region in search of rainforest timbers, particularly the valuable Cedar Tree. One ofthe 
first settlements was built at Surfers Paradise, then known as Harper's Wharf, to 
service the thriving timber industry. Similarly, Coolangatta emerged as the region's 
southem port, based on the protected waters of the Tweed River. Following in the 
wake of the timber cutters, agriculturists settled in the area attracted by the potential 
for growing cotton and sugar cane. 
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The shortage of cotton caused by the American Civil War stimulated the growth ofthe 
cotton industry in may countries including Australia. Along the banks of the Nerang 
River land was cleared, cotton grown and a cotton gin built. The collapse of cotton 
prices after the American Civil War resulted in sugar cane being substituted for cotton. 
The influx of labourers needed to work the cotton and later sugar plantations fostered 
the development of a number of small towns. As the region grew, weekly coastal 
steamer services cartying both freight and passengers were established in the 1870s 
linking Southport to Brisbane in the north and Sydney to the south (Holthouse 1982:21 
a). Later, the steamer links to Brisbane were supplemented by regular stage coach 
services operated by Cobb and Co between Southport, Nerang and the Tweed (GGCC 
1991:18). The development of steamer links between the towns in the region and 
Brisbane provided an oppormnity for the state's northem residents to travel to the 
region. 
Increased settlement in the area forced the state govemment to take an interest in town 
planning and town sub divisions were laid out for Southport in 1874 and Coolangatta 
in 1883 (GGCC 1991: 18). The first allotments in Southport were one acre in size and 
attracted interest in the development of seaside holiday homes by Brisbane residents, 
including the Govemor of Queensland for whom a summer residence was constmcted. 
By the late 1870s, Southport had become known as a seaside resort and business 
people from Brisbane, Ipswich and Toowoomba were building seaside cottages in the 
area (Holthouse 1982:21 a). Although one ofthe first areas to be setfied. Surfers 
Paradise failed to develop at the pace set by Southport because of difficulties 
encountered in crossing the Nerang River. This problem was rectified in 1878 when 
T.H.C. Meyer commenced fcrty operations over the river. In 1884 Cobb and Co 
extended its Brisbane-Southport coach service south to Tweed Heads and later to 
Murwillumbah (McRobbie 1982:21). Road conditions south of Southport were poor 
and for the first few years of the service coaches traversed the hard-packed sand 
beaches most ofthe distance to Coolangatta. McRobbie's history ofthe area's early 
settlement days (McRobbie 1982: 22) refers to holiday makers visiting the area in the 
I880's and stated that the constmction of Surfers Paradise's first hotel in 1887 
(Meyer's Ferty Hotel) by the proprietor of the Nerang River Ferty was based on the 
increasing flow of holiday makers. 
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The completion ofthe Brisbane to Southport railway line in 1889 heralded the opening 
ofthe northem part ofthe region to large scale visitation from Brisbane. Taking just 
over two hours the rail trip, which cost the equivalent of 30 per cent of an average 
worker's wage of $4 per week (McRobbie 1982: 22) for a retum ticket, was faster and 
more comfortable than horse-drawn transport. Travel by road was primitive and 
required the negotiation of rough bush tracks and many river crossings by ferty. 
McRobbie (1982:22) reported that 'The opening of the railway caused a boom in 
holiday visitors to Southport with some spill-over to the Main Beach (Surfers 
Paradise) area across the Nerang via Meyer's Ferry\ In its first year of operation, 
the railway carried 10,000 people (Gmmmitt 1984). At that time Southport boosted a 
wide sandy beach sheltered from ocean swells by a spit. Surfers Paradise on the other 
hand, had a wide sandy beach exposed to ocean swells. Open water swimming did not 
become popular until well into the Twentieth Century and the sheltered and relatively 
calm waters of Southport attracted most ofthe region's earliest visitors. 
A depression, which commenced in 1891, and the severe and prolonged drought from 
1896 to 1902 had a significant impact on the Coast's tourist industry. Recovery from 
the drought in the latter years of the first decade of the Twentieth Century provided a 
new stimulus for the Coast's tourist industry. In 1903 the railway line was extended 
from Nerang to Tweed heads, an event that saw the final demise of the stage coach 
service then operated by the Gaven family. In 1909, one of the first commercial 
tourist boats. The Merry Widow, commenced regular tours on the Broadwater. In later 
years, many other boats followed The Mcrty Widow in offering a range of day tours. 
The early popularity ofthe Coast is evident by the strong demand for cheap excursion 
rail tickets from Brisbane to Southport and Coolangatta. In 1900, 15,000 remm tickets 
were sold during the Easter and Christmas School holidays, rising to over 80,000 
tickets in 1911 (Holthouse 1982:37 a). By 1923, the number of passengers using the 
railway service to Southport has passed 100,000 annually and by the 1930s up to 18 
scheduled trains services were operating every weekend (Holthouse 1982:46 a). The 
rising popularity of rail as a means of travelling to the Gold Coast resulted in the 
decline and evenmal cessation of scheduled shipping services to the Gold Coast 
(Holthouse 1982:21 a). 
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The significance of tourism to the local economy had become apparent as early as 
1910. Analysis of 1910 census figures by Varder and Lang (1980) indicates that 
almost 80 per cent of employment in Southport was tourism generated. This figure 
includes persons employed in the building industry which was largely tourism focused 
and in general services for the tourism industry and its employees. 
The constmcfion of bridges over the Coomera and Logan Rivers in 1932 and the 
upgrading and sealing ofthe Pacific Highway to Brisbane by men employed in Great 
Depression relief work enhanced the Coast's accessibility by road. As a result of road 
constmction on the Brisbane to Gold Coast highway, travel by car took several hours 
rather than being an all day joumey and assisted the development of day tripping from 
Brisbane. By the mid I930's, the automobile had become a popular mode of transport 
and was accessible to about 60 per cent of Queensland's adult population (Varder and 
Lang 1980:40). Roads to southem capitals were unsurfaced and not conducive to 
attracting tourists travelling by car. By the 1950s the Pacific Highway was subject to 
frequent traffic jams on weekends as Brisbane daytrippers headed to the Coast 
(Longhurst 1994:67). The congestion lead to a rebuilding and expansion program that 
was to be repeated at regular intervals over the next four decades. In a manner similar 
to the replacement of shipping by rail, the automobile gradually replaced rail as the 
preferted mode of travel for Brisbane residents visiting the Gold Coast and in 1964 rail 
services ceased and the line was tom up. In an interesting twist of events, rail services 
to the Gold Coast were resumed in 1996 in an effort to relieve the pressure on the 
Pacific Highway. 
Direct rail access to southem states became a reality with the opening of the interstate 
railway in 1930. Paradoxically, the Great Depression ofthe 1930s had some benefits 
for the Coast's tourist industry. Wealthy residents of South East Queensland tumed 
their attention to Gold Coast holidays in preference to longer trips to the southem 
capitals of Sydney and Melboume. In southem states, wealthy citizens trying to 
conserve money commenced holidaying on the Coast in preference to more lengthy 
and expensive overseas voyages. In spite of the Depression, the Coast experienced a 
building boom with the rates of approval per capita being 800 per cent higher than the 
state average (McRobbie 1982). In 1936 disaster tumed to opportunity for Surfers 
Paradise when Surfers Paradises' original and then still best hotel, the Cavill Family 
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owned Surfers Paradise Hotel, bumt to the ground (Holthouse 1982:46 a). Fortunately 
the associated zoo, then the Coast's largest built tourist attraction, was not damaged. 
Hearing of the disaster, Harold Clapp, Chief Executive of Victoria Railways and 
previous visitor to the Gold Coast, advised Jim Cavill that if the hotel was rebuilt to 
first class standards, Victoria Railways, in co-operation with New South Railways, 
would guarantee a solid base of southem visitors (McRobbie 1982: 53). Cavill's new 
30 room hotel was designed with the southem market in mind and featured private 
bathrooms and luxury suites, an uncommon feature of the time. The hotel also 
featured dining rooms, lounges, cabaret and a dance floor. The high standard of 
facilities ensured the hotel became popular with Brisbane residents. 
The introduction of paid annual leave to most workers by the late 1930s was of 
considerable benefit to the Coast. Seasonal holiday pattems emerged, with the 
summer season coinciding with school holidays in December and January and a winter 
season lasting from June to August. During the winter season the Coast attracted a 
small but growing number of visitors from southem states as they sought reftige from 
the cold of winter. The superior spending power of interstate visitors resulted in the 
upgrading of standards to cater for them and led to Surfers Paradise in particular, 
gaining a reputation as a more sophisticated town then other Queensland beach towns 
(McRobbie 1982: 50). 
The war years from 1939 to 1945 intermpted tourism development. For the first few 
years little impact was felt by the Coast which continued to benefit from a reputation 
as being Brisbane and South East Queensland's resort play ground. The Japanese 
attack on Pearl Harbour in 1941 not only brought home the chilling reality of war on 
Australia's door step but also set the scene for the Coast's first bmsh with intemational 
visitors in the form of American service personnel based in South East Queensland. 
Although many buildings were taken over by the military, the Coast became a popular 
recreational area for US service personnel based in South East Queensland and as well 
as for Australian service personnel on leave. The better paid US service personnel had 
access to locally unattainable luxury goods in American PX's (Service Canteens) and 
gave local residents their first glimpse of the potential economic benefits to be gained 
from attracting high spending foreign visitors. 
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In spite of the development of interstate railway services, constmction of several 
hotels and an introduction to the potential of overseas visitors, the Coast remained 
dependent on South East Queensland for the bulk of its visitors during the latter part of 
the 1940s and the early 1950s. Travel from interstate areas was still time consuming 
and really only possible by coastal steamer (to Brisbane in the first instance) or by rail. 
However the introduction of air services, was to help change this picture and catapult 
the coast into the next phase of tourism development. National Tourism. 
5.4.4.3 Phase 3 National Tourism Early 1950s to Mid 1980s 
Although interstate tourists first commenced travelling to the Coast in the final decade 
ofthe Nineteenth Century, a significant change in the Coast's tourism source markets 
did not become discemible until the years following War World W. Prior to this time, 
the interstate market was small but growing in significance. While it is not possible to 
identify a specific year it is possible to nominate the period 1948 to 1952 as the point 
during which the Coast entered the transition zone of development leading into the 
third phase of the Resort model. National Tourism. This phase of development 
continued for the next two decades and built a solid foundation for the progression of 
the Gold Coast into the fourth phase, in the mid 1980s. 
Transport Development 
Although interstate tourists had visited the Gold Coast for many decades, their 
numbers were not large due to distance factors and long travel times. Development of 
a national tourism market only became possible when access to the Coast became 
affordable as the price and time taken to travel to the Coast became conducive to mass 
interstate travel and the period available for annual leave increased. New aviation 
technology introduced after World War II led to a rapid increase in the comfort and 
speed of air travel as well as a reduction in the real cost of airfares. Similarly, rapid 
post war growth in car ownership, combined with the improvement of the nation's 
interstate highways, made long distance travel by road feasible for the first time. 
Interstate rail services commenced in 1932 but rail never became a major transport 
mode for interstate travel to the Gold Coast. The slow recovery of the nation from the 
Great Depression and the onset of war in 1939 greatly restrained interstate tourist 
activity although in the post war period new transport altematives emerged. Recovery 
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from World War 11, the introducfion ofthe 40 hour week in 1947 (McRobbie 1982:73) 
and the rapid increase in private automobile ownership together spurred people's 
interest in travel. Ownership of a car conferted an almost unlimited ability to travel to 
distant areas, free of the shackles of timetables and fixed route options characterised 
by trains and coastal steamers. 
Originally constmcted as an emergency grass airstrip by the Civil Aviation 
Department in 1936, Coolangatta airport has developed as the Gold Coast's main entry 
point for interstate visitors. The first regular air services commenced in 1947 when 
Butler Air Transport began operating 18 seat Lockheed Lodestar aircraft on flights to 
Sydney (McRobbie 1982:68). Redevelopment ofthe mnway in 1952, the first of a 
number of such redevelopments, allowed the Lodestar to be replaced by the larger 
DC3. Direct flights from Sydney to Coolangatta commenced in 1956 when Butler Air 
Transport and rival Ansett Airlines, replaced the relatively slow DC3 with faster prop 
jet Viscount and Super Convair airliners, reducing flight times to one hour 55 minutes 
(McRobbie 1982:107). In 1957 Ansett Airways commenced a new service that linked 
Coolangatta to Melboume. By 1960, passenger artivals recorded at Coolangatta 
airport had climbed to 62,000. As demand grew, new interstate routes were 
introduced. In January 1997, the airport handled the nation's fourth (Coolangatta-
Sydney) and eleventh (Coolangatta-Melboume) busiest domestic air traffic routes 
(Australian Aviation 1997). The airport underwent a number of redevelopment phases 
to expand capacity, the last being in 1981. The proximity of the Gold Coast to the 
Intemational Airport at Brisbane negated dreams by Gold Coast residents for the 
development of intemational services except for occasional charter flights and small-
scale services to New Zealand. Table 5.14 illustrates the growth of passenger traffic 
through the airport in the period 1977-78 to 1996-97. Direct services to southem 
capitals enhanced the appeal ofthe Coast as a holiday altemative to Sydney's beaches 
and the Blue Mountains. 
Marketing and Infrastructure Development 
As a result of these developments in the early post war years, the focus of the Gold 
Coast's tourism industry changed during the late 1940s and early 1950s from an 
industry primarily based on the South East Queensland market, to an industry that had 
a much broader nafional focus. During the early 1950s, constmction commenced of 
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serviced holiday apartments complete with swimming pools, gymnasiums, telephones 
and other modem conveniences. Nationwide attention was gained through articles in 
Women's magazines. During the period, shops in Surfers Paradise also offered seven 
day a week service and late trading in contrast to southem states where restricted 
trading hours saw most shops shut about 5 pm on weekdays and all day on Sundays 
and public holidays. Although in breach of govemment trading hours, and subject to 
periodic crackdowns by licensing inspectors, shop proprietors paid the fines and 
continued almost unrestricted trading. 
The image of Surfers Paradise as a fashionable resort was enhanced by media reports 
which carried much influence in pre-television days. In a four page article in the 
Australian Women's Weekly (24 October 1956, reported in McRobbie 1982:84) filled 
'Sophistication for Seaside Towns', the author, Mary Coles, noted that 'unless the 
pattern of life at Surfers Paradise is molested by a rip-roaring Queensland cyclone, 
Victoria particularly is likely to run out of people. Meanwhile, the fascination of 
Surfers Paradise deepens its charm lies in the ability to make the old feel young and 
the not very well-to-do people feel rich.' 
Commenting on growth in this period McRobbie (1982: 107) reported that From the 
mid-fifties onward it was possible to see more interstate number plates in Surfers 
Paradise than anywhere else in the country including Canberra and this enhanced the 
town's cosmopolitan atmosphere. Local residents didn't feel isolated any more - the 
world was coming to them - by car and by plane.' Mullins (1984) identified the 1950s 
as the period when the Coast changed its character from a seaside resort largely 
dependent on Brisbane, to a tourist resort with a national focus. 
During the early 1950s a new concept in accommodation, the motel, was established 
on the Gold Coast. Catering for visitors artiving by road, motels offered self-
contained facilities, tea and coffee making facilities and other services such as 
breakfast delivered to rooms, restaurants and swimming pools. Competing with the 
older style hotels that offered accommodation as a sideline to their main business of 
selling beer and spirits, motels revolutionised the Gold Coast's accommodation 
industry opening it up to middle Australia. With universal entitlements to 3 weeks 
paid armual leave introduced during the 1950s and increased ownership of private 
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cars, the dream of a beach holiday became a reality for many Australians. Few beach 
resorts, aside from Bondi and Manly in Sydney, could offer the range of facilities 
available on the Gold Coast during this period. 
The Coast's strengthening national holiday market was enhanced by a number of other 
developments during the 1950s and early 1960s. In 1955, the 15 story Lennon's 
Broadbeach Hotel was opened followed in the same year by the Chevron Hotel which 
offered resort style accommodation. In 1959, the 11 story Kinabool became the first 
multi-listing apartment block to be opened at Surfers Paradise. Keith Williams, one of 
the Coast's better known entrepreneurs, commenced water-skiing demonstrations at 
Surfers Paradise Gardens in 1958. Over the next decade Williams continued to invest 
in attractions and opened the Surfers Paradise Intemational Raceway in 1966 and 
staged Australia's first drag race. In 1972 Williams opened Sea World, the Gold 
Coast's first major theme Park. In 1982 the Gold Coast's second major theme park. 
Dreamworld, opened at Coomera. During this period many of the older and by then 
obsolete facilities constmcted in previous decades were demolished and replaced with 
multi-level residential unit buildings and apartments. 
Many other smaller tourism attractions were opened during this phase of development 
and most were centred on namre themes. Attractions built during this period include 
(Gmmmitt 1984); 
The Curmmbin Bird Sancmary, 
David Fleay's Fauna Reserve, 
Natureland Zoo at Coolangatta, 
Jack Evan's Porpoise Pool at Point Danger, 
Gilltrap's Auto Museum, 
Marineland on the Spit, 
The Wax Museum, 
Miami Chairlift, and 
Tudor Gardens at Springbrook. 
By the beginning of the 1980s, the Gold Coast had established itself as a major 
national tourism resort. Up to that time efforts to attract intemational tourists had 
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meet with little success because the resort lacked a range of key supply side 
infrastmcture facilities including direct air access to overseas markets, 4 and 5 star 
hotels and off-beach attractions. The redevelopment of Brisbane airport and the push 
by the Au Australian Tourist Commission to develop inbound tourism, as well as the 
development of a range of new facilities, were to lay the basis for the Coast to move 
into the next phase of tourism development in the mid 1980s. 
5.4.4.3 Phase Four International Tourism Mid 1980s 
The experience of hosting large numbers of American visitors, although in military 
uniform, during World War II left a lasting impression on the Gold Coast's tourism 
industry. Although the number of intemational tourists grew slowly during the decade 
1970-1980, the Gold Coast lacked some of the attributes normally ascribed to 
intemational tourist resorts. These included the lack of its own intemational airport, 
lack of a range of world class attractions and most significantly the lack of world class 
accommodation. Many ofthe promotional activities ofthe 1960s and early 1970s 
were directed at both the national and intemational markets. Statistics gathered during 
this period relate principally to domestic tourism which grew 87.5 per cent from 
240,000 in 1965 to 450,000 in 1970 (Story 1994). In the period 1970 to 1979, 
domestic tourism grew by 347.3 per cent. By 1979, intemational visitors accounted 
for 6.4 per cent of all visitors. However, by 1996/97 intemational visitors accounted 
for 30.3 per cent of all visitors to the Gold Coast (QTTC 1997). 
Although activities directed towards intemational tourism commenced in the 1960s, 
the effect of these efforts was not felt in any significant way until the 1980s. Even 
with the introduction of Boeing 747 aircraft to Australia's intemational air routes in 
1971 and the associated reduction in the price of intemational airfares, Australia was 
still a remote destination for European and American tourists. Moreover, national 
efforts to promote Australia as an intemational tourist destination did not begin to 
have any significant impact until 1984, when the numbers of arrivals exceeded one 
million (1.015 million) for the first time. These nafional developments, combined 
with developments occurting on the Gold Coast, resulted in a tuming point in the Gold 
Coast's tourism industry over the period 1985/86 and marks the point when the Coast 
entered the intemational tourism industry. The following sections discuss the factors 
that combined to create the conditions necessary for entry into intemational tourism. 
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Figure 5.10 Gold Coast Tourism Growth 1982/83 to 1996/97 based on Market 
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Visitor Composition 
Figure 5.10, based on the Queensland Visitors Survey, together with Table 5.9 based 
on data collected by Story (1994:58), illustrates the growth of intrastate, interstate and 
intemafional visitors to the Gold Coast region over the period 1961 to 1996/97. Table 
5.9 and Figure 5.11 utilise a range of data sources including the Domestic Tourism 
Monitor and the Intemational Visitors Survey. Although the total number of visitors 
vary between the QVS and DTM/FVS data sets, both data sets illustrate the significant 
increase in tourism in the period 1985 to 1986. 
The period from 1985 to 1986 marks the filming point from Phase Three to Phase 
Four. During this period the Gold Coast's first intemational hotel, the Conrad was 
opened. Figure 5.10 in particular, illustrates the rapid growth that occurted after 
1983/84. Of particular note is the slow decline in intrastate visitors commencing in 
1989/90 and the apparent levelling off in interstate visitors after 1984/85. hi contrast, 
the Sunshine Coast to the north of Brisbane has experienced a significant growth in 
intrastate visitation post 1983/84. 
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The most significant post 1985 development was the growth of intemational tourism 
from Asia. Initiated by Japanese tourists travelling on escorted tours, the Coast 
rapidly became a popular destination of tourists from Taiwan and Korea as well as 
Smgapore and Thailand. The preference of Japanese, Koreans and Taiwanese for 
escorted tours has to some degree determined the pattem for tourism development 
since 1985. Shopping and eating habits of Asian visitors have shaped the appearance 
of Surfers Paradise and exerted considerable influence on the constmction and 
character ofthe Coast's built attractions. 
Figure 5.11 Total Tourism Growth 1961 to 1993 
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Figure 5.10 illustrates the changes in the origin of visitors to the Gold Coast in the 
period 1982/83 to 1996/97. The most significant trends are the increase in the size of 
the interstate and intemational markets reflecting the shift from a Phase Three resort to 
a Phase Four resort. Figure 5.11, based on QVS and DTM data, highlights the rapid 
grow1:h in tourism after 1968. While not divided mto interstate and intrastate 
categories, Table 5.11 appears to confirm the consolidation ofthe Gold Coast as a 
Phase Three resort during the 1970s. 
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Table 5.9 Tourist and Resident Population for the Gold Coast Region 
Year 
1961 
1962 
1963 
1964 
1965 
1966 
1967 
1968 
1969 
1970 
1971 
1972 
1973 
1976 
1979 
1980 
1981 
1982 
1983 
1984 
1985 
1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 
Source 
Population 
('000) 
39 
56 
77 
122 
177 
219 
302 
ABS-
1961-71 
Gold Coast 
City and Albert 
Shire 
1976-86 
Gold Coast 
Total 
Visitors 
COOO) 
160 
155 
170 
210 
240 
280 
260 
260 
340 
450 
530 
610 
800 
1,563 
1,527** 
1,649 
1,637** 
1,234 
1,542 
1,989 
2,103 
2,210** 
2,540 
2,452 
2,173 
2,124 
2,803 
3,444*** 
1961-73 
Smith, 1990 
1979-93 
DTM & 
IV. 
Domestic 
Visitors 
('000) 
1,505 
1,458 
1,569 
1,557 
1,153 
1,445 
1,884 
1,950 
1,965 
2,203 
2,126 
1,778 
1,684 
2,204 
2,062 
Domestic 
Tourism 
Monitor 
International 
Visitors 
COOO) 
58 
69** 
80 
80** 
81 
97 
105 
153 
245** 
377 
326 
395 
476 
599 
641*** 
Intemational 
Visitors Survey 
Domestic 
Visitor 
Nights 
COOO) 
8,328 
7,850 
8,850 
8,313 
7,586 
8,479 
10,295 
11,551 
11,557 
12,646 
12,451 
9,763 
9,697 
10,759 
10,541 
Domestic 
Tounsni 
Monitor 
International 
Visitor Nights 
COOO) 
588 
752** 
916 
904** 
892 
656 
959 
1,154 
1,791** 
2,428 
2,265 
2,865 
3,040 
3,066 
NA 
Intemational 
Visitors Survey 
Total Visitor 
Nights 
COOO) 
960* 
930* 
1,020* 
1,260* 
1,440* 
1,680* 
1,560* 
1,560* 
2,040* 
2,700* 
3,180* 
3,660* 
4,880* 
8.916 
8,602 
9,766 
9,217** 
8.478 
9,135 
11,254 
12,705 
13,368** 
15,074 
14,716 
12,628 
12,737 
13,825 
NA 
1979-1993 
Domestic 
Tourism 
Monitor & 
Intemational 
Visitors 
Survey. 
Total visitor nights unavailable - estimates based on assumed average length of stay 6 nights. 
Intemational visitor numbers and visitor nights unavailable - previous and following years have been averaged to 
enable an estimate of total visitation to be determined. 
Intemational visitor numbers unavailable - assumed average growth rate of 7% p.a. has been used to determine 
estimates for intemational visitation and total visitors. 
Source: Storey (1994:58) 
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Accommodation Infrastructure 
Efforts to tap into the intemational market place commenced in the I960's but were 
hampered by lack of direct air access to overseas markets and the lack of supply side 
infrastmcture such as hotels, theme parks and other off-beach attractions. The Coast 
was still a beach playground lacking significant off-beach activities and amenities. 
Promotional efforts during the 1960s and 1970s helped establish the Gold Coast as 
Australia's premier coastal resort as well as laying the foundation for the next phase of 
development. During the 1960s considerable attention was given to proposals to 
constmct a Casino and also to encouraging the constmction of a Hollywood style 
movie studio. Although neither proposal succeeded in 1960s, the Casino was 
eventually opened in 1985 and Wamer Brothers Movie World, a combined movie 
studio and theme park, opened in 1991. 
Until the early 1980s, most investment in accommodation stock was directed towards 
motels, flats, apartments and condominiums. Mullins (1984:41) reported that in the 
early 1980s about half of all visitors were from Brisbane and only one fifth of visitors 
stayed in hotels and motels. 
In the period from 1955 to the opening ofthe 5 star Jupiter's Casino Hotel in 1985, no 
resort hotels were constmcted, although there had been much local discussion of the 
need for such facilities. In spite of the best efforts of local business and the Gold 
Coast City Council, intemational tourism was an ambition that could not be realised 
until the facilities normally associated with mass intemational were constmcted. In a 
study of Gold Coast investment, Mullins (1984:35) points to four factors which 
ultimately stimulated the building of intemational standard tourist facilities: 
1. Large, mainly interstate based investors, commenced developing residential and 
commercial properties; 
2. A pro-growth working class who benefited from employment in constmction; 
3. Pro-development local and state govemments; and most significantly 
4. A large and very important petty bourgeoisie who lived and worked on the Gold 
Coast. 
The 'let's do it' attitude of Mullin's petty bourgeoisie class of Gold Coast public and 
private sector leaders ultimately created the conditions necessary to launch the area 
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into intemational tourism in a serious way in the early 1980s. This class, according to 
Mullins, had the entrepreneurial skills, close and important links to major investors 
and the maverick politics need to create the investment climate necessary to attract the 
hallmark projects normally associated with intemational tourism. Locally known as 
the 'White Shoe Brigade' this group included a number of innovative developers 
including Mike Gore, Alan Bond, Keith Williams and Christopher Skase. 
The opening of Jupiter's Conrad Intemational hotel casino in 1985 combined with the 
increased use of Brisbane Airport for direct flights to Asia, marked the launch of the 
Gold Coast into intemational tourism. At the time of its opening, the Conrad was 
Australia's largest hotel, (622 rooms) and provided the impems for the development of 
a number of other intemational hotels. Following in the wake ofthe Conrad, Ramada 
Intemational opened the 406 room Ramada Surfers Paradise on the site of the original 
Surfers Paradise Hotel in December 1985, just weeks after the opening ofthe Conrad. 
At that time, McRobbie reported that 80 per cent of guests were Australians from 
Sydney and Melboume while 12 per cent of guests were Japanese (McRobbie, 
1988:490). In the following four years, six intemational hotels were opened adding a 
total of 2014 additional rooms to the Coast's accommodation infrastmcmre. The new 
hotels were: 
Holiday Inn, later renamed as the ANA Hotel Gold Coast ( May 1986). 
The Gold Coast Intemational Hotel (March 1987). 
Sheraton Mirage (September 1987). 
Sea World Nara Resort Hotel (July 1988). 
Pan Pacific Hotel (1989). 
Chevron Hotel redevelopment on the site of the original Chevron. 
In the following decade a large number of 4 and 5 star hotel properties were built. 
These included the ANA Hotel, Martiott Surfers Paradise Resort, Watermark Gold 
Coast Radisson, Chateau of Surfers Paradise, Ramada, Parkroyal Hotel and Royal 
Pines. 
Using data obtained from the Annual Accommodation Survey of all commercial hotels 
and motels in Queensland compiled by the Royal Automobile Club of Queensland, 
Figure 5.12 illustrates the development ofthe Gold Coast's accommodation stock 
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from 1974. The Annual Acconunodation Survey utilises a star rating system for all 
accommodation including caravan parks. Over the period that the survey has been 
conducted, there have been minor changes to the rating system, principally in the 
distinction between 3 star motels and hotels. When the survey first commenced there 
were few tourist hotels. Only later did the distinction between 3 star motels and hotels 
purpose built to cater for the tourism market emerge. The distinction used in the 
survey was based on liquor licensing. Tourist hotels were licensed to serve alcohol to 
the public while motels were restricted to guests. Over the period of the survey the 
distinction between motels and tourist hotels became clearer. 
At the time when the survey commenced, the Gold Coast was already a well-
established tourism resort servicing the Australian domestic market. The trend that is 
most apparent is the rapid acceleration in accommodation stocks usually associated 
with mass intemational tourism such as 3, 4 and 5 star hotels, after 1985. Much of 
this constmction has been designed to capitalise on the mass Asian inbound market 
particularly from Japan. By 1997, 38 per cent of intemational visitors originated from 
Japan followed by 37 per cent from other Asian countries. There was also a rapid 
surge of constmction of serviced apartments and units that have become a popular 
altemative to higher priced hotels, particularly in the domestic market. The table does 
not disaggregate the standards of the apartment sector however, the star rating system 
employed by the RACQ places the majority of multi-story units and apartments in the 
3 to 5 star range. The significance of Figure 5.10 is that it clearly idenfifies the 
commencement of the fourth phase of tourism development occurring in the mid 
1980s. 
219 
Resort Case Studies 
Figure 5.12 Expansion of Accommodation 1974 to 1994 
1974 1978 1982 1986 
Time 
1990 1994 
n 5 Star 
D 4 Star 
D 3 Star 
DAppartments 
B Motels 
n Caravan Parks 
Source: RACQ Accommodation Guide (1974 to 1996). 
Notes 
1. Figure 5.12 measures growth in the number of accommodation units. Thus one unit of a caravan park 
equates to one caravan site and one unit of hotel is one room. 
2. This table was compiled from annual surveys of accommodation conducted by the Royal Queensland 
Automobile Club. Accommodation ratings have changed over time and were adjusted. 
Transport Developments 
By the mid 1980s, the Gold Coast was adequately serviced by roads to Brisbane and to 
southem states as well as by air to interstate markets though the Coolangatta airport 
and intemational markets via the intemational airport at Brisbane. These links became 
the cornerstone for the Gold Coast's tourism development in the second half of the 
1980s and into the 1990s. 
The redevelopment of Brisbane's intemational airport and introduction of direct 
intemational flights to Europe and later Asia, and a national agenda designed to 
encourage inbound tourism to Australia, were major factors in the Gold Coast moving 
into Phase Four development. Figure 5.13 illustrates the growth in passenger numbers 
at Brisbane Airport while Figure 5.14 illustrates related growth in passenger 
movements at Coolangatta Airport. 
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Figure 5.13 Growth in International Arrivals at Brisbane Airport 1986/87 to 
1996/97 
D Regional 
• Domestic 
• International 
Year 
Source: Commonwealth Department of Transport and Regional Development (1997). 
Coolangatta Airport has become a key gateway for tourists visiting the Gold Coast. 
Although servicing mainly domestic aircraft traffic, many of the passengers 
disembarking at Coolangatta are intemational tourists using domestic flights from 
other gateway cities such as Sydney and Caims. Intemational traffic at the airport is 
very light because of the nearby location of Brisbane Intemational Airport and because 
of physical constraints that limit aircraft operations to the Boeing 767/Airbus 300 class 
of aircraft. The only scheduled intemational operations currently operating out of 
Coolangatta are flights to New Zealand by Freedom Air. Occasional charter flights 
are operated by UK based charter airline Britannia. Growth in traffic reflects the 
growing significance of the interstate market since 1984/85. 
The airport has undergone a number of upgradings including: 
• full sealing of the mnway in 1956, 
• extension of the mnway to cater for DC9 jets in 1968, 
• extension and widening to accommodate wide bodied jets such as the Boeing 767 
in 1982, and 
• constmction of a new terminal building in 1981. 
Although adequate for projected domestic tourism growth in the next decade 
Coolangatta airport may not be able to be expanded to accommodate large B747 sized 
aircraft. Noise problems and constmction of housing in areas that would be required 
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for mnway expansion will restrict fiiture aircraft operation to B767 sized aircraft. In 
the fiiture and assuming a new airport is not constmcted, most intemational tourism 
traffic will continue to be directed through Brisbane Intemational Airport. 
Figure 5.14 Growth in Scheduled Regular Public Transport Passenger 
Movements at Coolangatta Airport 
2500 
o o 
(A 
c 
0) (A (0 (0 
Q. 
I -
Q. 
D Regional 
• Domestic 
H International 
h-
00 
CD 
00 
CD 
00 
00 
N-
00 
05 
Oi 
00 
00 
00 
CT) 
O 
O) 
05 
00 
O) 
^ 
O) 
o 
O) 
O) 
CM 
C7> 
T — 
O) 
CD 
CO 
O) 
C\J 
c:5 
O) 
-^ 
Oi 
00 
05 
C3^  
in 
Oi 
^ 
CSi 
cy> 
CD 
Gi 
in 
Oi 
Gi 
t^ 
Oi 
CD 
Oi 
a> 
Year 
Source: Commonwealth Department of Transport and Regional Development (1998). 
Allied to the grov^h in air travel has been constmction of a multi-lane highway 
connecting the Gold Coast to its primary intrastate market based on Brisbane as well 
as the constmction of the Gateway Bridge over the Brisbane River and associated 
arterial highway network. This project improved access to Brisbane Intemational 
Airport from the south. The Gateway Bridge and associated highway network have 
been particularly important as measiu-es designed to reduce travel times between 
Brisbane Intemational airport and the Gold Coast to approximately one hour. 
By the early 1960s road transport had replaced rail as the main mode of transport by 
Brisbane residents travelling to the Gold Coast, hi an era where highways mled 
supreme rail seemed irreverent and the state government of the time authorised the 
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State Department of Railways to close the line, pull up the track and sell all surplus 
rail ovmed land. Increasing disenchantment with freeways and a mood swing to a 
renewed emphasis on public transport resulted in the building of a new high-speed 
electrified rail line to the Gold Coast. The new rail line was opened in 1996. 
Unfortunately for the tourism industry, the new line does not follow the original line 
and terminates at Robina to the west of the beaches and other tourism attractions. 
Although patronage of the new line has been high, most joumeys appear to be for 
commuting and shopping. The failure of the new line to service the beach areas has 
significantly downgraded its tourism potential. 
Figure 5.15 Gold Coast Transport Modes 1986/87 to 1996/97 
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The changing pattem of transport use is illustrated in Figure 5.15. In the period 
1986/87 to 1996/97, the use of air grew while the use of cars fell, reflecting the shift in 
market from intrastate to interstate toiu-ists. 
Other Tourism Infrastructure 
Other notable tourist oriented developments ofthe period included:- the constmction 
of Pacific Fair, a large shopping complex at Broadbeach; constmction of Dreamworld, 
a large theme park at Coomera in 1981; constmction of the combined movie 
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production and theme park 'Wamer Brothers on the Gold Coast' and 'Cades Country 
Wet 'n Wild' later in the decade. Arguably, the most significant development of the 
period was the constmction of Jupiter's Casino and Conrad Intemational Hotel at 
Broadbeach. Constmcted at a cost of $175 million the Casino gave the Gold Coast a 
world class tourist resort and facility. Other associated developments of the period 
included Bayview Harbour ($115 million) Robina ($1.3 billion over a period of two 
decades), the Mirage/Sheraton Beach Resort and privately owned Bond University. 
5.4.4.3 Validity ofthe Model 
The preceding discussion on the growth of tourism on the Gold Coast clearly 
illustrates the operation of the Resort Development Spectmm. The proximity of the 
Gold Coast to Brisbane and the absence of other nearby urban communities saw a 
fiising ofthe first and second phases. Although the Gold Coast gained popularity as a 
coastal resort with residents of southem states as early as the 1890s, its remoteness and 
poor transport access meant that the bulk of visitors were sourced from Brisbane until 
the post World War 11 period. Initially based on rail and later on road travel, the Gold 
Coast has continued to function as a coastal resort for Brisbane residents from the 
1880s to the present. Its role as Brisbane's coastal resort has declined in the last 
decade as the Sunshine Coast to the north has commenced to take over this role. 
Expansion of the Gold Coast into the national market (Phase Three of the model) 
commenced in the late 1940s or early 1950s with the commencement of direct flights 
to southem capital cities and the growth in interstate travel by road. During the period 
1950 to 1985 the Gold Coast consolidated its position as Queensland's and later, 
Australia's leading coastal resort. Although some foreign tourists visited the resort 
during this phase of development, its expansion into the intemational market had to 
wait for the nation's development as a recognised intemational destination and for the 
development of infrastmcmre that was capable of meeting the demands of the 
intemational market. By 1985, the airports servicing the Gold Coast were capable of 
coping with large volumes of domestic and intemational traffic and intemational 
airlines commenced direct services between Brisbane and Europe and Asia thus 
avoiding hubbing through Sydney. 
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The development of the Gold Coast through the phases of the Resort Development 
Spectmm is illustrated in Figure 5.16. Figure 5.16 summarises the growth pattem 
from 1870 to 1997 in a stylised form because data prior to 1982/83 is not available. 
Figure 5.16 The Resort Development Spectrum on the Gold Coast 
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By 1985 the necessary infrastmcmre to sustain an intemational tourism sector was in 
place. Transport developments had solved the access problem and the opening of the 
Conrad Casino Hotel provided the Gold Coast with an intemational standard 
hospitality sector as well as a significant off-beach tourism facility. In the next 10 
years the hospitality sector underwent considerable expansion as new intemational 
tourist hotels were built. The Gold Coast's off-beach tourism attraction sector also 
underwent considerable expansion as new theme parks were built and tourist shopping 
areas expanded. The intemational market, highlighted in Figure 5.11, has grown 
rapidly from 8 per cent in 1982/83 to 30 per cent in 1996/97. During this period the 
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interstate market remained relatively stable while the size of the intrastate market fell 
from 42 per cent to 21 per cent. In terms of overall visitors, the number of intrastate 
tourists visiting the Gold Coast has remained relatively stable over this period, rising 
from 463,000 in 1982/83 to 489,000 m 1996/97 (QTTC 1998). By comparison, 
intrastate visitors to the Sunshine Coast, the Gold Coast's major competitor in the 
domestic market has increased from 301,000 in 1982/83 to 713,000 in 1996/97. This 
trend may indicate that intrastate visitors, principally from South East Queensland find 
the Sunshine Coast a more attractive destination than the Gold Coast perhaps because 
ofthe Gold Coast's changing profile as it has intemationalised its market. The decline 
of the Gold Coast's intrastate market in terms of overall visitor numbers has been 
compensated for by the growth in intemational visitors but points to a worrying 
decline in this significant market. This trend may signify that individual market 
sectors in a resort can experience different rates of growth or decline. These changes 
may be masked by the overall pattem of development in the resort. If the Gold Coast's 
intrastate market is analysed in isolation from other market sectors it is apparent that a 
serious decline of the namre predicted by phase five of the Resort Development is 
occurting. 
5.5 Summary 
This chapter commenced with a discussion of the place of resorts in Queensland's 
tourism industry followed by an analysis of the role of transport in servicing these 
resorts. In following sections, the applicability of the Resort Development Spectmm 
to coastal resort growth in Queensland was assessed by applying the model to three 
coastal resorts. In each case, the Resort Development Spectmm could be applied 
successfiilly to identify the path of resort development and establish specific periods of 
time when development moved from one phase to the next although differences to 
data sets did present a number of difficulties. The point at which the Gold Coast 
moved from the third phase of development predicted by the Resort Development 
Spectmm to the fourth phase of development is clearly highlighted by Figure 5.10 
which illustrates the rapid growth in intemational tourism after 1985. The tuming 
point is also apparent in Figure 5.12 which highlights the rapid growth of 5 star 
intemational tourism hotels after 1985 and Figure 5.15 which shows the growth in air 
travel after 1986/8. In each instance where a resort moved into the next phase of 
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development transport was one of the key factors in growth. For example, the growth 
of car ovmership in the years following World War II allied with the constmction of 
paved roads, facilitated the jump from Phase One to Phase Two in Hervey Bay in the 
late 1940s to 1950s, with a similar move into Phase Two development on the Sunshine 
Coast occurting at about the same time. The significance of air also became apparent 
as the principle factor allowing the Gold Coast to move into Phase Four development 
in the mid 1980s and the Sunshine Coast which commenced observable growth in 
interstate tourism from the early 1980s. Figure 5.17 illustrates the location ofthe three 
resorts on the Resort Development Spectmm in a stylised manner. 
Figure 5.17 The Resort Development Spectrum in South Queensland 
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CHAPTER 6 
CONCLUSIONS AND IMPLICATIONS 
6.1 Introduction 
This chapter commences with a review of the research undertaken for this thesis, 
ouflining the purpose ofthe research and highlighting the major features ofthe Resort 
Development Spectmm model. In the following section, the research questions posed 
in section 1.2 Hypothesis and Research Problems will be discussed in the light of the 
application of the Resort Development model to a number of case smdies in South 
Queensland. Finally, the chapter will suggest fiiture directions that research 
employing the Resort Development Spectmm model may take. 
6.1.1 Purpose of Research 
The purpose of this research was to address the hypothesis posed in section 1.2 
Hypothesis and Research Problems: 
Transport is a key factor in coastal resort development in South Queensland. 
Chapter I outlined the significance of the hypothesis in terms of the need to 
understand the role played by the transport industry in coastal resort development in 
South Queensland. Deficiencies in existing research into the relationship between the 
transport system and resort development were highlighted. Justification given for the 
research focused on four issues. The issues are as follows. 
1. Tourism is an industry of intemational and national significance and in 
Queensland (West 1993) coastal resorts are the focal points ofthe state's domestic 
and intemational tourism industry. 
2. The economic aspects ofthe link between transport and coastal resort growth have 
not been adequately investigated in the tourism literature. 
3. Previous attempts to constmct explanatory models of resort development have 
failed to produce models that can be satisfactorily operationalised. As a 
consequence, existing models fail to demonstrate a satisfactory predictive 
capability, particularly in the area of transport requirements. 
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4. Applicafion of the findings of the research conducted during this thesis should 
assist resort communifies identify, a priori, the likely scale and impact of resort 
growth and give them the ability to assess community concems about changes 
generated by tourism development. 
In Chapter 2, the role of transport in the tourism system was analysed followed by a 
review of the typologies and models thus far used to explain resort development. 
From this review it was apparent that previous research had largely ignored the role of 
transport as a significant factor in resort development. Exceptions to the otherwise 
general absence of acknowledgment of transport as a cmcial factor in overall tourism 
development were Casson (1974), Towner 91996), Leiper (1990:25), who developed 
the notion of a transit route region through which departing and retuming travellers 
pass during the course of their holiday, and Kaul (1985) who developed a set of 
postulates identifying the role of transport in tourism development. Kaul's postulate 
three, Transport facilities are an initial and integral need for tourism and operate both 
as an expanding as well as a delimiting factor for traffic fiows; the quality of transport 
services offered also infiuences the type of tourist flow, is perhaps the most significant 
in regard to the research undertaken in this thesis. 
The chapter then categorised previous research into resort development as either 
typologies or models. Significant findings were; 
• the literature was not always clear about the distinction between typologies and 
models, 
• models of resort development could be classified in a number of ways; as 
geographical models, economic models, and management and marketing models, 
• in most cases the role of transport was ignored, and 
• existing models lack the capability for prediction of ftiture development pattems 
such as tuming points from one stage of development to the next. 
Finally, the chapter identified five research questions that required further research. 
These were; 
• what role has the transport system played in resort development in South 
Queensland? 
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• what role does the economic market place, expressed in terms of demand and 
supply forces, play in determining the stmcture of the transport system in resorts 
with specific reference to South Queensland? 
• is it possible to identify specific phases of coastal resort development that are 
linked to specific forms of transport infrastmcture using South Queensland as a 
working example? 
• is it possible to develop an operational model that identifies the role of transport in 
the growth of coastal resorts in South Queensland? 
• what policy implications are there if a strong transport - resort growth relationship 
is identified? 
The issue of research methodology was addressed in Chapter 3. Previous research into 
resort development has relied heavily on case study methodology however the 
appropriateness of case studies as a research method has not been examined in any 
depth in the tourism literature. To identify a suitable methodology, the chapter 
commenced with an analysis of theory building versus theory testing to establish the 
parameters of the type of research required to address the research questions posed in 
section 1.2 Hypothesis and Research Problems. Finding that theory building was the 
most appropriate course of inquiry the chapter addressed the issue of research 
paradigms. Realism, a paradigm in the phenomenology philosophy, was identified as 
offering the best mix of desirable characteristics that could be used to develop and test 
research methodology of the type required to address the research questions posed in 
this thesis. In the following sections ofthe chapter, issues addressed included; 
• appropriate research strategies, 
• research design, 
• case studies as a research method, 
• developing effective methods of evaluation, and 
• research procedures adopted for this smdy. 
In Chapter 4 a new model, the Resort Development Spectmm, was outlined. Given 
the inability of previous models to explain the role of transport in resort development, 
the Resort Development Spectmm was used as a tool to approach the study of resort 
growth based on the operation of the resort's economic market. The model focused on 
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the supply side of development thus enabling the role of the transport system to be 
assessed. 
To identify the role of transport Chapter 5 examined the growth of three Queensland 
resorts using case study analysis combined with the Resort Development Spectmm. 
The resorts chosen for analysis exhibited a number of development phases ranging 
from reliance on intrastate tourism to intemational tourism. 
6.1.2 The Resort Development Spectrum and its Application 
The Resort Development Spectmm emerged from observations made about the role of 
the transport system in underpinning coastal resort development in Queensland. 
Analysis of individual resort data using origin of visitors, visitor use of transport 
modes and constmction of supply side facilities indicated that a strong cortelation 
existed between the development of resort transport infrastmcmre and the growth of 
new market sectors based on interstate and overseas tourists. It became apparent that 
as resorts moved from reliance on intrastate markets to interstate markets and later 
intemational markets, transport infrastmcmre underwent a predictable pattem of 
change, shifting from road transport as the primary transport mode in the early phases 
of growth to a combination of road and air transport in later phases of growth. 
However, it also became apparent that reliance on observations of changes to the 
relationships between resort development pattems measured on the basis of hotel type, 
visitor numbers, visitor origins, changing spatial pattems and changes to the resort's 
pattems of transport supply did not adequately explain the mechanism of growth. 
Observations of changing spatial pattems simply indicated that change was occurring 
but failed to identify the causes of that change. If analysis of tourism was limited only 
to the study of flows of tourists and their impacts on destination regions it is unlikely 
that the mechanism of growth would be fiilly understood. If, however, a different 
approach to the study of tourism is taken and tourism is seen as an economic act where 
a buyer (the tourist) purchases goods or services from a seller (hotel, restaurant, taxi 
etc), the mechanism for growth can be studied on a different basis. The Resort 
Development Spectmm recognises the centrality of the market in the smdy of tourism 
and measures grow1:h on the basis of changes in the pattems of interaction between 
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buyers (the demand side) and sellers (the supply side). The consequences of changing 
relationships between buyers and sellers can be observed in the pattems of 
development that occur. Thus, if the market is small the resort will be small in size 
and have very limited infrastmcmre. As the resort grows there will be observable 
spatial changes to the pattems of the built environment as hotels and theme parks are 
built and other resort infrastmcmre constructed. Underlying the outward 
manifestations of growth is the operation of the resort market based on changing 
pattems of demand and supply. 
The role of the market has been largely ignored in existing research into the 
development of resorts. This omission may be one ofthe reasons why existing models 
have failed to exhibit a predictive capability as demonstrated in section 2.6 
Deficiencies Identified in Existing Models. The Resort Development Spectmm model 
recognises the central role of the market in determining the type of investment 
decisions that are taken by suppliers based on their assessment that their investment 
will retum a profit. For example, the decision to constmct or expand an airport is 
made on the basis that it will attract additional passengers and repay the fimds invested 
in the project. Similar decisions have to be made by all members of the supply side. 
As indicated in section 4.2 The Operation of Resort Markets-Some Theoretical Issues, 
the Resort Development Spectmm focuses primarily on the supply side of the resort 
market place although the role of demand in generating consumption of resort services 
and products is acknowledged. 
The Resort Development Spectmm illustrates the growth path of resorts, based on 
partial equilibrium occurting at specific points in the development process, on a 
continuum that starts with a small undeveloped coastal locality and concludes with a 
large intemational mass tourist resort. A four phased growth process is identified and 
a possible fifth phase of decline, stagnation or rejuvenation is posmlated. Each growth 
phase exhibits a number of demand and supply side characterisfics that determine the 
composition of the resort's tourism market at a particular point in time. Aside from 
the impact of demand and supply forces that are expressed through partial equilibrium 
points, capacity is also identified as an important and intertelated factor. Although 
resort capacity is a locality specific factor determined by a combination of forces 
including environmental factors, land supply, community aspirations, perceptual 
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(psychological) components (Wall 1983), govemment policy and availability of 
infrastmcture services, only transport access was considered in detail. The selection of 
transport as the key research focus was based on the assumption that growth will 
stagnate at an early stage if transport capacity is not enhanced as demand for travel 
increases. While the factors of capacity, demand, elasticity and equilibrium were 
considered in a collective sense, their individual contributions were not explored in 
depth, a task that is left to fumre research. 
Results of the analysis of growth pattems of resorts examined in this thesis indicate 
that there are similarities in the pattem of transport development as resorts growth. In 
each case study the first phase of growth (Local Tourism) occurred when residents of 
nearby towns commenced visiting the beach and later established second homes or 
used camping grounds, establishing the nucleus of a coastal resort. As transport 
access improved, based either on rail travel in the Nineteenth Cenmry or road travel in 
the Twentieth Cenmry, the resort's market was enlarged to encompass intrastate 
visitors resident some distance from the resort. For the resorts analysed in this thesis 
the second phase of growth. Regional Tourism, centred on attracting visitors from 
Brisbane by road. Further development occurred when airports were constmcted and 
interstate and later intemational visitors were attracted to the resorts. The role of 
transport in facilitating resort development is shown in Figures 5.4 (Hervey Bay), 5.9 
(Sunshine Coast) and 5.16 (Gold Coast) which illustrate the operation ofthe Resort 
Development Spectmm in each resort. 
The model demonstrates that as resorts grow, the associated resort infrastmcmre 
develops along predictable lines. In this way it is possible to predict the changes that 
will occur over time as resorts move from one phase of development to another. In 
Table 4.1 for example, it is possible to identify the type of changes that will occur to 
the composition of visitors, accommodation and transport. The model also 
demonstrates the role of price in resort development, particularly in relation to visitor 
types as demonstrated by Figure 4.5. Finally, the model demonstrates that each resort 
consists of a collection of market sectors, each of which may exhibit different price 
elasticises. For example. Figures 5.1 (Hervey Bay) and 5.5 (Sunshine Coast) illustrate 
the comparative size ofthe resort's intrastate, interstate and overseas visitor segments. 
Each market sector may also exhibit a preference for a specific form of transport. 
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Thus for the intemational sector to grow there will need to be provision for a suitable 
airport capable of operating large passenger aircraft while the intrastate market may 
require enhancement of roads servicing the resort. In this way, resort planning 
agencies can make informed assessments on resort infrastmcture requirements at 
different phases of growth as well as identifying possible rates of growth and the 
direction of growth. 
The Resort Development Spectmm overcomes many of the problems associated with 
existing models. Previous models have tended, post ante, to concentrate on the effects 
or impacts of growth. The strength of the Resort Development Spectmm is that it 
points out the type of actions and policies that are required, ex ante, to facilitate the 
growth of a resort from one phase to the next. This feature of the model is relevance 
to transport planning particularly when combined with the transport cost model 
outlined in Figure 4.6. If a particular locality such as a coastal settlement exhibits the 
range of characteristics required for its fiiture development as a resort it is possible to 
predict the type off transport facilities required and make fijture provision for these 
facilities in local govemment zoning and town planning. Initiatives of this type should 
help overcome many of the land acquisition and zoning disputes that emerge when 
unplarmed growth renders existing transport corridors and airport reserves as 
inadequate. 
6.2 Conclusions to Research Questions 
The following section discusses the conclusions made about each research question in 
section 1.2, identifying contributions made by this research. Each of the following 
sections commences with a summary outlining findings relevant to a specific research 
quesfion and is followed by a brief discussion ofthe significance ofthe findings to the 
literature. 
6.2.1 Conclusions Relating to Question 1: What role does the transport system 
play in resort development in South Queensland? 
The first question addressed the issue of the role of the transport system in promoting 
resort development in South Queensland. Chapter 5 examined the growth of three 
Queensland coastal resorts and identified significant transport milestones in each 
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phase of development. Figures 5.4 (Hervey Bay), 5.10 (Sunshine Coast) and 5.16 
(Gold Coast) highlight the operation of the Resort Development Spectmm and identify 
the points at which transport development was a key factor in facilitating the next 
phase of resort development. During the analysis of the role of transport two 
significant trends emerged. Firstly, a historical perspective relating to transport 
technology became apparent. Secondly, the role of individual transport modes as 
catalysts of growth also emerged. It became apparent that there was a shift in modal 
preference from road to air as new and more distant markets were developed. 
Although related, these factors had a significant and distinctly different impact on 
transport development in each ofthe resorts analysed. 
In each of the resorts examined tourism was identified as commencing in the latter 
decades of the Nineteenth Century. During this period the main forms of transport 
were horse drawn wagons and coaches, shipping and in the last decade of the century, 
railways. The slow speed of horse draw wagons and coaches limited the distance 
people were prepared to travel from home to the beach and was a major factor behind 
the relatively slow development of the Gold Coast and the Sunshine Coast until the 
introduction of railway services (in the case of the Gold Coast) and the automobile (in 
the case ofthe Sunshine Coast). During the formative years of its development in the 
1880s, travel to the Gold Coast was slow and difficult even if tourists travelled by sea. 
The introduction of new transport technologies had a significant impact on the rate of 
resort development in the decades after 1950. Prior to the 1950s, the low level of 
private car ownership and the high price and limited availability of air services 
inhibited long distance travel to holiday destinations unless the joumey was 
undertaken by sea or rail. However, after this period increasing affluence and 
increased armual holidays gave most workers the opportunity to travel to tourism 
destinations that lay beyond the boundaries of the cities and towns they resided in. 
Australia's size and the vast distances between major cities acted as a deterrent to 
interstate travel when rail, sea and horse drawn coaches were the main forms of 
transport. The growth of air services, increased popularity of the private car and 
development ofthe national transport system in the 1950s had a profound influence on 
the direction of tourism in Australia. Air travel enabled tourists to travel to distant 
destinations quickly and at an affordable price. As a consequence, air travel became 
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the public transport mode of choice causing a steep decline in rail travel and the 
withdrawal of coastal passenger ships. Private car ownership freed people from the 
rigours of timetable driven public transport and as the state's road network was 
bituminised encouraged travel to resorts such as Hervey Bay. Continued 
improvements to the highway cormecting Brisbane to the Gold Coast, Hervey Bay and 
the Sunshine Coast has strengthened the growth of the intrastate market and provided 
a base from which expansion into more distant markets can take place. 
Road transport has played a major role in tourism development in all resorts examined. 
Two eras of road transport can be identified, the Nineteenth Cenmry and the Twentieth 
Century. During the Nineteenth Century, roads were unpaved and stage coaches were 
the main form of road travel. Travel to coastal beaches by this form of transport was 
slow and limited the visitor base to residents of nearby towns. Thus Hervey Bay's 
initial tourism market was restricted to Maryborough and other small mral settlements. 
Similarly, early tourism development on the Sunshine Coast relied on visitors from 
nearby Nambour and Caboolture travelling the relatively short distance to the beach by 
road. Early development of the Gold Coast was largely reliant on the development of 
rail services from Brisbane in the absence of hinterland settlements. 
In the Twentieth Cenmry, the development of bimmen roads, growth in car ownership 
and establishment of long distance coach services lead to the rapid acceptance of road 
as the preferted mode for passenger transport to South Queensland. As the length of 
joumey increases a substimtion effect occurs and air supersedes road as the preferred 
mode of passenger travel. Analysis of Figures 5.3 (Hervey Bay), 5.8 (Sunshine Coast) 
and 5.15 (Gold Coast) illustrate the importance of road transport in the period 1982/83 
to 1996/97. From these tables it is apparent that in resorts which are heavily 
dependent on intrastate visitors, road transport is the key transport mode. Hervey Bay 
illustrates this observation. 
As the resorts grew and new groups of tourists were attracted from interstate and later 
overseas leading to an increased role for air transport. Recent tourism development at 
the Sunshine Coast illustrates this trend. Prior to the development of direct interstate 
air services in 1991 fewer than 85,000 Regular Public Transport (RPT) passengers 
used Maroochy airport each year. Following the commencement of direct interstate 
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services to Sydney and Melboume the number of RPT passengers rapidly grew to over 
300,000 as this new market sector chose the speed of air travel over the relatively slow 
speed of road. To some degree the Twentieth Century preference for air over road for 
long distance travel echoes the competition between Nineteenth Cenmry roads and 
rail, although on a different scale. 
Ofthe three South Queensland resorts studied, only the Gold Coast benefited from rail 
in a significant way. The constmction of the first rail line to Southport in 1889 
overcame the difficulties of road travel to the Gold Coast. Subsequent rail 
developments detailed in section 5.3 illustrate the role of rail as the major transport 
mode for Brisbane visitors until the late 1940s when newly constmcted roads and 
rising levels of private car ownership saw rail gradually displaced by road. By 1964 
the demand for rail transport between Brisbane and the Gold Coast was so low that the 
line was closed and the land it occupied sold. 
Although regular services commenced in the 1930s air travel did not become a popular 
mode of transport until the 1950s, primarily because of cost factors. Analysis ofthe 
pattem of transport use in Figures 5.3 (Hervey Bay), 5.8 (Sunshine Coast) and 5.15 
(Gold Coast) indicate that there is a close correlation between tourists origin and the 
type of transport used. For example, between 1990/91 and 1996/97 (QTTC 1983 -
1998) the number of interstate and intemational visitors visiting the Gold Coast rose 
from 69.2 per cent to 78.9 per cent while the use of air rose from 26.0 per cent to 63.7 
per cent in the same period. This trend indicates that visitors are prepared to substitute 
travel by road or rail with air travel as the distance between origin and destination 
increased. Data published in the DTM (BTR 1998) also illustrates this relationship. 
In 1996/97, 84.0 per cent of intrastate travel in Queensland was undertaken by car 
compared to 4.0 per cent by air. The reverse trend is apparent for interstate travel 
where cars are used by 38.0 per cent of visitors travelling to Queensland while 55.0 
per cent of visitors artive by air. The QVS (QTTC 1998) also indicates that as the 
distance from origin markets to Queensland increases there is significant substitution 
ofthe car by air transport as the preferted mode of travel. Thus in 1997, while 58.3 
per cent of visitors from New South Wales used cars as the main form of transport to 
Queensland only 45.4 per cent of Victorians used this mode of transport, preferting 
instead to travel by air. Analysis of travel pattems to the Sunshine Coast indicates a 
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similar pattem with a shift from road to air as the distance between origin and 
destination increases. Following the introduction of direct air services between the 
Sunshine Coast and southem capitals in 1991 the use of air grew from 5.15 per cent to 
7.3 per cent in 1996/97. In contrast to the simation at the Sunshine Coast and Gold 
Coast, the use of air for travel to Hervey Bay is minimal reflecting the lack of direct 
interstate flights and arguably, the lack of demand for such services. 
Conclusions Relating to Question I 
Analysis ofthe tourism literature in Chapter 2 revealed a lack of understanding ofthe 
relationship that exists between the stmcture of the transport system servicing resorts 
and the development of resorts. The forgoing analysis clearly illustrates that a close 
relationship does exist between transport and resort development. The major elements 
ofthe relationship are as follows. 
1. Resort growth relies on the provision of a transport system that facilitates 
movement of tourists from their home (origin) to their chosen destination. 
2. The number of tourists visiting a particular resort is a function of the capacity of 
the transport system connecting generating regions with destinations. 
3. As resorts grow in size the modal mix will change. 
4. In South Queensland intrastate travel relies almost entirely on the car, interstate 
travel relies on a mix of road and air travel while intemational tourism relies on 
air. 
5. The modal composition ofthe transport system connecting generating regions with 
destinations is a function of the distance between generating regions and 
destinations. As distance increases the modal mix changes, in this case from road 
to air. 
6. There is strong evidence of a substimtion effect of one mode of transport for 
another based on the criteria of cost and distance. In this smdy the substimtion 
effect was limited to substimtion of road and to some extent rail by air. 
7. In the Queensland context the development of air transport is cmcial for the long 
term development of interstate and intemational markets. 
8. There is strong evidence to suggest that the composition and relative importance of 
modes servicing resorts changes over time and is a function of advances in 
transport technology. 
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The foregoing findings illustrate the pivotal role occupied by transport in resort 
development. To date, the literature has tended to gloss over the role of transport and 
in doing so failed to provide an adequate explanation of resort growth. The findings to 
this question highlight the need for researchers to give the role of transport and its 
operation in response to economic forces a higher place in analysis of resort growth. 
6.2.2 Research Question Two: What role does the economic market place, 
expressed in terms of demand and supply forces, play in determining the shape 
of the transport system in resorts with specific reference to South Queensland? 
Resorts in South Queensland appear to have generally followed a supply led pattem of 
growth although elements of demand are evident. The resort demand side consists of 
two separate sectors, tourists and local residents. Tourist demand is directed towards 
provision of facilities that will enhance the level of satisfaction with the holiday 
experience and includes infrastmcmre such as transport as well as holiday-related 
activities including recreational and leisure opportunities. Local residents also desire 
enhancement of resort facilities particularly in the area of infrastmcmre including 
roads and airports. Evidence outlined in Chapter 5 indicates that much of the 
expansion of the tourism industry in South Queensland has been based on the 
development of new facilities such as railways in the Nineteenth Century and roads 
and airports in the Twentieth Century. In the case of the Gold Coast, sustained 
tourism growth occurred only after the constmction of the Brisbane to Southport 
railway. Nearly 100 years later, the development of the Gold Coast's intemational 
market occurted in the wake of the expansion of intemational air services through 
Brisbane and the constmction of a range of intemational standard hotels commencing 
with the Conrad in 1985. Conversely, development of a substantial interstate sector at 
Hervey Bay has been hampered by deficiencies in the resort's supply side. Major 
supply-side deficiencies in Hervey Bay are, distance from main generating regions 
combined with a lack of direct jet air services to southem states, lack of suitable resort 
style hotels and absence of substantial built attractions. 
The evidence suggests that constmction of major supply side facilities such as roads 
and airports are an important element in resort growth. As capacity expands, resorts 
are able to attract addifional tourists from existing and new markets. It is apparent that 
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growth has a distance element. For growth to occur additional tourists must be 
attracted from increasingly more distant markets. Allied to the expansion of transport 
capacity, by either upgrading existing modes or added new modes, there is a need to 
increase the overall capacity of the resort to accommodate and provide activities for 
tourists. For example, expansion of the Gold Coast into the intemational market had 
been a dream of the Gold Coast tourism community from the 1960s but did not occur 
until a number of factors fell into place, several of which were supply side in namre. 
The factors required for expansion were; development of direct air services from 
Brisbane Intemational airport to Asia, constmction of tourism icon attractions such as 
Currimbun Bird Sancmary and Sea World and opening of suitable intemational style 
hotels. On the demand side, the success in attracting Japanese group tours to the coast 
enabled the Gold Coast to adopt the title of intemational resort and use the Japanese 
market as a base for fiirther expansion into other Asian markets including Taiwan and 
Korea. Previous attempts to induce demand side growth in the 1960s and early 1970s 
by promoting the Gold Coast as a suitable destination for overseas tourists failed 
because ofthe inadequacy of its supply side infrastmcmre. 
The Resort Development Spectmm identified a series of equilibrium points occurring 
as growth occurs. Equilibrium points can be identified in the resorts examined in this 
thesis. For example growth on the Sunshine Coast reached a short-mn equilibrium 
point in the period 1985/86 to 1987/88 when demand and supply were in approximate 
equilibrium. Constmction of resort hotels including the Hyatt Regency, Noosa 
Sheraton and Twin Water Resort increased supply which was filled by increased 
numbers of intrastate visitors in the late 1980s followed by an upswing in intrastate 
visitors in the early 1990s. This equilibrium was destabilised as increased access to 
the Sunshine Coast by air facilitated an increase in interstate tourism. Enhanced air 
access underpinned the move into Phase Three growth. Similarly a partial equilibrium 
point can be idenfified on the Gold Coast between 1979 and 1984 (see Table 5.9) prior 
to the constmction of a number of intemational style resort style hotels (Conrad, 
Holiday Inn, Sheraton, Gold Coast Intemational Hotel, Sea World Nara Resort Hotel, 
Mirage and Pan Pacific Hotel) and the first significant wave of overseas tourists 
artived from Japan. During this period total tourist numbers oscillated between 1.5 
milhon in 1979 and 1.6 million in 1981 before falling to 1.5 million in 1984. In 1985 
both domestic and intemational visitor numbers increased rapidly based on increased 
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supply of hotel and apartment accommodation (Table 5.12), an expansion in the 
number of intemational artivals through Brisbane Intemational Airport (Figure 5.13) 
and increased domesfic artivals through Coolangatta Airport (Table 5.14). Enhanced 
access by air combined with an expansion of other resort infrastructure underpinned 
the movement away from the previous 1979-1984 equilibrium point. Expansion ofthe 
demand for Gold Coast holidays and the supply of tourism infrastmcture such as 
hotels has continued since 1985 to the extent that an new stable equilibrium point has 
yet to emerge. 
Conclusions from Question 2 
Expansion of transport capacity in the marmer suggested above can confer a number of 
advantages to a resort. These include; 
• reduction in the time of travel, 
• reduction in the cost of travel, 
• increase in the comfort of travel, 
• increased investment potential, 
• enhanced access to distant markets, and 
• increase in the safety of travel. 
It is apparent that recognition of the role of the market place in resort development 
will lead to greater understanding of the operational requirements of the transport 
system as resorts moves through the phases of development in the Resort 
Development Spectmm. For example, if a resort wishes to move from one phase to 
the next an understanding of the transport requirements of subsequent phases will 
enable planning authorities to set aside designated reserves and corridors for future 
transport requirements. These may include road and rail cortidors and airport and 
boating reserves. 
These findings, in association with findings of research question 1, highlight the role 
of the market in promoting tourism development. Previous research has tended to 
focus on observations of the outcome of growth rather than focusing on the causes of 
growth. Thus, rather than research noting that growth produces a series of spatial 
changes that can be catalogued and compared, research should be directed towards 
241 
Conclusions and Implications 
identifying the role of demand and supply forces in creating the decisions that 
produced the spatial pattems in the first instance. 
6.2.3 Question 3 Is it possible to identify specific phases of coastal resort 
development that are linked to specific forms of transport infrastructure using 
South Queensland as a working example? 
The growth pattems of the Gold Coast, Sunshine Coast and Hervey Bay outlined in 
Chapter 5 clearly illustrate the role of specific transport modes in resort development, 
particularly as a resort moves from one phase of growth to the next. Although the 
tourism industry in each resort commenced in the Nineteenth Cenmry, parallels to the 
present era are apparent. Regardless of cenmry, transport to resorts has relied on a 
combination of public and private transport. In the present era in South Queensland, 
the transport system is a combination of private cars used primarily, although not 
exclusively, for short trips with air used for long distance travel either from interstate 
or overseas. Rail and sea transport are very minor modes and have played little part in 
the development of South Queensland resorts from 1950 onwards. 
In the first phase of development, Local Tourism, road transport was the major form of 
transport used to convey tourists to South Queensland resorts in both the Nineteenth 
and Twentieth Centuries, although sea and rail were also utilised as demonstrated in 
the development of the Gold Coast. If a resort exhibits development potential. Phase 
One may last for a relatively short period of time. As demand for travel to the resort 
increases the road network to the resort is upgraded. 
During the second phase of development. Regional Tourism, tourists undertake longer 
joumeys between origins and destinations. A resort's ability to minimise the gap 
between origin and destination will determine its ability to move from Phase One to 
Phase two. In the case of the Gold Coast, Phase Two tourism commenced in the 
1880s however the arduous nature of travel restricted visitor numbers until the opening 
ofthe rail link to Brisbane in 1889. In the Twentieth Century, the Gold Coast's Phase 
Two tourists substituted rail travel for car travel. A similar pattem can be observed at 
both Hervey Bay and the Sunshine Coast. Table 5.3 illustrates the importance of road 
travel in Hervey Bay while Table 5.7 illustrates a similar reliance on road by the 
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Sunshine Coast. Growth beyond Phase Two requires enhanced access to more distant 
markets usually via a combination of air and road although rail and sea may be 
important in some cases. 
In the third phase of tourism development. National Tourism, it is apparent that 
increasing distances between origin and destination force tourists to reassess their use 
of transport modes and substitute air travel for travel by car. The substitution of road 
travel for air travel is observable on the Gold Coast where tourists from Victoria are 
more likely to fly than to drive. In the last decade the growth in the use of air travel to 
the Sunshine Coast has become notable and is demonstrated in Table 5.7. Drawing a 
parallel to the Gold Coast in the 1960s and 1970s it is possible that the Sunshine Coast 
will derive ftiture growth from interstate visitors relying on air travel and not car 
travel. Should this fail to happen the Sunshine Coast will face the possibility of 
stagnation as its main market, based on intrastate tourists, grows at a small rate 
determined by a combination of net population increase in Queensland and ability to 
attract visitors away from other coastal resorts in Queensland. 
The dominant feature of the fourth phase of tourism growth, Intemational Tourism, is 
a heavy reliance on air transport for access to interstate and intemational markets. 
Although both the Sunshine Coast and Hervey Bay exhibit small intemational sectors 
it is apparent that neither can be classed as Phase Four resorts. 
In South Queensland there is a strong cortelation between preferted transport modes 
and the phases of growth resorts have experienced. For instance, both the Sunshine 
Coast and Hervey Bay are heavily reliant on the intrastate market. The proximity of 
this market to these resorts has made road travel the dominant form of transport with 
the car being used by 86.1 per cent of Sunshine Coast visitors and 84.5 per cent of 
Hervey Bay visitors in 1995/96 (QVS 1997). As the Sunshine Coast has moved into 
the larger but more distant interstate market there has been a small shift towards air 
travel. The significance of air travel is illustrated by the Gold Coast where 35.8 per 
cent of travel was undertaken by air compared to 43.7 per cent by car in 1995/96 
(QTTC 1997). In the resorts surveyed other forms of transport occupied minor roles. 
Based on the evidence of tourist transport preferences in South Queensland, road is the 
dominant mode of transport in Phase One and Two. In Phase Three there is a shift in 
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preference to air as more distance markets are developed. By the time a resort has 
evolved into Phase Four the dominance of road found in earlier development phases 
has given way to a heavy reliance on air as the preferted mode of transport. As long 
as Phase Four resorts retain strong Phase One and Two markets road will never be 
entirely replaced by air as the main transport mode. 
Conclusions from Question 3 
These findings have significant implications for research. The transport modes 
identified as significant in the development of resorts in South Queensland are a 
reflection ofthe popularity ofthe car and air in general by Australians. In resorts with 
a similar transport preference pattem similar shifts in modal preference during the 
development process can be expected. In resorts where there are different transport 
preference pattems the importance of individual modes may change. For instance, in 
areas where car ownership levels are low or where distance from origin to destination 
are shorter than those found in Australia, the transport preference pattem may have 
different characterises and public transport such as coaches, rail or sea may be more 
significant. 
6.2.4 Research Question 4 Is it possible to develop an operational model that 
identifies the role of transport in the growth of coastal resorts in South 
Queensland? 
Previous comments made in relation to research questions I to 3 indicate that the 
Resort Development Spectmm, when applied to coastal resorts in South Queensland, 
is a useftil tool for identifying the role of transport in the growth of coastal resorts in 
both a priori and ex ante simations. For example, in the analysis of the development 
of tourism at the Gold Coast it became apparent that one of the major contributing 
forces to development of interstate and intemational markets was the provision of air 
services. Similarly, the recent growth ofthe Sunshine Coast's interstate market can be 
attributed to the redevelopment of the airport in the early 1990s and introduction of 
direct flights to capital cities in other states. Assessment of the role of transport on an 
ex ante basis yields a strong positive relationship between transport and resort growth. 
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Use of the Resort Development Spectmm for a priori analysis of the development 
potential of resorts requires the application of a battery of analytical tools that differ 
from post ante analysis. While this thesis did not attempt to develop a methodology 
for a priori analysis ofthe fiimre transport requirements of resorts, application ofthe 
model to Hervey Bay found that ftimre growth would depend on development of direct 
air services to capital cities in Australia's southem states. In this sense the model does 
exhibit a predictive capability. A major benefit in respect to transport is that the model 
can be used to predict transport requirements required to support resort growth. The 
Resort Development Spectmm also illustrates the types of changes that will occur to 
resorts as they grow. Table 4.1 illustrates changes that will occur in the stmctures of 
the resort's accommodation sector, principle markets and tourism infrastmcture. 
Conclusions 
The ability of the Resort Development Spectmm to predict ftimre pattems of 
development based on the capacity of individual resorts is a characteristic not apparent 
in other resort models. This ability will enable the model, subject to further 
development, to be used as a tool to assist ftirther resort planning. 
The transport cost model outlined in Figure 4.6 illustrates the role of transport access 
cost in the decision making processes of tourists when deciding which resort to visit. 
Combined with the Resort Development Spectmm, the model gives planning 
authorities a useftil insight into the type of transport infrastmcmre required for further 
growth. 
6.2.5 Question 5 What policy implications are there if a strong transport -
resort growth relationship is identified? 
Research into the growth of coastal resorts in South Queensland identified the 
existence of a strong relationship between the provision of transport infrastmcture and 
an increase in the number of visitor artivals as well as a broadening of the market 
those visitors are drawn from. In the initial phases of development, provision of roads 
and, in some instances, railways are essential for growth to occur. As resorts develop 
and commence marketing in interstate markets there is a substitution of road transport 
by air transport. Further development to tap into the intemational market is entirely 
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dependent on the provision of suitable air transport services at least in a country as 
large and remote as Australia. 
Discussion of the role of transport in resort growth in Chapter 5 illustrates the 
significant role of govemment in the building and operating ofthe transport system in 
Queensland. Govemment policy can hasten or delay tourism development through 
policy decisions and by the provision or lack of provision of transport facilities such as 
railways, airports and roads. The transport dependent nature of many tourism resorts 
highlights the need for govemment awareness that transport policies have significant 
implications for tourism resort development. The role ofthe govemment sector in the 
provision of transport infrastmcture in resorts is complicated by the characteristics of 
the operation of the govemment sector in Queensland. Provision of govemment 
services is divided between three tiers of govemment based on local, state and federal 
administrations. A further complicating factor is that as towns and cities grow the 
responsibility for constmction and operation of transport infrastmcmre might pass 
from one tier of govemment to another. In recent years privatisation of govemment 
services and trading authorities has added a fiirther dimension to the constmction and 
operation of transport infrastmcture. The poor co-operation between various levels of 
government noted in a smdy of national tourism transport needs (Bovis 1996) and the 
increasingly fragmented natore of ownership of transport infrastmcmre has lead to a 
situation where there is inadequate co-ordination in the provision of transport services 
and infrastmcture to resorts. 
The significance of air transport in the later phases of resort growth was highlighted 
during analysis of the growth of resorts in South Queensland. Airport ownership is 
therefore a significant factor in the later stage of growth and it is incumbent on airport 
operators in the private and public sectors to ensure that adequate provision is made to 
allow for fiimre expansion. 
Conclusions 
The centrality of the transport system to resort development has been demonstrated in 
this thesis. Given that resorts generate a significant percentage of Queensland's 
tourism revenue there is an obvious need to focus greater attention on the transport 
needs of resorts particularly when they are attempting to enter new markets. In this 
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respect govemments at local, state and federal levels need to identify areas in their 
transport jurisdictions that have a tourism focus and develop policies sympathetic to 
the encouragement of tourism development. 
There is also a need by govemment to ensure that regulations and other forms of 
administrative controls over commercial transport providers such as airlines and coach 
companies do not unnecessarily impede providers in the execution of their day to day 
operations and in strategic planning. The same requirement exists for transport 
providers from within the public sector including railways and main road constmction 
authorities. 
6.3 Issues For Future Research 
Research undertaken in this thesis has identified the strong relationship between 
transport and resort development. Research has also highlighted a number of issues 
that require fiirther research. 
Resort Growth and Transport 
A major area for fumre investigation is identifying in detail the relationship between 
transport modes and growth of resorts. This thesis has identified that a strong 
relationship exists and that some transport modes are more appropriate for some 
growth phases than others. In this thesis the relationship between resort growth and 
transport was framed in the context of the characteristics of resort development found 
in South Queensland and the transport preferences of visitors to those resorts. There is 
an obvious need to investigate how relationships change if the two variables of resort 
type and visitor transport preference change. Examples of resort types that could be 
investigated include island resorts, mountain resorts and resorts based on a specific 
attraction such as namre. Transport preferences may also vary if visitors exhibit 
preference characteristics based on a combination of public transport such as coaches, 
rail and boats instead of cars. 
The Resort Development Spectrum 
The Resort Development Spectmm model was developed to identify the role of 
transport in a way that is not possible with existing models. While demonstrating that 
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there is a strong relationship between transport and resort growth the mode also 
identified a range of other relationships that occur as resorts grow. Some of these are 
identified in Table 4.1. Relafionships that change as growth occurs include 
accommodation types, changes in visitor generating regions, changing pattems of 
promotion, a shift from a focus on the beach to off-beach activities and changes to the 
composifion ofthe retail sector that services the needs of visitors. Each of these areas 
are in themselves significant areas for fiiture research. 
An associated area of research to be pursued by the author of this thesis is the 
extension of the Resort Development Spectmm to other resort types and localities to 
confirm that the model has a wider application. There may for example be a need to 
modify the model for Asian resorts that have developed an intemational focus prior to 
developing a national market. Other candidates for fiimre research include resorts 
which have a greater reliance on public transport including railways and water 
transport as well as resorts in off-beach locations including ski resorts and historic 
towns. 
Having built the framework for analysis of resort development using the Resort 
Development Spectmm there is also a need to enhance the predictive aspects of the 
model. Two pathways appear promising, scenario constmction and econometric 
modelling. Both offer potential for more accurate planning in resorts and destinations. 
The Role ofthe Individual in Resort Development 
During the course of investigating the pattems of growth of coastal resorts it became 
obvious that little research had been conducted into the role played by individuals in 
resort development. In some instances individuals were found to have played a 
leading role in resort development while in other circumstances groups of people were 
found to have been influential at particular points of time. For example, on the Gold 
Coast a group of developers including Christopher Skase, Keith Williams, Allan Bond 
and Al Gore were collectively responsible for developing many of the resort hotels 
and theme parks that enabled the Gold Coast to create a profile which paved the way 
for development of intemational tourism. The contribution by an individual to resort 
development is typified by Robert Bulcock who, by not releasing land for 
development, first retarded development but who, on releasing land for development 
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largely shaped the ftiture development pattem of Caloundra. Similarly, David Low's 
initiatives in road development and reservation of land for the Maroochy airport 
greatly assisted fiimre expansion ofthe Sunshine Coast's tourism industry. 
The role ofthe market 
The powerfiil role ofthe market in the resort economy has been largely ignored and is 
an area of inquiry that should be pursued in fiiture research. This thesis has 
concentrated on supply side issues however there are numerous demand side aspects 
worthy of ftiture investigation. One area in particular that should be pemsed is further 
analysis ofthe multi-sector nature ofthe resort market identified in Figure 5.5. 
Other Issues 
Research for this thesis also unearthed several other promising avenues for fiimre 
research. These include the potential for historical research into the development of 
resorts and research into the development of the resort accommodation mix, factors 
limiting resort capacity and the marketing techniques that are the most appropriate for 
each phase of resort development. 
6.4 Concluding Comments 
In conclusion this thesis has made a significant contribution to the understanding of 
resort development by identifying the role of the market and in particular by 
identifying the relationship between resort development and transport. The insights 
provided by the Resort Development Spectmm and the relationship between transport 
and resort development have many practical applications for resort planning. Further 
extension of the model by the author and other researchers has the potential to bridge 
the gap between theory and practice in manner that has not been possible with existing 
models. 
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Abstract 
The role of the market has been largely ignored in existing research into the development of 
resort areas. This paper argues that a new approach to the issue of resort development is 
required and proposes a new model, the Resort Development Spectmm. The model is based 
on the operation of the market specifically focusing on the operation of the supply side. 
Tourism development in resort areas is found to occur in four phases commencing with local 
tourism and concluding with a fourth phase where the resort develops a strong intemational 
profile. A possible fifth phase of decline, stagnation or rejuvenation is also posmlated. The 
model does not find that growth is automatic or even sequential through the phases. A major 
feature of the model is its ability to be operationalised through the use of scenario generation 
and multiplier analysis, although these aspects ofthe model are not developed in this paper. 
Key words: Destinations, resort, transport, access price, development models. Resort 
Development Spectrum, Australia, supply-side 
The Resort Development Spectrum-A New Approach to Modeling 
Resort Development 
Introduction 
Previous investigations into the development of tourism destinations have approached the 
question of growth from a number of perspectives, including changing spatial relationships 
(Bartett 1958, Gilbert 1939, Miossec 1976, Young 1983, Smith 1992), changes to the 
psychological needs of visitors (Cohen 1972, Plog 1973, Smith 1977) and evolufionary cycles 
(Butler 1980). The role ofthe market, expressed as the economic forces of price, demand, 
supply and equilibrium have been largely ignored. This paper proposes a new model of resort 
development, the Resort Development Spectmm, based on the operation of the market within 
a tourism resort. Although there are superficial similarities to existing models such as the 
Tourism Area Cycle of Evolution (Butler 1980) and Hierarchies of Control and Capital Input 
(Keller 1987), the Resort Development Spectmm approaches the question of development 
from an economic viewpoint, based on changes within the resort market place. The model 
proposed in this paper applies specifically to coastal areas in Queensland, however with 
modifications, it is possible to apply the model to other types of resorts as well as the more 
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general study of destination development. The operation ofthe model will be illustrated by an 
analysis of recent tourism development at the Queensland coastal resorts of Caims and the 
Sunshine Coast. 
Following a review of the curtent state of research into destination development, the paper 
will consider the operation of the economic market that exists in coastal resorts. From this 
discussion, which will focus on coastal resorts rather than the wider issue of destination 
development, the Resort Development Spectmm will be outlined. The model represents the 
growth path of resorts, based on partial equilibriums occurting at specific points in the 
development process, on a continuum that starts with a small undeveloped coastal locality and 
concludes with a large intemational mass tourist resort. A four phased growth process is 
postulated with a possible fifth phase of decline, stagnation or rejuvenation. Each growth 
phase exhibits a number of demand and supply side characteristics that determine the 
composition of the resort's tourism market at a particular point in time. Aside from the 
impact of demand and supply forces that are expressed through partial equilibrium points, 
capacity is also an important and intertelated factor. Resort capacity is a locality specific 
factor determined by a combination of forces including environmental factors, land supply, 
community aspirations, perceptual (psychological) components (Wall 1983), government 
policy and availability of infrastmcmre services such as transport access, water and electricity. 
Indeed, in a locality with little growth space, capacity factors may choke off growth at an early 
stage of development. While the factors of capacity, demand, elasticity and equilibrium are 
considered in a collective sense, their individual contributions are not explored in depth, a task 
that is left to ftiture research. 
Research into Destination Life Cycles 
Attempts to model the development of tourism destination areas such as resorts, has become 
an enduring feature of tourism research. A number of models and typologies have been 
suggested to explain development including; discussion of seaside resorts in England (Gilbert 
1939), studies of changing beach resort morphology (Bartett 1958), study of traveller's 
personalities (Plog 1973), modeling ofthe effect of evolutionary change on resort hierarchies 
(Miossec 1976), evolutionary cycles (Butler 1980), analysis of resort development of Maltese 
farming-fishing villages, (Young 1983), analysis of hierarchies of control and capital (Keller 
1987) and invesfigation of changing land pattems (Smith 1992). Keller (1987) for example. 
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focused on the hierarchies of control and capital input that appeared to determine both the rate 
of development and the level of benefits flowing back to the community. From these 
observations a model was constmcted based on development stages determined by the source 
of tourist artivals. Keller (1987) also parallels the stages of development to the typologies 
suggested by Cohen (1972) and Plog (1972). 
Of the approaches developed to explain destination area growth, the Tourism Area Cycle of 
Evolution proposed by Butler (1980) has received the most attention and has been tested by 
numerous researchers. The strength ofthe model can be gauged from its longevity and ability 
to survive in the face of substantial criticism (Agarwal 1994, Bianchi 1994, Getz 1992, 
Haywood 1986). Although the model's popularity has endured for almost two decades, it 
continues to e Haywood 1986xhibit a number of weaknesses that ultimately limit its 
usefulness as an analytical tool. For example, Agarwal (1997:65) noted that "despite the large 
volume of research reviewing the resort cycle, its validity, applicability and universality has 
yet to be successfiilly proven". 
Based on the concept ofthe product life cycle, Butler's model has been extensively tested in a 
number of locations including; Malta (Oglethorpe 1984), The Isle of Man (Cooper and 
Jackson 1989), the Caribbean (Weaver 1993), Majorca (Morgan 1991), Nigeria Falls (Getz 
1992), Minorca (Williams 1993), small island nafions (Wilkinson 1987), Alpine areas of 
Australia (Digance 1997), mountain regions (Tooman 1997) and Swaziland (Hartison 1995). 
Results of these smdies have led to attempts to refine or embellish the original model (di 
Benedetto and Bojanic 1993, Strapp 1988). Although studies by Wilkinson (1987) and 
Meyer-Arendt (1985) appear to confirm the shape ofthe curve, others have found points of 
divergence (Cooper and Jackson 1989, Getz 1992, Hoviner 1981). 
A number of researchers have identified problems with the model, including its failure to take 
into account the effect of a range of significant economic factors, including the role of the 
market. Debbage (1990) for example, found that corporate strategy and competitive economic 
behavior were significant factors in resort development in the Bahamas. Haywood (1986) 
stated that the tme test of the importance of the life cycle must be based on its ability to be 
operationalised as a tourism-area planning and management tool. Cooper (1992) idenfified a 
number of problems with the life cycle concept, including identification ofthe mming points 
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of the cycle, identification of stages and length of stages. Commenting on the life cycle 
approach suggested by Butler, Cooper (1992) states that it has "much to offer researchers and 
rather less to offer the tourist practitioner". 
As originally concepmalised, Butler did not envisage the model as a prescriptive tool and 
efforts to use it in this way have caused problems particularly when trying to identify stages 
and their mming points (Brownlie 1985, Cooper and Jackson 1989, Haywood 1986). In a 
recent publication Butler (1993) acknowledged that the model was only one of a number of 
tools that can be used to concepmalise the dynamics of change in tourism destinations. In a 
review ofthe model presented at the 1998 Australian Tourism and Hospitality Conference, 
Butler (1998) noted that "at the time at which it was presented, the purpose ofthe model was 
relatively simple, to argue the case that destinations had a life as a product and this life would 
proceed through stages and at some point likely end. It attempts to relate growth, change, 
limits and intervention in a tourism context, and brings together the demand and supply sides 
ofthe equation". 
As the model stands, its simplicity is both its virtue and its weak point; it explains the process 
of growth yet it remains to be demonstrated how the model can be satisfactorily 
operationalised. Application of Haywood's (1986: 37) concepmal and management criteria to 
Butler's model appears to confirm that the Tourism Area Cycle of Evolution model does not 
provide sufficient basis for developing plarming or policy in tourism areas. Moreover, the 
Tourism Area Cycle of Evolution does not consider the effect that competing areas can have 
on the shape of the curve, nor does it state if an undesirable self-fiilfiUing prophecy such as 
decline is likely to occur. Results of most ofthe tests of Butler's model appear to support the 
general theory of development cycles but many deviations from the idealised model have been 
noted (Cooper 1992, Kermath and Thomas 1992). 
Problems identified with the model fall into eight general areas: skepticism over the ability of 
one model to explain tourism development (Bianchi 1994, Choy 1992, Prosser 1995), 
problems with the concept of the product life cycle (Hart, Casseriy and Lawless 1984), 
conceptual limitations of carrying capacity (Haywood 1986, Getz 1992), the use ofthe cycle 
concept in tourism planning (Haywood 1986, Getz 1992), a lack of empirical evidence to 
substantiate the concept (Choy 1992), dertermining the shape of the curve and mming points 
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(Cooper 1992) and problems in applying the life cycle concept in tourism destinations 
(Agarwal 1994, Shaw and Williams 1994). To these general areas of concem should be added 
the failure to take into account the operation ofthe economic market in destination areas. 
In spite of numerous applications of Butler's Tourism Area Cycle of Evolution model in a 
host of settings, researchers have failed to demonstrate that the cycle can be used to predict the 
development path of resort areas. At the curtent state ofthe debate, the model constimtes the 
orthodoxy of the tourism destination literature and can be described as tourism's first and 
perhaps only widely recognised paradigm. However, the model continues to demonstrate 
limitations, principally its apparent inability to be operationalised (Agarwal 1994, Haywood 
1986). It is highly likely that the Tourism Area Cycle of Evolution will continue to be used to 
explain the concept of development but, regardless of fiimre modifications, is likely to 
continue to suffer from criticisms about its ability to be operationalised. 
Deficiencies in Existing Models 
Existing models of destination area development fail to satisfactorily examine the impact of 
tourism development on the supply side of the destination economy. On the supply side, the 
composition of the destination's tourism infrastmcture is generally ignored. Unanswered 
questions include: 
• what role if any, does the transport system play in facilitating development? 
• what are the likely changes in the composition ofthe destination's accommodation stock 
and other tourism related infrastmcture as development occurs? 
• what planning action is required to facilitate the move from one stage of development to 
the next? 
• is it possible to predict the actions required to facilitate the movement from one stage to 
another? 
• what effects do changes in price have on demand, supply and investment in the resort 
market? 
• is it possible to forecast the impact of growth in terms of employment generation, 
workforce requirements and the demand for new resort infrastmcmre such as housing, 
schools and retail space for both residents and visitors? 
275 
Attempts to widen the scope of existing models, including Butler's original model, have failed 
to yield answers to the questions posed. Butler's model and those developed by Keller (1987), 
and Smith (1992) appear incapable of answering these questions. A new approach, based on 
an analysis of the changes within the resort economy as growth occurs, will provide a 
framework for answering these questions. 
The Operation ofthe Resort-Some Theoretical Issues 
Tourism activity creates a commercial sector, or market, where goods and services are 
produced for sale. In essence, the economic factor of demand is the process that alerts 
potential tourists to the existence of a particular destination such as a resort and leads to travel 
to that destination. In mm, the collective demands by tourists for services such as transport, 
accommodation, recreation and entertainment generate a requirement for the provision or 
supply of these services by a range of public and private sector organisations. To encourage 
demand for resort products, suppliers market their products to prospective customers 
(tourists). 
Put simply, the resort market is the location where goods and services are produced and sold. 
The market can be viewed from a number of perspectives such as the demand side, supply 
side and at the point where equilibrium occurs. From a demand side perspective, the demand 
for goods and services is expressed, in economic terms, as a need or want that acts to 
encourage suppliers to respond by producing products or services for sale. Altematively, a 
supply side condition exists when suppliers produce a good that they then attempt to sell to 
customers (tourists) to create a demand for that good. Demand and supply forces operate at a 
number of levels ranging from the regional economy through to the national economy and 
finally to the intemational economy. The operation of demand and supply forces over a range 
of price levels provides useftil insights into the operation of the tourism industry, particularly 
at the resort level. 
Analysis in this study is primarily focused on the supply side of the resort market place, 
however, the role of demand in resort development should not be overlooked, given that 
supply is the expression of the market's response to demand forces. In making this 
observation, it is assumed that demand for the products and services made available in the 
market place will be stimulated by the marketing activities of supply side firms, that is, as new 
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hotels are built tourists will artive to occupy the increased number of rooms. Obviously, the 
increase in demand as a consequence of increased supply is not automatic, rather it is the 
outcome of a conscious decision by suppliers to promote their products and services to 
prospective customers. 
The Mechanism of Resort Development 
The mechanism of resort development can be illustrated by the effect of a range of demand 
and supply forces on a hypothetical coastal resort. Commencing with a single sector market 
resort in Figure I, the impact of demand and supply forces will be analysed. The growth of 
the hypothetical resort illustrated in Figure 1 will be traced from a coastal settlement (village 
or small town) that services a single tourism sector through to the point where the settlement 
has grown into an intemational tourism resort and services a number of tourism sectors. The 
model will be illustrated by applying it to the development of a number of coastal resorts in 
Queensland. 
Assumptions Made 
Assumptions made about the development of coastal resorts are; 
• the price system operates in a manner that matches the demand for goods with the quantity 
suppliers are willing to produce (Samuelson 1992). 
• supply forces create the conditions necessary to stimulate development. 
• demand forces can be manipulated by factors such as advertising to create demand for the 
services provided by the supply side. 
• no assessment is made as to which is necessarily first, demand or supply. 
• the hypothetical model used in the following discussion of the interaction of demand and 
supply represents a small coastal settlement that is interested in tourism development. 
• demand conditions relate to the reaction of tourists faced with a choice regarding a holiday 
destination. Tourists are assumed to be normal consumers who wish to maximise available 
resources of time and money when selecting a resort. 
• supply forces are assumed to include the private sector and relevant elements of the public 
sector. Private sector suppliers are assumed to be profit maximisers. 
• equilibrium points occur where demand equals supply at a given price. As the resort's 
demand and supply profile changes over time, new equilibrium points will occur. 
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• price refers to a combination ofthe standard ofthe holiday experience and access cost. 
• access cost refers to the cost of transport from tourism generating regions to the resort. 
Two key factors relating to the distance between generating regions and destinations are: as 
distance increases the cost (or price) will rise, and as the distance between generating 
regions and the resort increase, the size ofthe potential market catchment expands. 
Resort Capacity 
In a coastal resort, 'total capacity' can be expressed as the sum of the individual capacities of 
each organisation providing goods and services for the tourism industry (Martin and Uysal 
1990). For example, hotel capacity is the sum of all hotel rooms available for occupation. If 
the resort develops an oversupply simation in hotel rooms, room rates will fall, resulting in 
lower than usual rates of remms on investment. Conversely, if demand pressures increase to a 
level where an under-supply of rooms emerges, room rates can be expected to rise in the short 
mn, and in the long mn investors will be encouraged to expand capacity to a point where the 
demand for rooms roughly equals supply (Tribe 1995). 
The notion of over-supply or under-supply presupposes that consumers (tourists) have the 
ability to travel to a resort, free of any restrictions. This is not always the case. If a distant 
resort is only accessible by car, capacity will be determined by both the supply of resort 
accommodation and other services, as well as the physical ability of people to travel to the 
resort utilising the existing transport network. Similarly, the cost of transport (or access cost) 
to the resort is a significant factor in the resort's ability to attract tourists, particularly when 
generating regions are some distance away. The willingness of tourists to accept travel 
hardships such as distance and several changes in mode of transport will also be a factor 
(Prideaux 1996). 
At the point where demand equals supply, it is possible to identify an equilibrium point where 
total capacity is reached under existing circumstances. Once an equilibrium point is reached, 
fiirther growth is unlikely to occur unless capacity and existing travel bartiers are overcome 
and the resort is able to attract a new market segment of tourists such as those who prefer air 
travel to the automobile as their normal transport mode. 
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The hypothetical resort outlined in Figures 1, 2, and 3 illustrates a series of growth phases that 
commence when the resort caters for visitors living in nearby areas. As the resort gains 
popularity, new source markets are tapped and growth commences. New source markets may 
be based on distance criteria, cost criteria or a combination of the two. Growth based on 
distance criteria will draw visitors from progressively more distant source markets, 
commencing with surrounding areas followed by more distant intrastate, interstate and finally 
intemational markets. New source markets based on cost may reflect a resort's ability to 
attract visitors who live nearby but did not previously consider the resort as a holiday 
destination because it lacked the range of hotels and other amenities required. 
As the resort grows, investment in new infrastmcture is required including accommodation 
and transport facilities. Constmction of an airport at a resort that previously relied on road 
transport will provide an opportunity for resort businesses to develop new, more distant 
markets thereby stimulating the supply side. Ultimately, a new equilibrium point will be 
reached at the point where the maximum capacity of the resort is reached and additional 
tourists cannot be accommodated with existing facilities. In economic terms, the ultimate 
success of the tourism industry at local, state, national and intemational levels depends on the 
interaction of the basic economic forces of demand, supply, equilibrium and capacity. The 
operation of demand and supply forces and the resulting equilibrium are illustrated in Figure 
1. 
A One Sector Resort in Equilibrium 
The following discussion illustrates how the price mechanism, expressed as supply and 
demand forces, creates the conditions necessary for resort development. In Figure I, the 
vertical axis represents the price paid for a holiday at the resort while the horizontal axis 
represents the supply side ofthe resort market measured by the quantity of visitors over time. 
The demand for travel to a tourist resort is represented by demand curve D Di while the 
supply of tourist products in the resort is represented by supply curve S S i. At equilibrium 
point E], the demand for tourist services Q\ equals the quantity of services that tourism 
operators are prepared to provide at price P|. Price in this case is taken to be the overall price 
paid by tourists for the range of goods and services consumed during their stay at the resort 
plus the cost of travel (access cost) to the resort. As a consequence, the demand for and 
supply of tourism services are said to be in equilibrium at point E]. 
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Price 
Q Q^  Capacity/Time 
Figure 1 A Single Market Sector Resort in Equilibrium 
As in other markets, equilibrium is not static and usually changes over time (Bull 1991). In 
the resort illustrated in Figure I, should the price for tourism services increase to P2, caused 
perhaps by increased wages or other costs, demand will fall to Q2 causing a contraction in 
visitor numbers. At price P2 there will be over-capacity equal to Q2 Qi. Classical economic 
theory holds that if the price increases to P2 there will be an upward shift m the supply curve 
to form a new equilibrium point based on P2 Q2- However, as the capacity of tourism 
infrastmcmre is relatively fixed, the shape of the supply curve is unlikely to alter in the short 
term. In the real world, the resort's accommodation sector will initially respond by reducing 
prices to stimulate demand. Prices will tend to fall towards point Pi to stimulate demand. 
In the long mn, the accommodation sector and other service providers are unlikely to be able 
to sustain low prices while providing the same quality of service offered prior to the overall 
increase in price. Accommodation operators and other service providers will then be faced 
with a number of options; reduce cost levels to maintain overall rates of remm on investment, 
identify new markets to increase demand at the higher price P2 or, leave the industry. If the 
overall price remains high, it is likely that in the longer term a new supply curve to the left of 
280 
S Si will emerge as the quantity of accommodation provided is reduced from Qi to Q2 thus 
creating a new equilibrium point. Increasing cost pressures on the supply side may be one of 
the factors that force resort entrepreneurs to seek out new markets thus triggering a new phase 
of growth. 
In Figure 1, the spatial characteristics ofthe resort illustrated at Ei are typical of a small 
seaside settlement with limited tourist numbers but exhibiting significant potential to increase 
capacity. Realising the potential of the area will require improvement of the resort's 
infrastmcture including transport access. At equilibrium point Ei the resort is likely to exhibit 
the following characteristics:-
Accommodation - beach holiday houses, flats, caravan parks, inexpensive motels. 
Investment funds are primarily sourced from local investors. 
• 
• 
Recreation Activities - limited to the beach and shared use of facilitates with local 
residents. 
Shopping - very limited and focused primarily on the needs of local residents. 
Entertainment - very limited and centered around the activities organised by local hotels 
and other community based organisations such as sporting clubs, religious groups and 
local charities. 
• Promotion - limited. Funds are raised from local businesses and used to promote the area 
in larger surtounding population centres. 
• Markets - typically, visitors will be budget conscious and seeking a relatively inexpensive 
holiday. Most tourists will be residents of surtounding areas. There may also be small 
numbers of interstate tourists who are passing through the area on their way to larger, 
better known resorts. 
• Transport Access - in Australia, the private motor vehicle will normally be the primary 
form of transport used to travel to resorts. If services are available, coaches and perhaps 
rail will also be used, though to a much lesser extent than private cars. 
A Two Sector Resort - Effects of Changes to Supply and Demand 
Over time, a resort will exhibit a number of equilibrium positions if growth occurs. Increased 
demand will often encourage suppliers to add higher quality infrastmcture typified by a shift 
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from inexpensive motels to resort apartments and quality motels offering a range of 
recreational and leisure facilities. Figure 2 illustrates the hypothetical resort moving from the 
original equilibrium point at Ei, to a new equilibrium point at E2, after a new group of tourists, 
Qi Q2 have been attracted. This new group of tourists are willing to pay the higher price of P2. 
Points OQi and Qi Q2 can be taken as representing different phases of resort growth. Point E2 
represents a two sector resort consisting ofthe original sector OQi who continue to pay the 
original price Pi and the new sector Qi Q2 who pay the higher price of P2. At equilibrium 
point E2 the resort has undergone the first phase of growth. Transport access to the resort is 
likely to become a key determinate of the rate and size of growth. As access improves, 
perhaps through new road, rail and sea links and later air services, new and more distant 
markets will become accessible. 
Price 
O Qj Capacity/Time 
Figure 2 Effects of Changing Equilibrium Points in a Hypothetical Resort 
At equilibrium point E2 fundamental changes have occurred to the supply side as new 
facilities have been added to the facilities previously developed to meet demand at point Ei. 
These include:-
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• Accommodation - a number of high quality resort motels will be built. Many will offer 
additional amenities such as golf courses, sporting facilities, evening entertainment, 
restaurant and shopping facilities. There will also be an increased emphasis on building 
apartment units. Accommodation facilities present at Ei may be retained and possibly 
refiirbished. Towards the end of this development phase hotels up to 3 star standard may 
also be built. 
• Investment - investment from extemal sources has commenced and a number of local 
businesses will be bought out and redeveloped. 
• Recreational Activates - an increase in the number of tourists with greater purchasing 
power will encourage the development of golf courses, tennis courts and other recreational 
facilities. 
• Shopping - new shops selling products other than those directly consumed by the resident 
population are established. The new shops might feature resort leisure wear, recreational 
items as well as art and craft galleries. 
• Entertainment - a range of new entertainment venues are opened. These might include 
restaurants, night clubs and amusement arcades. 
• Transport -transport access and the cost of transport will play a major role in determining 
the ability of the resort to tap into new markets. In Queensland, the major mode of 
transport to the resort will continue to be by private car however, some aviation services by 
commuter airlines may commence during the course of the shift towards equilibrium point 
E2. 
• Promotion - promotion now assumes a more professional approach. Funds are still raised 
from local businesses and may be supplemented by local and state govemments. In 
addition, the newly established tourist dependent businesses such as hotels will fund their 
own out-of-area promotional campaigns. It is likely that local businesses will have 
established a tourism promotion body with fiill-time staff. 
• Markets - the original groups of tourist will, in most cases, continue to use the area as long 
as accommodation costs do not rise significantly and the original low priced facilities such 
as motels and caravan parks are not redeveloped. A new wave of tourists prepared to pay a 
higher price for a better standard of accommodation, and higher access costs will begin 
visiting the resort creating a resort with two identifiable market sectors. 
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• Scale of Growth - the resort's unique natural and built attractions, competition from 
surrounding destinations and the size of new tourism generating regions will have a strong 
impact on the rate and scale of growth. 
The general trends identified in Figure 2 illustrate a theorized version of trends that can be 
observed occurting along the Queensland Coast. To understand the processes at work it is 
necessary to observe changes that occur in both the demand and the supply side of the model. 
In some instances, the demand for a tourist product will stimulate the private sector to supply 
new facilities and in other instances entrepreneurs in the private sector will identify an 
opportunity, develop a facility and then actively market it. In practice, it is very unlikely that 
equilibrium positions will last for more than a short period and will reflect changing demand 
at given price levels. In classical economic theory, equilibrium is assumed to occur when 
demand equals supply, all other things being equal (Samuelson 1992). In the tourist industry, 
demand is not readily predictable and can change rapidly as a consequence of numerous 
factors such as curtency fluctuations, political interest, inflation and fickleness on the part of 
the tourist consumer. 
A Three Sector Resort Model 
Figure 3 illustrates the development of a three sector resort in which each sector can grow 
simultaneously and to some extent independently of other sectors. Over time, the shape ofthe 
demand and supply curves continue to change reflecting the various sectors, or populations of 
tourists, visiting the resort. In the resort illustrated in Figure 3, there are three price levels 
reflecting various levels of accommodation and access cost. Equilibrium point E3 comprises 
the sum of three different market sectors, these being OQi, Qi Q2 and Q2, Q3. This is not 
unexpected, because larger resorts generally offer a range of accommodation standards. 
Visitors represented by sector Qi Q2 are willing to pay the higher price P2 and prefer to stay in 
hotels that have a higher standard than those required by sector OQi. The final sector, Q2 Q3 
who pay P3 might be tourists staying in 4 to 5 star resort hotels. This is not to say however, 
that visitors represented in each sector can be characterised solely on the basis of the cost of 
accommodation. Transport access costs are also important and the total price paid is a 
combination of the price of accommodation, transport and other holiday expenses. Indeed, 
tourism capacity represented at point Q3 will include a range of accommodation types 
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including characteristic of preceding phases of development. Each of the groups using the 
resort are likely to exhibit different elasticities of demand. Development of the additional 
resort sector Q2 Q3 will occur only if there is an expansion ofthe resort's source markets such 
as a move into interstate markets. 
Price 
Q, Q Q3 Capacity/Time 
Figure 4 A Three Sector Tourism Resort 
It should be noted that at equilibrium points E2 and E3 , the shape of the supply curve differs 
from that found at Ei reflecting changes in elasticity of demand. Tourists seeking budget style 
accommodation, such as caravan parks and low cost motels in equilibrium position Ei, will 
have a high elasticity of demand and be sensitive to relatively small increases in price. At 
equilibrium point E2, characterised by serviced apartments and 3 star motels, tourists are 
willing to pay a higher price and arguably have a more inelastic demand profile than 
characterised at equilibrium point Ei. At equilibrium position E3, tourists are prepared to pay 
much higher prices than the preceding tourist segment and also exhibit a lower price elasticity. 
However, it can be expected that visitors represented by price line Q3 E3 will exhibit a range 
of sensitivity to price changes with visitors nearer to point Q3 exhibiting greater sensitivity 
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than those near E3. For the P3 tourist segment, price may not be the over-riding concem in 
holiday plarming with factors such as service levels, amenities and recreational opportunities 
presumably being of equal or greater importance. A fourth sector can be posmlated and 
would see a new equilibrium point at E4. To achieve this new equilibrium point, intemational 
tourists will need to be attracted in considerable numbers. 
The Growth Path of a Multi Segment Resort 
The possible path of progression from Ei to E3 through a series of intermediate equilibrium 
points is plotted in Figure 4 which illustrates the effect of growth on resorts over time. At Qi 
the resort was able to attract tourists willing to pay up to Pi. Beyond this point fiirther growth 
will only occur if additional tourists willing to pay Pi are attracted, or new tourist sectors 
prepared to pay P2 can be developed. In the case where additional capacity (including 
motel/hotel, recreation and other tourism services) continues to be priced at Pi, growth will 
evenmally cease at Q2 and a new equilibrium point Eu is reached. 
At Eia the new demand curve (D2 D3), while having moved to the right of its original position, 
reflects a simation where tourists are only prepared to pay Pi irtespective of improvements to 
the resort's supply of amenities contained in sector Qi O2. At E^ growth will stagnate when 
the upper limit ofthe Pi market is reached. Beyond Q2 additional growth will only occur if a 
new tourism sector willing to pay P2 can be attracted. In effect, expansion of capacity on the 
horizontal axis reflects increases in quantity (at the same price level) and quality (at higher 
price levels). Growth beyond Q2 indicates that the quality of the resort's infrastmcture is 
increasing. A shift in the rating of resort accommodation from low cost motels to 3 star motel 
properties is one characteristic of such a change. 
If new regional tourism markets prepared to pay P2 are to be developed, four conditions will 
need to be satisfied; 
• tourists prepared to pay P2 will have to be identified, 
• resort capacity is increased, 
• the ability of the resort's unique natural and built attractions to handle large tourist 
numbers is satisfied, and 
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the quality of the supply of services, particularly in the transport and accommodation 
sectors, will need to be enhanced. 
Price P 
Qg Capacity/Time 
Figure 5 Growth Path Caused by Shifts in Equilibrium Points 
The enhanced accessibility ofthe resort will support an increase in total tourism from O Q2 to 
O Q3 creating the new equilibrium point E2. Continued growth in demand from E2 to E2a will 
occur if the price is contained to P2. For growth to occur beyond point Q4 additional transport 
infrastmcmre (such as an upgraded airport) and new attractions will have to be constmcted to 
attract a new tourist sector prepared to pay P3. Evenmally, a new equilibrium point E3 will be 
reached. The path between the equilibrium points Ei E2, E3 and ultimately to E4 can take a 
number of shapes, depending on the time taken to expand the quality ofthe resort's capacity. 
Each resort can be expected to show a different pattem of supply side capacity expansion 
based on; 
• the main tourist attraction/s ofthe resort. 
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• success in developing new tourism generating regions, 
• the support given by local authorities, 
• the support of the local residents for tourism development, 
• the time that resorts take to expand their supply side capacity, 
• carrying capacity expressed as land available for development, availability of resources 
such as water, and political factors, 
• composition of new investments in infrastmcture, 
• effect of competing resorts, 
• changes over time in the national and intemational economies, 
• the investment in new transport infrastmcture, and 
• distance that the resort lies from its major generating regions. 
The combination of these factors will determine the shape of the supply line and the ideal 
capacity of a given resort. At each sector in the model illustrated in Figure 4, five components 
of capacity are evident: 
• infrastmcture comprising tourist facilitates such as hotels, shops and restaurants, and other 
services including electricity, communications, health and justice, 
• transport infrastmcture that enables people to travel to the resort, 
• ecological constraints including sensitive wildlife reserves, 
• physical constraints such as land and water supply, and 
• attractiveness of the resort's natural and built attractions. 
The Resort Development Model 
By combining the characteristics of resort development illustrated in Figures 1, 2, 3 and 4, a 
resort model, the Resort Development Spectmm, can be developed. The Resort Development 
Spectmm, illustrated in Figure 5, incorporates the variables of demand, supply and capacity. 
Five phases of growth are postulated; 
• Phase One Local Tourism 
• Phase Two Regional Tourism 
• Phase Three National Tourism 
• Phase Four hitemational Tourism 
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Phase Five Decline/stagnation/rejuvenation 
Figure 5 The Resort Development Spectrum 
Price 
Market Sectors 
Rejuvination 
Stagnation 
Decline 
Intemational Tourism 
National Tourism 
Regional Tourism 
Local Tourism 
Phase 1 Phase 2 Phase 3 
Local Tourism Regional Tourism National Tourism 
Phase 4 Phase 5 
Intemational Decline/ 
Tourism Stagnation/ 
Rejuvination 
Capacity/Time 
The effect illustrated in Figure 5 is a representation of the resort's market sectors (and 
generating regions) as well as its phases of growth. As growth occurs new sectors are added, 
creating a multi-sector resort market place. At each phase of development, the resort is likely 
to reach a position where its market is well defined and to some degree contained by capacity, 
measured in terms of supply. If the resort desires to increase its overall size, it will have to 
look for new market sectors and more distant market places. Thus in phase four, the model 
identifies the existence of a number of market sectors each paying a different price for their 
holiday experience. 
The growth path GGi traces the supply side as it moves through a series of growth phases. 
Three possible scenarios for the post-phase four period are stagnation, rejuvenation or decline. 
The actual shape of the growth line (GGi) will depend on the time taken to expand capacity as 
the resort moves from one phase to the next. As growth progresses from one phase to the next 
occurs the resort will pass through a transition zone. During this period much of the 
infrastmcture required for the next phase will be constmcted. Concurrently, there will be an 
increase in the number of tourists' characteristic of the next phase. 
289 
The model posmlates that growth occurs as a result of expansion ofthe resort's infrastmcture 
and parallel development of new market sectors. The key components determining the shape 
of the growth curve are the willingness of suppliers to invest in new tourist facilities, the rate 
of constmction of new or expanded transport infrastmcture designed to transport additional 
tourists from new markets, capacity of the resort in respect to physical and ecological 
constraints and success in attracting new market sectors. The role of extemal political and 
economic forces will also become evident as the resort moves into the intemational market 
place. The characteristics of each phase in the Resort Development Spectmm are out lined in 
Table 1. 
The major features ofthe Resort Development Spectmm are: 
• With each successive phase of development, the promotion task is expanded to include 
state, national or even intemational market places and is undertaken by both private and 
public sectors. 
• Growth phases are based on the distance to major generating regions, commencing with the 
surtounding area followed by intrastate, interstate and finally intemational markets. 
• Each additional development phase will attract new tourist sectors prepared to pay a higher 
price than the previous sector. The higher price may consist of either higher transport costs 
combined with modest accommodation or higher transport costs and expensive 
accommodation. For example, motel accommodation will typify the initial phase of 
development while 5 star holiday hotels will appear in the third and fourth phases. 
• Each new phase of development will be characterised by a change in the style of hotels and 
apartments constmcted. 
• Progression from one phase to the next is dependent on the development of new or 
expanded transport facilities. 
• Each tourism sector caters for distinct groups of clientele and may continue to expand 
independently of development in other sectors. 
• The attimde of local govemment and the community will exert an influence on the speed 
and size of growth. 
• Resort growth will be constrained by the area's carrying capacity including the 
attractiveness of its principle attractions, either nafiiral or built. 
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• Intrastate tourists are the main source of tourists during phase's one and two while phase 
three tourists are sourced from interstate. In phase four the emphasis shifts to intemational 
tourists. 
• Additional private and public sector infrastmcture including emergency services, law 
enforcement, electricity, water, accommodation and retail outlets are provided by various 
agencies, and firms expand supply to meet the increased demand placed upon them by a 
growing tourist trade. 
• Expansion can be either demand driven or supply driven, hi the case of demand driven 
expansion, new facilities will be constmcted as demand places pressure on existing plant 
and premises. Altematively, supply driven expansion will occur as facilities are constmcted 
on the assumption that their provision will generate new business through increased 
patronage. 
• For each phase of development it is possible to identify a number of accommodation 
sectors. For example, in phase one, resort accommodation will generally include caravan 
parks, holiday houses and inexpensive motels. By phase four, accommodation will include 
large intemational 5 star hotels as well as a range of holiday apartments in addition to 
phase one style accommodation types. 
• The model does not assume that the visitor profile in each phase is limited to only that 
phase and the preceding phases. Thus in phase two there might be a small number of 
tourists from interstate and overseas. 
Growth is not necessarily an infinite process and at some point in time growth my cease. 
While the following discussion assumes the resort has attained intemational status, growth 
may cease, stagnate or decline at any point in the resort's development. In the case where a 
resort has developed a large intemational market it will continue to market its product both 
nationally and intemationally while its market share may decline either qualitatively, 
quantitatively or both. Decline in this case may be represented by a range of circumstances 
such as a decline in overall visitor numbers, the loss of a significant market such as the 
intemational market or a specific sector of an existing market, reduction in total visitor 
spending or a reduction in bed numbers through closures or redevelopment. Should decline 
occur as a consequence of the failure of the resort to adapt its product to the changing 
demands of its respective markets, neither the spending of additional funds on promotion or 
upgrading of infrastmcture are likely to artcst the problem. Decline may be attributed to a 
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number of factors including the failure of the resort to develop new products to cater for 
changed tourism demand, failure to promote itself effectively, the success of competitors in 
drawing away potential clients, failure to rejuvenate infrastmcture or for a range of economic 
and political factors that effect the whole nation. The onset of decline should be observable 
and therefore capable of cortection in most cases. To date the only evidence of major decline 
in a coastal resort in Queensland has been the former seaside resort of Redcliffe which saw its 
tourism industry disappear through a combination of factors including enhanced transport 
access to its competitors (Gold Coast and Sunshine Coast), a failure to update tourism 
infrastmcture and inaction by civic authorities. 
Exceptions to General Development Trend 
Exceptions to the general trend outlined in Figure 5 can occur for a number of reasons. It is 
possible for growth to cease at any phase and it is possible to jump phases as occurred in Port 
Douglas. If a phase is missed, there is a strong probability that the market will respond and 
elements of the missing phase such as transport infrastmcmre, resort facilities and hotel types 
will emerge in time. Another exception may occur if the resort is part of a circuit. In these 
circumstances, the point of entry to the circuit may be a much larger town from where visitors 
are bussed to other sites. A further exception may occur when a developer builds a large 
property in the expectation that an airport will be built or expanded to accommodate the 
aeroplane types required to service the intended market. If, as occurted with the 4 star 
Capricom Intemational Resort built at the Capricom Coast in Central Queensland, an airport 
is not built to the required standard, the resort will not attract similar development and the 
property may experience difficulty attracting distant markets. 
The rapid development of Port Douglas in Far North Queensland illustrates the situation 
where a supply led hotel project caused a typical phase one resort to develop a new sector that 
exhibited some phase three characteristics. Until the constmction of the 5 Star Sheraton 
Mirage Resort Hotel in 1987, tourist activity in Port Douglas centered on inexpensive motels 
and caravan parks servicing the local and intrastate market. The Sheraton Mirage Resort 
Hotel was built as a supply side initiative and heavily marketed in Australia and overseas until 
the desired occupancy rate was reached. The project became a catalyst that encouraged 
investors to build additional upmarket accommodation at Port Douglas as demand grew. 
Resort growth was initially supply driven, later becoming demand driven as tourists 
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'discovered' Port Douglas. Prior to the opening ofthe hotel. Port Douglas's accommodation 
stock consisted only of caravan parks, apartments and several cheap motels. Following the 
opening of the Sheraton Mirage Resort Hotel, a new accommodation sector was added to the 
existing sector to create a two-sector resort comprising a local market and an interstate or 
phase three market. Elements of phase two development were constmcted later. 
Operation of the Model-Example of Phases 
The operation of the model can be illustrated by examining tourism development in two 
Queensland resorts, the Sunshine Coast and Caims. The Sunshine Coast will be used to 
illustrate the mechanism of change as a resort moves from phase two into phase three, while 
Caims will be used to demonstrate the factors which operate as resorts moves from phase 
three to phase four. The Sunshine Coast, best described as a sea, sand and sun destination, is 
located in the south of Queensland. The resorts differ only marginally in terms of the number 
of bed nights (in 1997 Caims recorded 6.7 million bed nights while the Sunshine Coast 
recorded 6.2 million bed nights [Queensland Tourist and Travel Corporation 1998]), but 
exhibit very different development pattems, and service different market segments. Whereas 
Caims experienced a rapid change in stams from a phase three resort to an intemational resort 
demonstrating the characteristics of phase four of the model, the Sunshine Coast is only 
slowly undergoing the process of change that will see it progress from phase two to phase 
three. Development in both destinations has been underpinned by significant transport 
infrastmcture developments. In Caims, the constmction of an intemational airport played a 
fundamental part in developing an intemational market while in the Sunshine Coast, the 
redevelopment of the original domestic airport to unlimited Boeing 737-300 aircraft 
operations in 1993 facilitated the development of a national market profile that accords to 
phase three development predicted in the model. 
Sunshine Coast 
Located about one hours drive by car north of Brisbane, the state capital, tourism development 
at the Sunshine Coast has progressed from phase one resort pattems evident in the latter part 
of the Nineteenth Cenmry, to phase two development in the early decades of the Twentieth 
Century when all weather roads were built to Brisbane. During the I960's, the destination 
gained popularity with interstate visitors as the level of car ownership increased. The 
destination's major tourist attraction are its numerous sandy beaches and water sports. Off-
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beach tourism attractions are relatively unsophisticated and orientated to the drive tourist. 
Nearby hinterland resort towns of Malaney and Montville focus on arts and crafts activities as 
well as offering a range of accommodation including farm stays. Although promoted 
nationally as one destination, the resort is divided by political boundaries into three distinct 
tourist sub-regions based on the local authority areas of Maroochy Shire, Caloundra City, and 
Noosa Shire. On the sub-regional level, each authority operates independently but on the 
national level, they actively cooperate to market the destination as the Sunshine Coast. The 
dominate form of tourism accommodation in the Sunshine Coast has been caravan parks, 
holiday units and apartments, and motels. Following the opening ofthe 5 star Hyatt Regency 
Coolum Resort in 1989, two fiirther 4 to 5 star resort hotel properties have been built to 
service the nearby Brisbane market as well as a growing interstate market. 
Figure 6 shows the Sunshine Coast's major market sectors based on intrastate (phase one and 
two), interstate (phase three) and intemational arrivals (phase four). The Table clearly 
illustrates the 1990s as the point at when the resort commenced its development into a phase 
three resort as predicted by the Resort Development Spectmm. Data was draw from the 
Queensland Visitors Survey (Queensland Tourist and Travel Corporation [QTTC] 1998) 
which has been fiinded by the QTTC since 1982. Data prior to 1982 showing market segments 
was not collected. 
Analysis of Figure 6 shows that over the period 1982-83 to 1996-97 there has been strong 
growth in the intrastate market of 236.9% or an average of 15.8% per year. In the same 
period, the interstate market has grown by 291.5% or an average of 19.4% per year while the 
intemational market has grown from 4.8% to 11%. These figures contrast to Caims where 
intrastate tourism has fallen from 45.8% ofthe market in 1982-83 to 31.8% in 1996-97 while 
intemational tourism has grown from 12.4% in 1982-83 to 43.1% in 1996-97. During the 
period 1982 to 1995, the major non-accommodation tourism infrastmcture constmcted on the 
Sunshine Coast has been the reconstmction of the Brisbane to Sunshine Coast highway to 4 
lane motorway standard and the redevelopment of the Maroochydore airport to jet standard. 
The reconstmction of the highway has been the major factor in the growth of intrastate 
tourism as Brisbane residents have increasingly viewed the Sunshine Coast as a altemative to 
the Gold Coast (an intemational destination located 80 kilometres south of Brisbane) as a 
holiday resort. Similarly, the redevelopment of the Maroochydore Airport to accommodate 
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Boeing 737 size aircraft has made it easier for interstate tourists to fly directly to the Sunshine 
Coast rather than the previous options of either driving, or flying to Brisbane and travelling 
the Brisbane-Sunshine Coast leg by small non-jet commuter aircraft. 
Figure 6 Composition of Visitors to the Sunshine Coast 1982/83 to 1996/97 
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In many respects the Sunshine Coast continues to be overshadowed by the much larger Gold 
Coast to the south. Prior to 1987, the Gold Coast displayed many of the phase three 
characteristics of the Sunshine Coast but in following years attracted considerable overseas 
tourists and rapidly evolved into a phase four resort. The Gold Coast boosts a number of 
tourism related attractions not found on the Sunshine Coast including 3 intemational standard 
theme parks, numerous 4-5 star intemational hotels, and a greater range of shopping 
opportunities including duty free. Although the sun, surf and sand element remains an 
important element of the Gold Coast's appeal, the emergence of major off-beach tourism 
infrastmcture including shopping, theme parks, a casino, sporting facilities and events and a 
well known night club district has given the Gold Coast a destinational image not matched by 
the Sunshine Coast. 
It appears that until the Sunshine Coast develops a significant off-beach tourism 
infrastmcture, including a major theme park and an entertainment district, it will continue to 
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attract a significant number of intrastate visitors, apparently attracted by the Sunshine Coast's 
reputation as a family destination verses the Gold Coast's more hedonistic image. (Prideaux 
1996). The relatively unsophisticated nature of the Sunshine Coast's off-beach tourism 
infrastmcture also appears to be a major factor hampering the continued growth of the 
destination's interstate market. While this market has continued to grow strongly, it remains 
smaller in volume than the intrastate market. Although the Sunshine Coast has moved into a 
phase three development pattem it still is some way from demonstrating all of the 
characteristics of this phase of development. 
Cairns 
Originally developed as a port to service the mining and agricultural industries of far north 
Queensland, Caims has developed into a major intemational tourism destination based on 
constmction of an intemational airport and its easy access to the Great Bartier Reef, nearby 
beaches and World Heritage listed rainforests. Caims provides a clear example of how a 
destination can progress from a phase three to phase four as infrastmcmre is enhanced. The 
changing composition of visitor types (Figure 8) illustrate the rapid change from a phase three 
resort to a phase four resort over the period 1985 to 1997 in the manner predicted in the 
Resort Development Spectmm. The opening of the Caims Intemational Airport in 1985 
allowed direct access to intemational tourists and heralded a wave of investment in resort 
hotels, golf courses, 4 and 5 star tourist hotels by intemational operators and significant 
investment in tours to the nearby reefs and rainforests. 
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Figure 7 Development of Caims Market Segments 1982/83 to 1996/97 
Figure 8 illustrates the operation of the Resort Development Spectmm for the Gold Coast and 
the Sunshine Coast in the period 1985 to 1996. While the tuming point for each phase is 
apparent, the position of each resort in relation to future growth paths is speculative. In its 
curtent phase of development the Sunshine Coast lacks many of the characteristics of a phase 
four resort as outlined in Table I. 
Figure 8 Location of Sunshine Coast and Caims on the Resort Development Spectmm 
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Figure 8 Location of Sunshine Coast and Caims on the Resort Development Spectmm 
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Use ofthe Resort Development Spectrum For Planing 
Existing models have been heavily criticised on the basis of their inability to be 
operationalised. Unless the Resort Development Spectmm can demonstrate an operational 
capability it will endure the same criticisms and add little to the existing body of knowledge. 
Examples of destinational development cited from Queensland illustrate the supply side 
mechanism that operates in destinations as they move from one development phase to the 
next. The model does offer considerable scope for prediction based on scenario generation 
and application of multiplier analysis (Wall 1997). 
The capability of the model can be demonstrated by taking the example of a coastal resort in 
phase one development. At this point, the resort is small and not well known. If the resort's 
population, acting through their local govemment authority, decide to pursue an active 
development agenda, there is scope to apply the model to predict fiiture development pattems. 
As a first step, an assessment ofthe resort's tourism attractiveness, such as the quality of its 
beaches and other namral feamres, will reveal if there is sufficient potential to attract regional 
and later national tourists. If there is potential for fiirther growth, a series of scenarios can be 
developed to ascertain possible fumre resort profiles (van Doom 1986). Scenarios can be 
based on gradual growth or growth centered around the constmction of at least one major 
commercial accommodation property. 
As an example, assume that the scenario adopted was to base development on attracting a 
large 1000 bed resort as an initial development phase. Examples of this type of growth can be 
found in the previously discussed case of Port Douglas and more recently, the 1000 bed Port 
Hinchenbrook Resort Marina development at Caldwell in North Queensland. To support a 
resort of this size, considerable supply side infrastmcmre development is required including 
improved transport access and upgrading of essential services. 
Having determined the likely scale and type of development, it is then possible to utilise 
multiplier analysis to project the impact on the development on the town's workforce 
(Gamage 1995, Lui 1986). In a study of tourism multipliers in Victoria, Gamage (1995) used 
Input Output techniques to estimate the impact of tourism spending in Victoria. The study 
found that for every $1000 spent by tourists, the total employment multiplier was 0.0285 
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employment opportunities. Using this analysis, it is possible to calculate a gross estimate of 
the total employment generation that various types of tourism development will create. 
Having arrived at a projection of the total expected employment generation, the next step in 
the plaiming process is to determine the post-development requirements for housing of the 
resort's expanded workforce. This can be followed by estimates of the additional school 
places required, estimation of the type and quantity of retail spaces needed, as well as 
projection of the requirements for services such as hospitals, fire services, water, 
communications, policing and justice. 
By using scenario analysis, the resort's populous and local authority can gain an insight into 
the likely effects of a range of development possibilities. Armed with the results ofthe impact 
assessment ofthe preferted growth scenario, resort plarming authorities are much better placed 
to development effective town plarming schemes and plan infrastmcmre investment. In other 
words, the model, when linked to scenario generation and multiplier analysis, can be used to 
predict the types of development likely to occur in a given resort at any phase of development. 
Conclusion 
The Resort Development Spectmm is an attempt to overcome many of the problems 
associated with existing models. Previous models have tended, post ante, to concentrate on 
the effects of growth. The strength of the Resort Development Spectmm is that it points out 
the type of actions that are required, ex ante, to facilitate the growth of a resort from one phase 
to the next. In this regard, local authorities have some discretionary control over the 
development. For example, if the local community is not in favour of fiirther tourist induced 
growth because of dismption to the community's life style, planning ordinances could be 
enforced to prevent or discourage certain types of development. 
Conversely, desires by the local community for increased tourism development can be assisted 
by recognition that methods of promotion need to be adjusted and that new forms of 
infrastmcture will be required. In the case of transport infrastmcmre, early recognition of the 
eventual requirement in this area will afford planners the opportunity to set aside land for 
airports, road network, terminals, rail networks and port facilities if required. Application of 
300 
multiplier analysis will enable an estimation to be made of the requirements for a range of 
services and infrastmcture such as housing, water supply energy and communications. 
The Resort Development Spectmm identifies a series of growth phases that resorts can 
progress through, although not all resorts will move through each phase. Indeed it is likely 
that some resorts will never grow beyond phase one while only a few will ever reach phase 
four. The strength of the model, in comparison to existing models, is its ability to be 
operationalised and in so doing create a base on which resort plarming agencies can make 
informed assessments on resort infrastmcture requirements at different phases of growth as 
well as identifying possible rates of growth and the direction of growth. 
The economic relationships identified in the Resort Development Spectmm also occur in 
other tourism destinations and fumre research should be directed to identifying the particular 
relationships on the supply side that govem the development of destinations such as mral 
areas and mountain resorts. However, as in any attempt to model the dynamics of the real 
world ofthe market place, the model describes a process that is subject to frequent and often 
unanticipated change. Examples include govemments gaining and loosing power and leaving 
in their wake all marmer of policies and policy u-mms that effect investment decisions, once 
prosperous companies face financial min, natural disasters occur, social tensions may explode 
into armed conflict and consumers change their preferences. These circumstances can not be 
foreseen or anticipated leaving the economic forecaster to rely on the basic economic premise 
of "all things being equal". When conditions are not equal the unanticipated occurs, 
hrespecfive of the accuracy of observations and validity of assumptions made by the model's 
designer, the process described by the model can not be constrained by a set of assumptions 
and mles and, as in any condition dealing with the market, can never be more than an 
approximation of the conditions that occur. The challenge for the user of any model, 
including the Resort Development Spectmm, is to adapt the essential elements ofthe model to 
achieve the aims that are required of it. 
hi its curtent state of development the Spectmm demonstrates the role of economic forces in 
the development of coastal resorts and provides a framework that illustrates the principle 
characteristics of growth. The discussion in this paper has focused on qualitative research. 
Relationships such as constraints imposed by land availability, development costs, multiplier 
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measurement and competition have been alluded to but not elaborated upon. Future research 
might include econometric modeling of economic relationships, the role of transport and 
marketing and more detailed analysis of the effect of factors such as demand, elasticity, 
capacity and marketing. 
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